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Greyvan slip covers protect furniture, and mattresses com- ge 

pletely, safeguarding against nicks, mars, scratches and h 

soiling during every phase of the moving operation. This : . 

extra protection is a standard Greyvan service available at ca 

no extra cost* ... only one of many plus benefits that have ey 
made Greyvan the choice of America’s leading traffic 

managers. Se 

Other Greyvan extras include: Rolling of rugs and placing ‘ 

them in special protective slings in the van . . . taking beds to 

apart and reassembling them . . . taking mirrors off dressers se 

and replacing them at the new home... and placing run- ce 

ners on rugs and floors to prevent ice, snow and mud stains. y to 

a CY 

Over 400 branch offices and agents are ready to handle your Bay 

long distance moving with a minimum of time and detail k in 

work for you . . . with a maximum of satisfaction for j de 

transferred employees. 3 

ju 

Greyvan’s on-the-spot representative is listed in your clas- 01 
sified directory. Call him the next time you have to move 

employees’ household goods. it 

*Greyvan rates are identical with 2,200 other firms oper- 8) 

ating under the same tariff, in accordance with ICC tc 

regulations. Cost depends on weight and distance alone, re) 

regardless of estimate. it 
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Wanted: An Elastic Freight Car 


In the long and sometimes ‘heated discussion of 

® freight car distribution which took up much of the 

time at last week’s annual membership meeting of the 

Association of American Railroads at Chicago, speakers 
kept repeating one phrase, like a refrain: 

“There are just not enough cars to go around!” 

This week, at hearings in Washington, before a 
subcommittee of the Senate interstate Commerce com- 
mission, on Senator Reed’s resolution for an investiga- 
tion of grain car shortages, Charles Donley expressed 
the same thought in another way. Said he: 

“The only way to cure this whole situation is to 
get more cars.” 

The two statements accurately and simply outline 
the problem and its solution. They strip the matter of 
all its complications—make it comprehensible to the 
carrier, the shipper and. to the man on the street—to 
everyone, apparently, but congressmen and senators. 

It is difficult to read the testimony put in at the 
Senate subcommittee hearings without acquiring a good 


deal of sympathy with the Commission. Chairman > 


Aitchison expressed its quandary graphically when he 


| told of opening in succession a letter from a Repre- 


sentative from Nebraska complaining about the grain 
car shortage in that state, and one from an Ohio Sena- 
tor asserting that the Commission’s policy with refer- 
ence to freight car distribution was taking business 
away from his state. Chairman Aitchison’s plaint that, 
in the proceedings, the Commission was “virtually un- 


\ der an impeachment,” seemed justified under the cir- 
| cumstances. Even Senator Reed admitted there was 
) justification for that view. His attitude was, in effect, 
| one of a¢cusing the Commission for malfeasance. 


The trouble with the whole discussion was that 
it roamed ‘among things of minor importance in the 
grave overall problem. The position taken by the Sena- 
tor, that while delegating its car service functions to 
one of its divisions, the Commission could not “divest 
itself of its responsibility, was factually true; but there 
was nothing in what Chairman Aitchison said to indi- 
cate that the Commission was trying to dodge its re- 
sponsibilities. 

In view of what the Senator said, the Chairman 
Was justified in calling attention to the fact that there 
were just not enough men on the Commission or hours 
in the day properly to carry out that responsibility; 
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but even that plaint made no admission that the manner 
in which the Commission had handled the matter was 
less wise and effective that it might have been had there 
been more men and time available. 

We surmise that the Chairman welcomed the op- 
portunity. to call to the attention of a congressional 
body once more, as it had many times before, that 
more manpower and more money were needed by the 
Commission if it was so to handle its multitudinous 
duties as to avoid all criticism. 

We doubt, however, whether it could eliminate the 
criticism, regardless of how well it was manned and 
financed, so far as the matter of car distribution is 
concerned. 

The authority charged with the distribution of 
short supplies of anything, among a large number of 
those who need them, will never be able to convince his 
petitioners that whatever he may do is fair and equit- 
able. 


T ALL COMES BACK to the fact that “there are just 
not enough cars to go. around.” 

Nor does it do any good to say, as President Flet- 
cher of the Association of American Railroads said last 
week, that the railroads were doing a good job in carry- 
ing out ninety per cent of their transportation commit- 
ments, because few industries were furnishing so large 
a portion of the goods demanded of them these days. 
The analogy, like many, isn’t valid. There is no com- 
parison, for instance, between the fact that such in- 
dustries as those supplying materials and electrical ap- 
pliances are operating at less than ninety per cent of 
current demand and the fact that the railroads are. 

It may well be that, in some instances, the inability 
of such industries to meet demands is in large part due 
to their inability to get cars—just as it certainly is true 
that the shortage of cars is largely due to the fact that, 
up to now, materials for building them at the needed 
rate have not been forthcoming. 


Indeed, so far as the railroads are concerned, it 
may be a fortunate circumstance that industry is not 
producing at the full rate of demand because, were that 
the case, the available transportation supply would be 
considerably under ninety per cent. 

There may be some justification for the adoption 
of some such legislation as Senator Wherry’s bill (S. 
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446), which would make mandatory on the Commission 
the establishment of car service rules, instead of leaving 
such action permissive, as it is under the existing terms 
of section 14(a) of the Interstate Commerce Act. How- 
ever, in Senator Wherry’s own words, his amendment 
is intended primarily to take care of an “emergency, 
such as the present.” 

As to the latter, we fail to see where the amend- 
ment would add anything to the powers now being 
exercised by the Commission, either as emergency 
measures, or under voluntary cooperation of the rail- 
roads. It is quite likely that the railroads would oppose 
such mandatory provisions. At least the opinions ex- 
pressed by rail car service men at the hearings indicated 
so. They were unanimous in the opinion that the best 
way out of the present trouble would be for the Com- 
mission to remove its service orders so that the rail- 
roads themselves could work their way out as best they 
could. A lot of shippers, we fear, would not see eye to 
eye with them on that. 

















HICH LEAVES the simple and direct solution: 
“The only way to correct this whole situation is 
to get more cars.” 

And that, while simple to state, is not so simple 
to accomplish. Commissioner Miller said, at the hear- 
ing, that the Civilian Production Administration esti- 
mated that freight car production would rise to about 
9000 cars a month by July of this year. President Flet- 
cher, of the A.A.R., said at a press conference follow- 
ing the association’s meeting, that the “steel industry” 
had promised steel sufficient to build an average of 7000 
cars a month for the remainder of 1947. 

The two estimates would probably figure out to 
approximately the same average. But compared to the 
78,000-odd cars now on order, they leave the not too 

heery prospect of about another year before all those 
are delivered. 

There is, of course, a demand that the railroads 
increase their car orders. There are also some re- 
riminatory allegations that the railroads should have 
seen what was going to happen and should have ordered 
more cars long ago. 


Such recriminations are futile. In the middle 
‘thirties, when too many railroad executives faced 
federal judges in reorganization proceedings, a frequent 
and embarrassing question from the court was why they 
ad improvidently bought all of the empty freight cars 


hen standing and deteriorating on sidetracks and in 
yards. 


Both types of fault-finding seem to argue the need 
or astrologers on railroad staffs. Indeed, to say now 
hat the railroads should have ordered more cars in the 
ate ’thirties overlooks the fact that, for a period of 
early five years, they were unable even to get a small 
Portion of those they had ordered, because of the fact 
hat government authorities did not see fit to allocate 
aterials with which to build them in the war years. 
























383 





The plain and startling fact is that there are those 
in authority now who take the position that, regardless 
of conditions, the railroads always should have on hand 
a maximum supply of serviceable cars. If we compare 
the present traffic figures to those, say, of 1933 or 1938 
we can readily see that that policy would result in such 
a high capital investment that no railroad could remain 
solvent. 

Other businesses, generally, can set a norm for 
production on some kind of an average. When demand 
exceeds supply, they can have some confidence that 
production will catch up within a reasonable time; when 
the supply is in excess of the demand, they can, within 
limits, produce in advance, secure in the knowledge that 
the inventories they are building will dissipate eventu- 
ally. 

A box car depreciating and decaying on a side- 
track, however, is part of an inventory only in the sense 
that it is a comparatively valueless asset. On the other 
hand, a non-existent box car in time of peak traffic 
seems to be reason for accusations of bad judgment 
against railroad management. 

On the sharp horns of this dilemma railroad man- 
agement seems doomed to be tossed until mythical 
future genius devises an expansible and contractable 
freight car supply. 


Fletcher to Remain as 
A.A.R. President for 1947 


Following the annual membership meeting of the Associa- 
tion of American Railroads, at the Congress Hotel, Chicago, 
January 31, it was announced that R. V. Fletcher, who had 
been elected president of the association by its board of direc- 

rs following the death of J. J. Pelley, some months ago, had 

en presuaded to retain the position for the year 1947. Mr. 
Fletcher retired as general counsel for the association some 
time ago, but remained as vice-president, law, until his election 
to the presidency. 


. A successor for Clark Hungerford, who resigned recently 
as vice-president, operations and maintenance department, was. 
discussed. The board of directors would shortly make a selec- 
tion, it was announced. , 

Much of the time of the meeting was spent in discussions 
of car supply and distribution. President Fletcher reported 
that the steel industry had indicated that sufficient steel for 
the construction of 7000 cars monthly and for current car re- 
pairs would be forthcoming for the remainder of 1947. Director 
Johnson, of the Office of Defense Transportation, was present 
and spoke on the subject. He urged the railroads promptly to 
order more than the 78,000 cars now on order. 

It was reported at the meeting that the association was 
conducting a study of per diem charges to ascertain whether 
the present $1.15 a day was sufficient and to investigate the pos- 
sibility of instituting a graduated scale of per diem paments 
based on the age of the cars involved. The proposal of Director 
Johnson, for the institution of a $2 charge, which would be in- 
tended to add some penalty features to the present_rental basis 
of per diem, was also discussed. 

A budget of $1,574,000 for A. A. R. advertising and public 
relations for 1947 was adopted. There was some discussion as 
to whether or not the association ought to continue its maga- 
zine advertising schedule. It was pointed out that the budget 
called for identical use of such advertising in 1947 as that used 
in 1946, the increase representing merely the current increases 
in magazine advertising rates. 

J. H. Parmalee, who for many years has headed the asso- 
ciation’s Bureau of Railway Economics, was elevated to a vice- 
presidency in the association. His duties will not be changed. 

Edward H. Foley, Jr., Assistant Secretary tof the Treasury, 
made a plea to the meeting for the retention of payroll savings 
plans on railroads now having them, and their adoption on 
others, for the purchase by workers of government savings 
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bonds. He said such sales were not now needed to finance a 
government deficit because the government was not now “in 
need of such financing.” Purchase of savings bonds was desir- 
able, he said, “to maintain the wide basis of ownership of the 
public debt established during the war period.” Railroads could 
play a “key role in this payroll savings plan,” he said, “for the 
same reason that they plan a similar role in other community 
and social activities’—that was, because they represented such 
a large and widespread industry and were “so deeply affected 
with the public interest,” that their example would be widely 
followed. 


Sen. Tobey “Stands Pat” on 
Statement About Fletcher 


“You have done me a cruel injustice, without the slightest 
basis for doing so,” said R. V. Fletcher, president of the Asso- 
ciation of American Railroads, in a letter he addressed to 
Senator Tobey, of New Hampshire, taking issue with statements 
made by the senator in a hearing held by the Senate interstate 
and foreign commerce committee to the effect that Mr. Fletcher, 
some years ago, had told a subcommittee of the Senate inter- 
state commerce committee of which Senator Tobey was a mem- 
ber that if certain legislation then under consideration were 
amended somewhat “we will let it go through” (see Traffic 
World, Jan 25, p. 266). 

“I am taking the liberty of sending a copy of this letter 
to all the members of the Senate committee and I shall give a 
copy to the press, if requested to do so by any reputable press 
representative,” Mr. Fletcher’s letter concluded. 

Asked if he wished to comment on Mr. Fletcher’s letter, 
Senator Tobey said, January 29, that he “wouldn’t change a 
word of it.’”” He was asked whether he meant that he would 
not change a word of the statement that Mr. Fletcher chal- 
lenged, and he answered that that was what he meant. 

Mr. Fletcher, in his letter, quoted the statement Senator 
Tobey made concerning him in the hearing on the so-called 
Bulwinkle bill, S. 110, and added that he desired to say, “posi- 
tively and emphatically,” that the incident to which Senator 
Tobey referred never took place. He repeated the substance of 
oral comment he had made earlier, saying in his letter that “if 
President Truman or Senator Austin or the Mr. Clark to whom 
you refer will confirm your statement as to what occurred, I 
will apologize abjectly and sever my connection immediately 
with the railroad industry.” 


Faster Rail Passenger Service 
Between Mid-West and West Coast 


The Great Northern Railway on February 23 will inaug- 
urate a daily 45-hour service of its $7,000,000 fleet of Empire 
Builders between Chicago and Seattle, President F. J. Gavin 
has announced. The five trains of the bright orange and green 
fleet will clip 13% hours from the present schedules of passenger 
trains over the northern lines between these points. The sleep- 
ing cars are the first to utilize the duplex-roomette, with the 
exception of an experimental car built by Pullman-Standard 
which was tested in war-time service, he said. An ingenious 
staggering of the duplex-roomette affords travelers private- 
room accommodations at only slightly more than the cost of a 
lower berth. Other innovations include the following: Ice water 
on tap in all sections; a coffee shop car with a lunch counter 
seating 10 people and a lounge section seating another 10; re- 
clining seat-with leg rest which folds down from the back of 
the seat ahead; fully rotating seats; a modern public address 
system with outlets in all but the Pullman cars. A new member 
of each Empire Builder crew—a uniformed passenger repre- 
sentative—will utilize the public address system to announce 
important train information and call attention to points of scenic 
and historic jnterest along the route. , 

Mr. Gavin further announced that the name “Oriental Lim- 
ited” again will be emblazoned on a fleet of transcontinental 
trains. Beginning February 23, the well-known name will desig- 
nate six trains which since 1929 have run between Chicago and 
Seattle as the Empire Builders. The Oriental Limited will have 
largely the same equipment as the present Empire Builder, with 
some schedule changes. 


Union Pacific Streamliners 


Daily streamliner service between Portland and Chicago 
will be inaugurated by the Union Pacific Railroad on February 
15, according to G. F. Ashby, president. The streamliner will 
leave Portland every day at 5:30 p.m., and reach Chicago the 
second day at 1:10 p.m. Westbound, the streamliner will leave 
Chicago at 4 p.m. and arrive in Portland at 8 o’clock the second 
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morning. The streamliners will give to Portland the finest and 
prety regular daily train service, without extra fare, said Mr, 
Ashby. 


Northern Pacific Diesel Power 


Diesel-electric locomotives are replacing steam power on 
Northern Pacific Railway’s transcontinental North Coast Lim- 
ited between St. Paul and Seattle, President C. E. Denney has 
announced. All North Coast Limiteds are now powered by a 
fleet of six 4,500-horsepower diesels. Mr. Denney also an- 
nounced delivery of the first of five 6,000-horsepower freight 
diesels to be put in service between Mandan, N. D., and Glen- 
dive, Mont. Two 5,400-horsepower diesels now in service be- 
tween those terminals will be transferred to the Tacoma 
division. 


R. R. Young to Announce New 
Rail Association Feb. 24 


Thomas J. Deegan, of New York City, director of public 
relations for the Chesapeake & Ohio, said in the course of a 
visit in Washington, D. C., on February 4, that completion of 
organization of a new association promoted by Robert R. Young, 
chairman of the board of the C. & O., to be known as the Fed- 
eration for Railway Progress, would be announced by Mr. 
Young in a press conference in Washington on February 24. 

Mr. Deegan said that the federation members would in- 
clude representatives of railroad management, rail labor, ship- 
pers, and railroad security holders, as well as other interests 
and the public generally. He attached special significance to the 
“security-holder” category of membership, stating that there 
pone about 5,000,000 owners of railroad securities in the United 

tates. 

At the February 24 press conference, Mr. Deegan said, 
Mr. Young would announce an advisory committee comprising 
“ten of the top men of the United States.” Headquarters of 
the federation would be in Cleveland, O., he stated. In the rail- 
road management category of members, he said, would be the 
C. & O. and railroads affiliated with it—the Nickel Plate, the 
Pere Marquette, and the Wheeling & Lake Erie. 


Post Office Asks Lower Air Mail 
Rate for Periodicals Sent Abroad 


Postmaster General Robert E. Hannegan has announced 
the filing of a petition with the Civil Aeronautics Board ask- 
ing a reduced and special rate for air mail shipment of news- 
papers and news magazines to foreign countries. 

He said there was a great overseas demand for news from 
the United States, and that he had called the board’s atten- 
tion to international postal agreements designed to step up 
and encourage the free exchange of news with other nations 
of the world in a simpler, speedier manner. 

Mr. Hannegan said the Post Office Department was charged 
a substantially higher rate than was charged to private indi- 
viduals for the shipment of news publications. As a result, he 
said, the public must pay an increased rate if it used the mails 
rather than shipping by air express, thus depriving the public 
of the benefits derived from international conventions. 

The C. A. B., he said, had been asked to fix for the Post 
Office Department a rate for air transportation comparable 
with that charged to individuals by air lines. Such a rate, he 
continued, would open the way for increased American news 
received by foreign nations. Because of the higher rates the 
Post Office must pay for the shipment of newspapers and news 
magazines, he said, they were, in effect, subject to a surcharge 
if included in foreign-bound air mail. This surcharge on news 
did not correspond with his ideas of freedom of the press, he 
said, and that the international mail system, established by 
agreements, should be made available to news without the 
“special penalty.” 

The program would in no way involve a loss to the Post 
Office Department, he said, adding that the foreign postal rate 
to be fixed, following action by the C. A. B. in reducing the 
involved rates, would be self-sustaining. 


SENATE ACTION ON NOMINATIONS 


Postponement from January 30 to an indefinite future date, 
possibly February 4, of an executive session of the Senate inter- 
state and foreign commerce committee in which the nomination 
of Carroll Miller for reappointment as a member of the Com: 
mission was to be considered, was announced at the committee 
January 29 (see Traffic World, Jan. 25, p. 269). The committee 
deferred action on the Miller nomination at its January 23 meet: 
ing, on request of Senator Tobey, of New Hampshire. 
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Schedules Ordered Canceled in 
Kan.-Mo. Storage Battery Case 


Ordering the suspended schedules canceled on or before 
April 1, and discontinuing the proceeding, the Commission, di- 
vision 3, has issued a report and order in I. and S. M-2625, 
Electric Storage Batteries—Kansas—Missouri. It has found 
not shown just and reasonable, a proposed increased motor com- 
mon carrier less-than-truckload rating on electric storage bat- 
teries between points in Kansas, between points in Missouri, and 
between points in Kansas and western Missouri. ; 

Present less-than-truckload ratings on assembled electric 
storage batteries, not otherwise indexed by name, in boxes or 
crates, between the points considered, said the division, were 
column 85 in the governing classification, and column 55 in the 
exceptions to the classification. By the proposed schedules, it 
said, the respondents would increase the exceptions rating to 
column 70, the basis generally maintained between other points 
in Western Trunk Line Territory. 

Between points in Missouri, on the one hand, and Oklahoma 
and Texas, on the other, said the division, the respondents main- 
tained a less-than-truckload column 55 exceptions rating on bat- 
teries and no change was proposed in that rating. It said Kan- 
sas distributors of the batteries received shipments from Kansas 
City, Mo., principal source of batteries in the affected territory. 
It also said the protestants were concerned principally with the 
fact that Oklahoma battery distributors would, if the proposed 
schedules became effective, have a lower basis of rates on ship- 
ments from Kansas City than Kansas distributors. 

A table in the report showed present and proposed less- 
than-truckload rates in amounts a 100 pounds from Kansas 
City, Mo., to various Kansas and Oklahoma destinations. For 
example, to Coffeyville, Kan., 164 highway miles, the present 
rate given as 58 cents and the proposed rate 74 cents, with the 
present rate to South Coffeyville, Okla., 167 miles given as 58 
cents, and to Mohawk, Okla., 239 miles, 76 cents. To Arkansas 
City, Kan., 224 miles, the present rate was given as 70 cents and 
the proposed rate 89, and to Chilocco, Okla., 229 miles, the 
present rate was 70 cents and to Norman, Okla., 358 miles, the 
present rate was 88 cents. 

“As can be seen from the foregoing table,” said the report, 
“the proposed rating would result in lower rates from Kansas 
City to points in Oklahoma than to points in Kansas despite 
the shorter hauls to the latter points. Similarly, the rates to 
points in Texas would be lower than to Kansas points. There is 

no evidence that the circumstances surrounding transportation 
to Kansas and Oklahoma are sufficiently different to warrant 
different treatment. Indeed, under the proposal, higher rates 
would be established to intermediate points in Kansas than to 
more distant points in Oklahoma over the same routes. Such 
rates are prima facie unreasonable. Under section 216(g) of 
the interstate commerce act, respondents have the burden of 
showing that the proposed changed rating is just and reasonable. 
In the light of the maladjustments and disparities in the rates 
which would result from the establishment of the proposed rat- 
ing, we conclude that it has not been justified.” 

The division said the record failed to show that Kansas and 
Oklahmoa shippers or receivers competed with each other in 
the sale of batteries. Ordinarily, it said, a competitive relation 
must be shown to support a finding of undue prejudice. It said 
a Kansas distributor of batteries, who was the only receiver or 
shipper who testified, did not contend that he would suffer any 
disadvantage. 


“On this record,” said the division, ‘‘we conclude that the 
ee rating is not unduly preferential or unduly prej- 
icial. 















Stockton (Calif.) Port District 
rorwarder Services Approved 


Overruling the applicant’s contention that its services are 
mot those of a freight forwarder, the Commission, division 4, 
Xy a report on reconsideration in FF 28, Stockton Port Dis- 
ict Freight Forwarder Application, has ruled that the Stock- 
on Port District, doing business as Port of Stockton, Stockton, 
alif., is a freight forwarder and that it should be granted a 
permit authorizing it to forward canned goods and dried fruits 












in interstate commerce from Stockton to points in and east of 
Texas, Arkansas, Missouri, Illinois, and Wisconsin, but that 
such permit should not be issued until the applicant has com- 
piled with the Commission’s cargo insurance requirements. 

The division said Stockton Port District, a political sub- 
division of the of the state of California, contended that the 
services performed by it were not those of a freight forwarder 
as defined in section 402 (a) (5) of the interstate commerce 
act, and that as a basis for this claim asserted that it did not 
transport or provide transportation of the commodities it han- 
dled, nor did it assume responsibility or liability for the trans- 
portation of such commodities. 

“Applicant contends rather that its services are those of 
a shippers’ agent and are exempted by the provisions of sec- 
tion 402(c)(2) of the act,” said the division. “It asks that the 
application be dismissed for want of jurisdiction. It requests 
that if this contention is not sustained, a permit be issued 
authorizing continuance of its services through use of the 
facilities of common carriers by railroad, water, and motor 
vehicle.” 

Observing that the applicant owned extensive port and 
terminal facilities at Stockton, which had been and were now 
used principally in the conduct of its business as a wharfinger 
and shipside warehouseman, the division said that as a sec- 
ondary operation the applicant, in 1934 and 1938, respectively, 
began its services of consolidating shipments of canned goods 
and dried fruits. It said that in 1939 the port district also 
instituted a buyers’ car service for shippers of canned goods and 
dried fruits in carload lots. All of the port’s facilities were 
requisitioned by the federal government and used for militarv 
purposes from March 1, 1942, until they were returned to it 
between October, 1945, and June, 1946, said the division, adding 
that in this period of government requisition, the port district 
was unable to provide any of its services. However, it con- 
tinued, the operation for which it sought authority was re- 
sumed to some extent in January, 1946. 


Status of the Port District 


“Section 402 (c)(2) of the act,” said the division, “ex- 
emnts the operations of a warehouseman or other shippers’ 
agent. in consolidating or distributing pool cars, whose services 
and responsibilities to shippers in connection therewith are 
confined to the terminal area in which such operations are 
nerformed. Applicant, however, does not act as the agent of a 
shipner or shippers. It is a corporation that serves as prin- 
cinal and not as agent. It holds itself out to serve the general 
public, fixes the charges to be paid for its services, and solicits 
and competes for traffic. Furthermore, applicant’s services are 
not confined to consolidating or distributing traffic, since it 
does both. In addition. it ships the tonnage in carloads in its 
own name. Nor is avplicant’s responsibility to shippers in con- 
nection with its activities confined to a terminal area, as it 
apvears that applicant receives from shinners tonnage to be 
assembled, transported, and distributed, bills the shipment in 
its own name, and expressly states in the enclosure receipt 
sent to each shipper and its customer buyer that the nego- 
tiable original copy of that document must be presented to 
applicant’s agent at break-bulk point before the shipment will 
be released. This indicates that the resvonsibility assumed by 
applicant begins when it accepts a shipment and continues 
until the shipment is released by its agent at the designated 
point of destination:” 

Citing Howard Term. Freight Forwarder Application, 260 
I. C. C. 773. the division said it found in that proceeding. on 
further hearing, that services of consolidation and forwarding 
of canned goods from points in California under circumstances 
substantially similar to those described in the instant report 
were those of a freight forwarder subject to part IV of the act. 

_ “The same conclusion is warranted here,” said the divi- 
sion. 

The division also concluded that the port district’s buyers’ 
car service to shippers, confined to its terminal at Stockton, 
was not that of a freight forwarder but was of a character 
contemplated in section 402(c)(2) of the act. 

The division said that by an application filed November 9, 
1942, the port district sought a permit authorizing continuance 
of operation in the forwarding of the aforementioned com- 
modities from Stockton to all U. S. points, and that the divi- 
sion, on June 22, 1943, denied the application on the ground 
the applicant had discontinued all operations covered thereby, 
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and that it was not ready, able, and willing to perform for- 
warder service. It said that subsequent to entry of the denial 
order, the Commission, in Pan-Atlantic Carloading Dispatch 
Service, Inc., 260 I. C. C. 92, found that the forwarder opera- 
tions of the applicants in that proceeding were interrupted be- 
cause of the suspension of the coastwise steamship service, and 
a permit was issued to them on findings, among others, that 
they intended to resume operations on resumption of coastwise 
service by water, that they were ready, able, and willing prop- 
erly to perform forwarder service, and that such service was 
and would be consistent with the public interest and national 
transportation policy. : 

“Upon further consideration of the record in the instant 
proceeding and consideration of applicant’s petition,” said the 
division, ‘the denial order of June 22, 1943, was vacated and 
set aside and the proceeding reopened for reconsideration.” 


OLSON TEMPORARY WATER AUTHORITY 


By an order in W-277, Sub. 3TA, Oliver J. Olson & Co. 
Temporary Authority, the Commission, division 4, has author- 
ized the applicant, in the capacity of managing owner, to oper- 
ate as a contract carrier by self-propelled vessel, in the perform- 
ance of one trip before February 24 in transporting about 
500,000 feet of lumber from Raymond, Wash., to San Francisco, 
Calif. No other carrier service was capable of meeting the 
need, the division said. 


Commission Reports 


(An asterisk before the docket number means that the report will not 
be printed in full in the permanent series of Commission reports. Mimeo- 
graphed copies of such reports in full may be obtained by prompt appli- 
cation to the Commission.) 


Wine 


MC C-513, G. M. Smith, dba Saratoga Liquor Co. vs. Mo- 
land Bros. Trucking Co. et al. The Commission, by Commis- 
sioner Alldredge. Proceeding closed. Found inapplicable, rates 
of 51 cents a 100 pounds, minimum 23,000 pounds, Brooklyn, 
N. Y., to Buffalo, N. Y., and $1.03 on the actual weight of ship- 
ment from Buffalo to Superior, Wis., or a through rate of $1.54, 
charged by defendant motor common carriers, Kramer Bros. 
Freight Lines, Inc., and Moland Bros. Trucking Co., on_a recon- 
signed truckload shipment of wine from Brooklyn to Superior. 
The report said the applicable rate was $1.39, minimum 16,000 
pounds, plus a reconsignment charge of $1.75, and that the 
defendants should refund the overcharges. It said the Commis- 
sion did not have power to award reparation under part IT of the 
interstate commerce act and that the matter of interest was 
beyond the proceeding’s scope. The complainant, it said, had 
asked the Commission to indicate the rate of interest that 
should be paid by the defendants on the outstanding over 
charges. 


Grain Alcohol 


MC C-502, Park & Tilford Distillers, Inc. vs. United Freight 
Terminal, Inc. By Chairman Aitchison. Rates of 76, 77 and 78.5 
cents a 100 pounds charged by defendant motor common carrier 
on truckload shipménts of grain alcohol, weighing from 24,470 
to 25,956 pounds, from Taunton and East Taunton, Mass., to 
New York, N. Y., Zone 1, made in the period from January 8 
to June 16, 1945, found inapplicable. Applicable rates in truck- 
loads, minimum 20,000 pounds, on grain alcohol, in barrels 
and drums, determined to be column E rates, which were 41 
cents from January 8 to April 22, 1945, inclusive, and 42 cents 
(41 cents plus an emergency charge of one cent) from April 23 
to June 16, 1945. The report said the defendant should refund 
the overcharges, and the proceeding was ordered closed. The 
report said that due to the value of the commodity, the classi- 
fication basis was third class but that the complainant con- 
tended that a fifth class column E rating, minimum 20,000 
pounds, was applicable. Setting forth the description in the 
exceptions, the report said the use of the same description in 
the exceptions as the general description in the classification 
embracing a specific commodity, with nothing in the classifica- 
tion or exceptions showing a contrary intent, use of the same 
description in the exceptions would be considered as also in- 
cluding that commodity. 


WIS. CENTRAL DEPOSIT AGREEMENT EXTENDED 


By an amendatory order in Finance No. 13125, Wisconsin 
Central Railway Co. Receivership, the Commission, division 4, 
has extended from December 19, 1946, to December 19, 1948, 
the date of termination of the deposit agreement of a pro- 
tective committee for holders of Wisconsin Central Railway 
Co. Superior and Duluth division and terminal first-mortgage 
4-per-cent gold bonds due May 1, 1936, unless sooner terminated 
by the committee, consisting of Howard H. Hubbard, William 
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S. Spatcher, and George P. Hoke. It said the provisions of the 
order should be without prejudice to extension of the deposit 
agreement for such further periods as might be consistent with 
the provisions of the agreement. 


Commission Motor Reports 


(An asterisk before the docket number means that the report will not 
be printed in full in the permanent series of motor carrier reports of the 
Commission. Mimeographed copies of such reports in full may be obtained 
by prompt application to the Commission.) 


MC 2589, C. A. B. Y. Transportation Co., Cleveland, 0. 
Certificate granted. On further consideration, findings in prior 
report, 41 M. C. C. 804, modified to include operation as a com- 
mon carrier of general commodities, with exceptions, between 
Cleveland and Youngstown, O., over U. S. highway 422, serving 
all intermediate points. 

*MC 48017, Sub. 6, Richard M. Boland, Inc., Lowell, Mass. 
Certificate granted. Felt, wool, mohair, camel hair, rayon, cot- 
ton, and shoddy, between Boston, Mass., and points in Mass., 
within 35 miles of Boston, on the one hand, and, on the other, 
Newburgh and New Windsor, N. Y., over irregular routes. 

MC 106398, L. I. Payne, dba Oklahoma Trailer Convoy, 
Tulsa, Okla. Certificate granted. Trailers designed to be drawn 
by passenger automobiles, in initial movements, in truckaway 
service, from places of manufacture or assembly at points within 
one mile of Tulsa, but not including Tulsa, to all U. S. points, 
and damaged and rejected shipments in the reverse direction, 
over irregular routes. 


Modified Procedure Granted Rails 
in War Dept. Rate Proceeding 
By an order in No. 29622, United States of America vs. 


Aberdeen & Rockfish Railroad Co. et al., in the matter of a 
petition of transcontinental and western railroads under rule 45 


for an order directing modified procedure in this case, the f 


Commission, by Commissioner Mahaffie, has directed that it be 
handled under the modified procedure and that certain named 
parties comply with the provisions of rules 45 to 54, inclusive, 
of the Commission’s general rule of practice. It ordered the 
complainant to serve its statement on the named parties on or 
before April 1 (see Traffic World, January 25, p. 248). 

The named parties were: John F. Sonnett, assistant attor- 
ney general, Department of Justice; Colonel E. C. R. Lasher, 
chief, commercial traffic service, Office of Chief of Transpor 
tation, United States Army; Wendell Berge, assistant attorney 
general; Conrad Olson, assistant general counsel, Northern 
Pacific Railroad Co., St. Paul, Minn.; Elmer B. Collins, assistant 
western general counsel, Union Pacific Railroad Co., Omaha, 
Neb.; and G. H. Duman, chairman, western classification com- 
mittee, Chicago. 

The petitioners had said the complaint assailed the reason- 
ableness of the defendants’ ratings, rates and charges, with 
prayer for reparation, on both carload and _ less-than-carload 
shipments of 21 different items shipped by the War Department 

for the past several years.” They added, however, that the 

complaint did not specify the origins and/or destinations of 
any of the shipments. They said that unless the Commission 
directed modified procedure, with submission and exchange of 
exhibits and prepared statements prior to the hearing, the 
defendants could have no means of knowing what rates, charges, 
origins, and destinations or shipments were involved. 


GEORGE CONSTRUCTION TEMPORARY AUTHORITY 


By an order in W-940TA, R. W. George Construction Co. } 
Temporary Authority, the Commission, division 4, has extended | 
to March 31 the expiration date of authority granted the appli- | 


cant as a contract carrier to furnish a towing vessel to the 
United States Gypsum Co., to be used by the latter in the trans- 
portation of its own pulpwood from points in Arkansas and 
Louisiana to Greenville, Miss., and towage of its barges (light) 
when incidental to such transportation. The expiration date of 


the order, originally July 30, 1946, was previously extended ‘to 
January 31. 


COMMISSION. ORDERS 


No. 29315, Merchants & Manufacturers Traffic Bureau vs. A. T. & 
S. F., et al. Order of November 25, 1946, modified to become effective 
March 3, on not less than 20 days’ notice, instead of 30 days’ notice. 

No. 29458, Inland Navigation Co. vs. Amador Central, et al. Mo 


tions by Great Northern Ry., Union Pacific R. R., Northern Pacific Ry., | 
and Chicago, Milwaukee, St. Paul and Pacific R. R., defendants, to make 


complaint more definite and certain, sustained, and complainant may 
file an amended complaint, on or before February 24, which will make 


its complaint more definite and certain with respect to matters set forth 


in said motions. 
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1. & S. M-2394, Oil field equipment and supplies. Petition of Ship- 

pers Oil Field Traffic Association seeking reopening for reconsideration, 
enied. 

$ 1. & S. M-2681, Pool car shipments, handling and sorting charges. 
Respondents under special permission having filed tariffs effective 
January 4, cancelling suspended schedules, proceeding discontinued. 

MC- 556, Soap, soap products, Kansas City to Iowa and Nebraska. 
Proceeding discontinued. © 

MC-C 757, Morris E. Lovell, revocation of certificate. Proceedings 
discontinued. 

MC-C 508, Rebecca Cohen, revocation of certificate, MC-4533, Rebecca 
Cohen doing business as Rapid Freight Forwarders. Certificate of Sep- 
tember 3, 1942, revoked as of January 20. 

MC-C 536, Whitsell Transfer, revocation of certificate. Orders of 
May 6, 1946 and November 25, 1946 vacated and proceeding discontinued. 

MC-C, Fred L. Traver and Clarence H. Harkness, revocation of 
certificate. Order of August 21, 1946 vacated and proceeding discon- 
tinued, sal sae baal 
MC-C 668 Fhronis Harris Hunter, revocation of permit. Order of 
August 20, 1946 vacated and proceeding discontinued. 

MC-C 674, W. L. Powell, revocation of certificate. Order of August 
20, 1946, vacated and proceeding discontinued. 

MC-C 742, Frank Hogarth, Jr., revocation of certificate. 
October 11, 1946 vacated and proceeding discontinued. 

MC-C 759, Marcus D. Fox, revocation of certificate. 
23, 1946, vacated and proceeding discontinued. 

MC-C 784, V. C. Kaehlar, revocation of certificate. 
23, 1946 vacated and proceeding discontinued. 

MC-C 786, Cecilia Goetz, revocation of certificate. 
23, 1946 vacated and proceeding discontinued. 

MC 78763 Sub. 19, K. H. Mesharer and George P. Cooper, extension 
of operations. Reopened for further hearing. 

MC 107784, William C. Neumiller. Reopened for further hearing on 
March 4, at 9:30 a.m., at U. S. Court, Binghamton, N. Y., before 
Examiner Leo A. Riegel. 

MC 70451 Subs. 43, 44, 47, 50, 52, 53, 54, 55, 56, 59, 62, 64, 69, 
Watson Bros. Transportation Co., Inc. Reopened for further hearing on 
March 18, at 9:30 o’clock a.m., Hotel Fontenelle, Omaha, Nebr., before 
Examiner Brooks, and designated Joint Boards, solely with respect to 
applicant’s fitness properly to perform service and applicant’s willing- 
ness to conform to. provisions of interstate commerce act and require- 
ments, rules, and regulations of Commission thereunder. 

No number, Demurrage on coal at Port of Seattle, Wash. Joint 
petition filed by Union Pacific Railroad, Great Northern Railway and 
W. A. Jones & Sons, Inc., praying that a service order be issued chang- 
ing tariff demurrage charges on 78 cars of export coal held at Port of 
Seattle in account of W. A. Jones & Sons, Inc., on lines of two petition- 
ing railroads, denied. 

MC-C 567, John Wilard Clark, revocation of permit. 
August 19, 1946, vacated and proceeding discontinued. 

MC-C 629, Harry Reed, revocation of permit. Order of August 21, 
1946, vacated and proceeding discontinued. 

MC-C 727, Hugo Olson, revocation of certificate. Order of August 20, 
1946, vacated and proceeding discontinued. 

MC-C 747, Clarence J. Majer, revocation of certificate. 
August 23, 1946, vacated and proceeding discontinued. 

MC-C 779, Claudia Ernest Saner, revocation of certificate. Order of 
August 23, 1946, vacated and proceeding discontinued. 

MC-C 781, E. C. Halderman, revocation of certificate. 
August 23, 1946, vacated and proceeding discontinued. 

MC-C 787, H. F. Wagner, revocation of permit. Order of August 23, 
1946, vacated and proceeding discontinued. 

MC-C 821, Horace W. Allred, revocation of permit. Order of August 
23, 1946, vacated and proceeding discontinued. 

MC-C 831, O & W Transit Company, revocation of certificate. Order 
of August 27, 1946, vacated and proceeding discontinued. 

No. 29370, American Steel Abrasives Co. et al. vs. Ann Arbor et al. 
Time for filing petitions for reconsideration extended to February 10, 
and time for filing replies to said petitions fixed as February 20. 

No. 29378, American Steel Abrasives Co. et al. vs. Ann Arbor et al. 
Defendants’ request for postponement of effective date of order, denied. 

Finance 15343, Chicago, Rock Island & Pacific Ry. et al., trustees 
construction. -Time prescribed in certificate of October 2, 1946, within 
which trustees shall complete construction therein authorized, extended 
to August 1." 

MC-C 515, Coast Van & Storage, Inc., revocation of certificate. Pro- 
ceeding discontinued, 

MC-C 558, Ernest C. Sennott, revocation of certificate. 
August 19, 1946, vacated, and proceeding discontinued. 

MC-C 560, Anna Marsella, revocation of certificate. Order of August 
10, 1946, vacated, and proceeding discontinued. 

MC-C 569, Lorenzo Merchant, revocation of permit. Order of August 
19, 1946, vacated, and proceeding discontinued. 

MC-C 574, Florida B. Sylvester, revocation of certificate. 
August 19, 1946, vacated, and proceeding discontinued. 

MC-C 580, William Gillespie, revocation of certificate. 
August 19, 1946, vacated, and proceeding discontinued. 

MC-C 614, Oscar F. DeDreux, revocation of permit. Order of August 
21, 1946, vacated, and proceeding discontinued. 

MC-C 615, William W. Austin, revocation of certificate. 
August 21, 1946, vacated, and proceeding discontinued. 

MC-C 675, W. V. Hubble, revocation of certificate. Order of August 
20, 1946, vacated, and proceeding discontinued. 

MC-C 677, E. A. Edwards, revocation of certificate. Order of August 
20, 1946, vacated, and proceeding discontinued. 

MC-C 703, Paul Redner, revocation of certificate. Order of August 20, 
1946, vacated, and proceeding discontinued. 

MC-C 782, Virtus Vogel, revocation of certificate. Order of August 23, 
1946, vacated, and proceeding discontinued. 


MC-C 783, Virtus Vogel, revocation of certificate. Order of August 23, 
1946, vacated, and proceeding discontinued. 
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MC-F 2929, Direct Transit Lines, Inc., purchase, Great Lakes Truck- 
ing Co., Inc. Time within which authority granted by order of August 1, 
1946, may be exercised, extended to expire February 27. 


MOTOR FINANCE CASES 


MC F-3317, David H. Ratner—Control; Midwest Transfer Co. of 
Illinois—Purchase (Portion)—R. E. Dieckbrader. Purchase by Midwest 
Transfer Co. of Illinois, Riverdale, Ill., of certain: contract carrier 
operating rights of R. E. Dieckbrader, Cincinnati, O., and acquisition 
ot control of the operating rights of David H. Ratner, Riverdale, through 
the purchase, approved and authorized, subject to condition. 

MC F-3284, Bekins Van Lines Co.—Purchase (Portion)—Earle O. 
Hopkins. Purchase by Bekins Van Lines Co., Salt Lake City, Utah, of 
a portion of the operating rights of Earle O. Hopkins, Haverhill, Mass., 
approved and authorized, subject to condition. ‘he report said consum- 
mation of the proposed transaction would enable Bekins Van Lines to 
render a radial service from and to points in Maine, New Hampshire, 
and Vermont, not presently authorized by its certificates. 

MC F-2975, Lester J. Lishon—Control; Nu-Car Carriers, Inc.—Con- 
trol—Motor Freight Corporation (Supplemental). Merger into Nu-Car 
Carriers, Inc., Chester, Pa., of the operating rights and property of 
Motor Freight Corporation, Norfolk, Va., and acquisition of control of 
the operating rights and property by Lester J. Lishon, Somerville, Mass., 
through the proposed merger, approved and authorized, subject to con- 
ditions. The report said the prior report, 40 M. C, C. 491, authorized 
Nu-Car to acquire control of Motor Freight and Mr. Lishon to acquire 
centrol of Motor Freight through the acquisition of Nu-Car and stated 
that in view of the overlapping territory the parties should take steps, 
subject to Commission approval, to unify the operations if they were 
brought under common control, In accordance with this suggestion, 
said the report, the merger authority was requested, 

MC F-3307, Manuel J. Davis—Control; Washington, Virginia and 
Maryland Coach Co., Inc.—Control—Arlington and Fairfax Motor Trans- 
portation Co., and MC F-3308, Manual J. Davis—Control; Washington, 
Virginia and Maryland Coach Co., Inc.—Merger—aArlington and Fairfax 
Motor Transportation Co., and Finance Docket No. 15466, Washington, 
Virginia and Maryland Coach Co., Inc.—Notes. 1. Acquisition by Wash- 
ington, Virginia and Maryland Coach Co., Inc., of Arlington, Va., of 
control of Arlington and Fairfax Motor Transportation Co., also of 
Arlington, through purchase of capital stock, and merger of the operat- 
ing rights and property of the latter into the former for ownership, 
management, and operation, and acquisition of control of such properties 
by Manuel J. Davis through said transactions, approved and authorized, 
subject to conditions. 2. Authority granted Washington, Virginia and 
Maryland Coach Co., Inc., (a) to issue not exceeding $320,000 principal 
amount of secured promissory notes to finance the acquisition of con- 
trol, and :(b) to assume obligation: in respect of not exceeding $123,094 
unpaid principal amount of secured promissory notes of Arlington and 
Fairfax Motor Transportation Ce., subject to condition. 

MC F-3337, R. R. Smith—Purchase (Portion)—J. W. Birkett; and 
No. MC F-3356, The American Transfer Co.—Purchase (Portion)—J. W. 
Birkett. Application for authority under section 210a(b) of R. R. Smith, 
doing business as Smith’s Transfer Co., of Staunton, Va. for temporary 
operation of a portion of the motor carrier rights of J. W. Birkett, of 
Washington, D. C., granted with conditions. Application for authority 
under section 210a(b) of The American Transfer Co., of Baltimore, Md., 
for temporary operation of a portion of the motor carrier rights of J. W. 
Birkett, granted with conditions. 

MC F-3300, M. P. McLean, Jr.—Control; McLean Trucking Co.—. 
Lease—Atlantic States Motor Lines, Inc. Lease by McLean Trucking Co., 
of Winston-Salem, N. C., of certain operating rights and purchase of 
certain property of Atlantic States Motor Lines, Inc., of High Point, 
N. C., and acquisition of control of said operating rights and property 
by M. P. McLean, Jr., through said lease and purchase, approved and 
authorized, subject to conditions. 

MC F-3385, L. R. Strickland—Control; Strickland Transportation 
Co., Inc.—Lease—Fraps Truck Line, Inc. Application for authority under 
section 210a(b) of Strickland Transportation Co., Inc., of Dallas, Tex., 
for temporary operation of motor-carrier rights of Fraps Truck Line, 
Inc., of Jonesboro, Ark., granted, with conditions. 

MC F-3168, Moss Patterson et al.—Control; Mid-Continent Coaches, 
Inc.—Control—Southwestern Motor Carriers Corp. Acquisition by Mid- 
Continent Coaches, Inc., of Enid, Okla., of control of Southwestern 
Motor Carriers Corp., of Oklahoma City, Okla., through purchase of 
capital stock, and by Moss Patterson, Nell C. Patterson, Kenneth T. 
Wilson, and Mary Nell Wilson, through said acquisition by Mid-Con- 
tinent Coaches, Inc., approved and authorized, subject to condition. 

MC F-2691, George D. Joyner et al.—Control; R. C. Motor Lines, 
Inc.—Lease—Mabel W. Helms. Findings in prior report, 40, M. C. C. 
819, decided May 21, 1945, supplemented by authorizing the purchase by 
R. C. Motor Lines, Inc., Jacksonville, Fla., of certain operating rights 
of Mabel W. Helms, dba Helms Transfer Co., Monroe, N. C., and 
acquisition of control of the operating rights by George D. Joyner and 
B. S. Reid, of Jacksonville, through the purchase. The report said the 
findings were condittoned to exclude from the general commodity rights 
purchased by R. C. Motor Lines, Inc., authority to transport cotton be- 
tween points in North Carolina, on the one. hand, and, on the other, 


_ points in a described South Carolina area, that otherwise would dupli- 


cate the retained right of Helms Transfer Co. to transport the same 
commodity between points in the described territory. 


. 


UNCONTESTED FINANCE CASES 

Report and order in F. D. No. 15572, Cincinnati, New Orleans & 
Texas Pacific Railway Co. Equipment Trust Certificates, granting author- 
ity to assume obligation and liability in respect of not exceeding 
$1,700,000 of Cincinnati, New Orleans & Texas Pacific Railway equipment- 
trust certificates, series K, to be issued by J. P. Morgan & Co., Inc., 
as trustee, and sold at 99.107 per cent of par and accrued dividends in 
connection with the procurement of certain equipment. Approved. 

Report and order in F. D. No. 15573, Alabama Great Southern 
Railroad Co. Equipment Trust Certificates, granting authority to 
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assume obligation and liability, as guarantor, in respect of not ex- 
ceeding $1,520,000 of Alabama Great Southern Railroad equipment- 
trust certificates, series J, to be issued by J. P. Morgan & Co., Inc., 
as trustee, and sold at 99.278 and accrued dividends in connection with 

Report and order in F. D. No. 15453, Oregon Short Line Railroad 
Co. et al. Purchase, authorizing the purchase by the Oregon Short 
Line Railroad Co., the Union Pacific Railroad Co., lessee, of a line of 
railroad of the Central Pacific Railway Co., the Southern Pacific Co., 
lessee, in Box Elder county, Utah. Conditions prescribed re protection 
of employes. Approved. 

Report and order in F, D. No. 15566, Missouri-Kansas-Texas Railroad 
Co. Securities, authorizing (1) issuance of a promissory note in the 
principal amount of $5,000,000 to be delivered to the Republic National 
Bank of Dallas, Tex., to evidence a loan of like amount; (2) procure- 
ment of authentication and delivery of not exceeding $10,000,000 of 
prior-lien mortgage 4 per cent gold bonds, series F; and (3) pledge 
and repledge all or any part of the bonds from time to time as collateral 

security for the note. Approved. 


FINANCE APPLICATIONS 

Finance No. 15566, supplement. Missouri-Kansas-Texas Railrcoad 
Co, Informs Commission of acceptance of Bid of Republic National 
Bank of Dallas, Tex., for promissory note of $5,000,000, with interest 
rate of 2% per cent. Application also requests authority conditionally 
to issue $10,000,000 prior lien mortgage 4 per cent bonds, series F, dated 
January 1, 1946, due January 1, 1962, and to pledge and repledge all 
or any’part of the bonds as collateral security for the note. 

Finance No. 15588, Missouri-Kansas-Texas Railroad Co. asks au- 
thority to assume obligation and liability in respect of $3,900,000 equip- 
ment trust certificates, series 1947. Proceeds of the certificate will 
provide not to exceed 80 per cent of the cost of 1 diesel passenger road 
locomotive, 7 diesel freight road locomotives, one mail-baggage car, 3 
passenger coaches, one coach-lounge buffet car, one dining car, 7 sleep- 
ers, and one observation-lounge-sleeper, estimated to cost $4,875,000. 
Competitive bids will be asked, according to the application. 

Finance No. 15590, Wheeling & Lake Erie Railway Co. asks au- 
thority to assume obligation and liability in respect of $1,680,000 equip- 
ment trust certificates, series M, to meet a part of the cost of 750 all- 
steel self-clearing hopper cars, estimated to cost $2,107,500. The applicant 
said competitive bids would be asked. 

MC F-3389, Shoe Express Co., Inc., of Brockton, Mass., joined by 
Thomas J. Lyons, also of Brockton, holder of all the common stock 
of Shoe Express, asks authority to purchase certain operating rights 
of Holland Transportation Co., Inc., of (Dorchester) Boston, Mass. 

Finance No. 15593, Washington, Virginia & Maryland Coach Co., of 
Arlington, Va., asks authority to issue $153,000 of notes to bear interest 
at 4 per cent a year, payable monthly, the proceeds to be used to take 
up an unpaid balance of $105,000 due the Peoples National Bank of 
Charlottesville, Va., and certain unpaid balances due on equipment. 
The applicant said the notes would be issued to Marine Trust Co. of 
Buffalo, N. Y. 

MC F-3390, Southern Kansas Greyhound Lines, Inc., of Kansas City, 
Mo., asks authority to purchase certain operating rights of C. E. Haw- 
thorne, dba Southern Kansas Lines, of Independence, Kan. 

MC F-3391, Central Greyhound Lines, of Cleveland, O., and The 
Greyhound Corporation, of Chicago, Ill., ask authority to purchase cer- 
tain operating rights and property of Central Greyhound Lines, Inc., 
of New York, of Syracuse, N. Y., wholly owned subsidiary of the 
purchaser. The purpose of the transaction was said to be to relieve 
the New York Public Service Commission of the necessity for consider- 
ing transactions in which the State of New York had only a ‘‘very 
indirect interest.’’ 

MC F-3392, Walter A Junge, Inc., dba Walter A. Junge, Inc., of 
Antioch, Calif., asks authority to purchase certain operating rights of 
George Stamm, dba F. Stamm & Son, also of Antioch, and temporarily 
to operate. 


Finance No. 15599, Washington, Virginia & Maryland Coach Co., 
Inc., of Arlington, Va., asks authority to issue notes in the aggregate 
amount of $300,000, at 4 per cent a year, payable monthly, principal 
payable $4,000 a month. The proceeds will be used to purchase new 
equipment, according to the application, with the exception of $7,000, 
to be used to pay off a short term note. The notes will be issued to 
the Marine Trust Co., Buffalo, N. Y. 


MC F-3393, Kenosha Auto Transport Corporation, of Kenosha, Wis., 
asks authority to lease certain operating rights of Service Driveaway 
Corporation, of Grand Prairie, Tex. ‘ ‘ 

MC F-3394, Trolley Transfer Service, Inc., now operating as Pitts- 
burgh Wheeling Express, Inc., of Pittsburgh, Pa., asks authority to 


merge the properties of Pittsburgh-Wheeling Warehouse Co., Inc., of 
Washington, Pa. : 


PETITIONS FOR REHEARING, ETC. 


No. 29315, Merchants & Manufacturers Traffic Bureau vs. A. T. & 
S. F., et al. Complainant asks for further hearing respecting damages. 

Ex. Parte 104 Part 2, Practices of carriers affecting operating reve- 
nue and expenses, terminal services, Anaconda Copper Mining Co. Re- 
spondents ask for postponement of entire order of October 14, 1946, 
until further order of Commission. 

MC-F 3086, Atchison, Topeka and Santa Fe Railway Co., control; 
Santa Fe Trail Transportation Co., purchase (portion), Jesse Riley, 
dba Riley Truck Line. Santa Fe Trail Transportation Co. and Atchison, 
Topeka and Santa Fe Ry. ask for modification of report and order of 
November 26, 1946. 

MC-F 3198, Jacob Mashkin, et al., control; Mashkin Freight Lines, 
Inc., purchase (portion), J. J. Holland, Inc. Applicants ask for recon- 
sideration of report of Commission of December 2, 1946. 

No. 29386, Percy Kent Bag Co., Inc., vs. C. B. & Q. et al. De- 
fendants ask for reopening for reconsideration. 


TRAFFIC WORLD 


No. 29676, Vulcan Corporation vs. C. & N. W. et al. Complainant 


asks for subpoena duces tecum for the production of certain weight 
agreements. 


No. 29215, J. A. Folger & Co. vs. A. B. & C. et al. Complainant asks 
Commission to issue an order or orders directing defendants to pay to 
it reparation on certain shipments, 


CAR SERVICE INVESTIGATION BROADENED 


The Commission has amended its order in No. 29669, Car 
Service—Freight Cars, an investigation instituted into car-hire 
arrangements at the suggestion of O. D. T. Director Johnson 
who had charged there was undue delay in handling and re- 
turning freight cars to owning carriers, so as to include in the 
investigation whether or not “common carriers by railroad have 
been and are providing themselves with safe and adequate plain, 
ventilated, and automobile box cars, refrigerator cars, stock 
cars, ordinary gondola, flat and hopper cars including covered 
hopper cars for performing as common carriers their car serv- 
ice... .” (See Traffic World, Jan. 11, p. 88.) 

The Commission also added to the orders it might enter as 
a result of the investigation those with a view to requiring “all 
carriers or particular carriers to provide themselves with safe 
and adequate cars as enumerated above for performing as com- 
mon carriers their car service if it be found necessary in order 
to enable such carriers to furnish safe and adequate car serv- 
ice.” 

The amended order assigned the proceeding for hearing in 
Washington, D. C., before Examiner Claude A. Rice, March 18. 
It had originally been assigned for hearing February 4. 


FALWELL DATE AGAIN POSTPONED 


The Commission, by Commissioner’ Lee, by an order in 
MC F-2600, C. W. Falwell, Jr.—Control; Falwell Fast Freight, 
Inc.—Purchase—W. B. Draper and Evans Line, Inc., announced 
February 4, has further postponed to February 3, the effective 
date of a Commission order denying the applicants C. W. Fal- 
well, Jr., and Falwell Fast Freight, Inc., Lynchburg, Va., the 
right to acquire by purchase certain operating rights held 
by W. B. Draper, doing business as Draper Motor Service, 
Roanoke, Va. 

The order said the instant postponement was made at 
the request of the applicants, who were plaintiffs in the case 
of Falwell et al. vs. U. S. and the Commission, in the Lynch- 
burg federal district court. That court had ordered dismissal 
of a complaint filed by the applicants seeking annulment of 
the Commission’s order (see Traffic World, January 4, p. 31). 

It said postponement was for the sole purpose of enabling 
the applicants to present a petition to the U. S. Supreme Court 
for stay pending appeal from the decree of the district court. 
The last previous postponement, to January 23, had been granted 
to afford the applicants time to close out and terminate the 
operations involved in the suit. 


C. OF G. REORGANIZATION 


Secretary Bartel, of the Commission, pursuant to an order 
of the Commission, division 4, in Finance No. 12950, Central of 
Georgia Railway Co. Reorganization, has released for service 
on parties to the proceeding for their information, a copy of the 
order and of the ballot forms and other submission material. 

Copies of the plan and other material will be mailed to 
creditors entitled to vote on or about February 11, the secre- 
tary said. 

The attached order shows that 15 classes will be entitled to 
vote on the plan of reorganization, and must file a ballot in 
duplicate with the Commission on or before March 28. 


MOTOR CARRIER ANNUAL REPORT FORM A 

The Commission, division 1, by an order, has modified its 
order of November 29, 1946, which prescribed that certain Class 
I motor common carriers-should keep their accounts and com- 
pile statistics for the 12 months ending December 31, 1947, so 
as to permit them to report certain information as a supplement 
to motor carrier annual report form A for 1947 in a matter 
similar to that prescribed in an order of March 1, 1946. It said 
the requirement should be modified by reason of a change in 
the Uniform System of Accounts as provided in an order of 
November 27, 1946, effective January 1, 1947. 

The division modified the order of November 29, 1946, so 
as to require each Class I motor common carrier engaged pre- 
dominantly in intercity service as a carrier of general com- 
modities which had gross operating revenue for 1945 of $400,000 
or more to keep its accounts and compile statistics that would 
permit it to report to the Commission for the 12 months ending 
December 31, 1947, the information contained in a supplement 


to motor-carrier annual report form A for 1947, a copy of which 
was attached to its order. 
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I, C. C. Examiners Say Pullman 
Acquisition Should Be Approved 


Recommend finding proposed pooling in the interest 
of better service to the public and economy in opera- 
tion, and that it will not restrain competition. Cite deci- 
sion of district court of eastern Pennsylvania district 
approving plan of railroads to purchase Pullman prop- 
erties as containing protection against restraint of com- 
petition. Find railroads ready to improve service 


Approval of a proposal of 46 Class I railroads to pool earn- 
ings involved in the operation of sleeping-car service by the 
Pullman Co. under the ownership of those railroads, was recom- 
mended by Examiners Howard Hosmer and O. G. Barber in a 
proposed report in No. 29592, Proposed Pooling of Railroad 
Earnings Involved in Operation of The Pullman Co. Under Rail- 
road Ownership. 

They-said the Commission should make the following find- 
ings: 

1. All of the applicants have assented to the pooling of railroad 


earnings involved in the operation of the sleeping car service as pro- 
posed in the application. 


2. The proposed pooling will be in the interest of better service to 
the public and of economy in operation. 

3. The proposed pooling will not restrain competition. 

4. The consideration for the proposed pooling . . . will be just and 
reasonable. 


Interveners’ motions to dismiss the application and to clarify the 
issues should be denied. 


The application was the outgrowth of a decision by the 
federal court for the eastern Pennsylvania district, in United 
States vs. Pullman Co.-50 F. Supp. 123, 53 id. 908, in which 
Pullman Incorporated was given the right to elect whether 
to dispose of its car manufacturing or sleeping car business. 
Having decided to sell the sleeping car business, the group of 
railroads accepted an offer to buy the stock of Pullman for cash 
and the district court approved the sale. That action was 
appealed to the Supreme Court of the United States, where 
the case is still pending. 

The buying group of railroads then filed an application with 
the Commission under section 5(1) of the interstate commerce 
act, providing for pooling of the earnings of Pullman. Under 
the plan, according. to the ‘report, they would pay $40,202,482 
for the Pullman stock, to be distributed among them in cer- 
tain’ percentages, and the report said it was the applicants’ 
intention to reduce Pullman into, or sell its properties to, a 
sleeping car service corporation in a so-called interim period 
to end not later than December 31, 1948. 

The application was opposed by the Department of Justice, 
Otis & Co., a Cleveland investment banking house, and by 
the Chesapeake & Ohio group of railroads who, nevertheless, 
joined the application because they wished to participate in the 
plan if approved by the Commission. 

The report observed that all the lightweight cars had 
been purchased by the railroads to which they are assigned 
for a total price of $34,697,009, and the examiners cited this 
fact in countering claims of the opposing interests that the 
railroads would not seek to improve sleeping car service. 


Plan Found to Be for Pooling 


After reviewing the plan in some detail, under the heading, 
“Dilatory- Contentions,” the examiners discussed the efforts of 
the interveners to persuade the Commission that it should dis- 
miss the application without passing on its merits, saying dis- 
cussion of this phase of the case centered on two questions of 

_ a legal nature: (1) Under applicants’ proposal would there 
actually be a pooling or division of traffic, service, or earnings 
within: the meaning of section 5(1)? (2) Must the applicants’ 
purchase of the capital stock of Pullman be approved by the 
Commission under section 5(2) of the act which relates to 
acquisition of control of one carrier by another or others? 

The examiners said they considered the proposal to be 
one for a pooling of earnings and, after discussion the method 


by which the sharing of expenses, affecting the distribution of 


profits earned by the joint enterprise, as well as the guarantee 








of its operating expenses, said those things brought the arrange- 
ment within the oft-cited definition of pooling in the Century 
Dictionary. 

They said that, in a general way, the relations between 
the railroads and Pullman, at least with respect to net revenue 
from sleeping car traffic, would be similar to those between 
the railroads and the Railway Express Agency, Inc., which, 
they said, the Commission had ized as a pooling agree- 
ment. They said a pooling of earnings or a portion of them 
was sufficient to raise a question under section 5(1) and, as to 
the wording of that section, said: 


When section 5(1) was rewritten by Congress in 1940, it was 
broadened to embrace ‘“‘pooling or division of traffic, or of service, or 
of gross or net earnings or of any portion thereof.’’ . . . This repeti- 
tion of the word or is significant and serves to negative the assertion 
of one of the interveners that ‘‘a pooling or division of both traffic and 
revenues is the only kind of arrangement that would fall within the 
prohibition of the statute.”’ 


The question then arose, said the examiners, whether the 
Commission would be warranted in declining to pass on the 
proposal under section 5(1), aS interveners contended. They - 
said interveners appeared to be unwilling to commit them- 
selves on the question whether action by the Commission un- 
der section 5(2) approving acquisition of the Pullman stock 
was necessary, adding that applicants said it was not. The 
examiners said there was ample authority for that view and 
that determination of the question involved interpretation of 
section 5(13), defining the term “carrier.” It said a sleeping 
car company was not a “common carrier by railroad” within 
the meaning of those words in section 20a(D) and that it could 
therefore scarcely be considered a carrier by railroad in inter- 
preting section 5(13). . 

E to the concern of the interveners that the Commission 
might make a finding directly or indirectly purporting to ap- 
prove acquisition of the Pullman stock, the examiners quoted 
the view of the Department of Justice as to the impossibility 
of segregating from the proposal any pooling arrangements 
falling within section 5(1), and said they did not believe the 
Commission could properly circumscribe its duty under section 
5(1) by accepting that view. That duty, they said, was to 
express its opinion after hearing concerning “pooling of divi- 
sion of traffic, etc.” If it made the findings specified in the 
statute, the effect was to enable the applicant carriers lawfully 
to enter into a contract, agreement, or combination for such 
pooling or division, said the é€xaminers. 

“The emphasis placed on the stock acquisition by the in- 
terveners and the tenor of their arguments indicates that they 
perhaps look forward to further litigation on this point even 
though the district court’s decision approving the sale of the 
pronase stock to the railroads is affirmed,” the examiners 
observed. 


The examiners rejected the claim that the interveners did 
not have a fair opportunity to prepare their evidence, saying 
more than 60 per cent of the record consisted of their evidence, 
most of it directed to the pooling arrangement. They also re- 
jected a contention of the Department of Justice that any 
order issued by the Commission would be subject to miscon- 
struction and corporations and persons involved might be mis- 
led into believing they could complete the proposed transactions 
without court approval. The examiners said that, while the 
Supreme Court had referred to their railroads as being under 
the “fostering guardianship” of the Commission, that relation 
had never been understood as including “any responsibility for 
protecting the railroads against unsound advice on the part of 
their law departments.” The question, they said, had already 
been considered by the Commission, and cited a letter from 
the acting chairman of the Commission saying the Commission 
believed it to be its duty to proceed with the application and 
not hold it in abeyance until the decision of the Supreme Court. 
The examiners said, if the district court’s order was 
valuable time would have been saved by the Commission’s dis- 
posing of the. application without awaiting the Supreme Court 
decision, adding they believe the Commission might properly 


complete the proceeding. . 
The Principal Issues 


The principal questions on which findings must be made, 
they said, were whether the applicants’ proposed arrangement 





f 
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would be in the interest of better service to the public, or 
economy in operation, and whether it would unduly restrain 
competition. They said the record fully supported a finding 
that the proposed operation would be economical and would 
afford better service to the public than under individual opera- 
tion or division of the business among two or more sleeping 
car companies, 

As to whether applicant’s ownership of Pullman stock 
would impair the advantages of unified operation, as the inter- 
vening railroads contended, the examiners observed that if 
Pullman were owned by the capitalists identified with the Otis & 
Co. offer, it would not be independent of the railroads because 
it had been testified that the relationship between the interven- 
ing railroads and the Otis & Co. syndicate was very close, add- 
ing that “these. same interests also hold what are described as 
sizable blocks of stock in a number of other railroads.” 

As to contentions that smaller railroads would be at the 
mercy of the larger railroads, and after discussing the distribu- 
tion of the Pullman stock, the examiners said the interests of 
the stockholders would not be as investors but rather as part- 
ners in a joint enterprise closely linked with the business of the 
individual stockholders. They said it was difficult to see any 
likelihood of renner of the corporation for the benefit 
of part of the stockholders to the detriment of the others, and 
that “the participating railroads must be presumed to have 
carefully considered the probable disadvantages as well as any 
potential disadvantages of the arrangement.” They also quoted 
the district court as being open to a suitor claiming its decree 
was not being complied with. 

‘After quoting from the memorandum agreement, as 
amended, certain provisions for furnishing and servicing sleep- 
ing cars from the pool and for reasonable and non-discrim- 
inatory terms of leases, operating contracts or other contracts, 
the examiners said there was no evidence that “justifies any 
suapicion of a lack of good faith in the undertakings above 
quoted.” 


Restraint of Competition 


~ In discussing alleged possibility of restraint of competition, 
the examiners. reviewed the history of the competition for long- 
haul passenger traffic, saying the improvement in economic 
conditions after the depression was marked by even sharper 
competition, evidenced by the establishment of faster light- 
weight trains, adding that at the present time further develop- 
ment of this kind was in progress. In this connection, they 
cited the promptness with which the lightweight sleeping cars 
had been bought by the railroads having the right to buy them. 
They said the Department of Justice had introduced no evidence 
that “even remotely” tended to show that transportation com- 
petition among the applicants or between any two of them 
would be restrained if earnings were pooled in accordance with 
the plan: Nor, they said, was any such evidence offered by the 
intervening railroads. 

The examiners discussed contentions of the intervening 
railroads that under the plan all railroads would be stock- 
holders, creditors and customers of the Pullman Co., the effect 
of which would be to create a monopoly far tighter than the 
present monopoly, quoting provisions of the plan reflecting the 
district court’s conditions, and saying that the district court 
had undertaken to prevent any unlawful monopoly by Pullman 
in the immediate as well as the remote future. They said no 
legal or factual grounds would support a finding in this pro- 
ceeding that competition in the servicing and furnishing of 
sleeping cars would be restrained despite the district court’s 
efforts to prevent such restraint. 


No Favors for Pullman—Standard 


This, they said, was also true as to the contention that the 
plan would result in continuance of a restraint of trade in the 
manufacture of sleeping cars, that the district court sought to 
remove. They observed that, following the district court’s de- 
cision, certain individuals had resigned as directors of Pullman 
Incorporated. They said there was no evidence to support any 
suspicion that “such attenuated” connections as those described 
in the order between holders of stock in certain railroad com- 
panies connecting those railroads with Pullman Incorporated 
redounded to an unfair or unlawful advantage of Pullman- 
Standard Car Co. in obtaining orders for cars, reviewing the 
distribution of orders by the Pennsylvania Railroad. 


Recently, they said, the intervening railroads had placed 
an order for 264 new units of passenger equipment with 
Pullman-Standard, and added that, on the theory advanced by 
the Department of Justice, that order might be explained by 
the fact that a director of the C. & O. was also a director of 
the Home Insurance Co., which owned or controlled 6,500 
shares of Pullman Incorporated stock, or by the fact that those 
in control of the C. & O. hoped to persuade the Mellons to sell 
them some Pullman Incorporated stock. The most reasonable 


TRAFFIC WORLD 


inference, the examiners said, was that the sole determining 
factor was one of cost. 

“The argument that Pullman-Standard would be unlawfully 
favored if this application were granted is wholly inconsistent 
with the legislative policy expressed in the Clayton antitrust 
act, which by section 10 permits sales transactions between 
corporations, even where there is a substantial interlocking of 


management or control, subject to competitive bidding,” said 
the examiners. 


Employes’ Situation 


Dealing with contentions that employes of Pullman had 
been disregarded, the examiners quoted an assurance given 
by the railroad buying group in 1945 that Pullman under rail- 
road ownership would faithfully perform commitments to labor 
under outstanding agreements and practices, the examiners 
said since no change in Pullman’s corporate entity or its present 
mode of operation was proposed, it was impossible to see how 
the employes would be harmed if the plan was approved. Nor, 
they said, did it appear that the employes would be any 
better off if Otis & Co. were to come into control of Pullman. 

Charges by the Department of Justice and the intervening 
railroads that the Pullman employes had been disregarded, said 
the examiners, seemed to be calculated to inspire unrest among 
the Pullman employes, for which, they added, there was no 
justification. 

Quoting from Otis & Co., as to the superiority of its offer 
to purchase Pullman, the examiners said: 


It may be that the Commission will not consider it necessary to 
pass upon the merits of the Otis & Co. offer above described, but if 
these are deemed to present a material issue, our opinion derived from 
hearing the evidence directly is that this evidence provides no factual 


support for the claimed superiority of that offer from the standpoint 
of public interest. ; ' 


YANKTON BARGE RECOMMENDATION 

The Commission’s Bureau of Water Carriers and Freight 
Forwarders, in a proposed report in W-947, has recommended 
that the applicant be granted authority as a common carrier 
by non-self-propelled vessels with the use of separate towing 
vessels in the transportation of commodities generally between 
Yankton, S. D., on the one hand, and points along the Missouri 
and Mississippi Rivers from Yankton to and including St. Louis, 
Mo., on the other. 

It recommended that the certificate be withheld pending 
applicant’s readiness to begin operation on or before April 1, 
1948, the applicant to show at least 30 days preceding that date 
that it is ready and able to begin the operation. 

With reference to the service frorn Yankton to St. Louis, 
the bureau said it was to be noted that applicant had adduced 
no evidence of need for transportation service except in connec- 
tion with shipments originating at or destined to Yankton. 


MOTOR LEASE DISMISSAL PROPOSED 

Examiner Levi M. Pettis, in a proposed report in MC 
F-3298, John Meinders—Lease (Portion)—A. C. Willingham, 
has recommended dismissal by the‘ Commission, for lack of 
jurisdiction, of an application of John Meinders, doing business 
as Mid Continent Freight Lines, Oklahoma City, Okla., for 
authority to lease certain operating rights over regular routes 
in Texas and Oklahoma, of A. C. Willingham, doing business 
as Willingham Motor Lines, San Antonio, Tex. 


BERNARD FORWARDER APPLICATION 


Examiner R. M. Brown, by a proposed report in FF 119, 
J. E. Bernard & Co., Inc., Freight Forwarder Application, has 
recommended that the Commission should conclude that the 
applicant, of Chicago, is a freight forwarder and should be 
granted a permit authorizing it to forward general commodities 
from the New York commercial zone to the Chicago commercial 
zone, both with respect to domestic and import traffic. 


B. & 0. ACCOUNTING ORDER 


By an order in No. 29485, Accounting by the Baltimore & 
Ohio Railroad Co. for the Acquisition of the Properties of To- 
ledo & Cincinnati Railroad Co., Hamilton Belt Railway Co., and 
Lima Belt Railway Co., the Commission, division 1, has vacated 
its order of investigation and discontinued the proceeding. The 
order said the accounting as proposed appeared satisfactory and, 
until further order, the order of investigation would be vacated. 


WILLIAMS & FRAZEE, INC., FORWARDER APPLICATION 

Examiner S. R. Diamondson, in a proposed report on re- 
hearing in FF-25, John W. Williams Freight Forwarder Appli- 
cation, embracing FF-171, Williams & Frazee, Inc.—Acquisition 
—John W. Williams, has recommended that the Commission 
should conclude that Williams & Frazee, Inc., Houston, Tex., 
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should be substituted as applicant in FF-25 in lieu of John W. 
Williams, also of Houston, and should be granted a permit au- 
thorizing it to forward commodities generally from points in 
Connecticut, Delaware, Illinois, Indiana, Maine, Maryland, 
Massachusetts, New Hampshire, New Jersey, New York, North 
Carolina, Ohio, Pennsylvania, Rhode Island, Vermont, Virginia, 
West Virginia, and the District of Columbia to points in Arizona, 
Arkansas, Louisiana, New Mexico, Oklahoma, and Texas. 


Proposed Reports 


No. 29506, Johnson Seed Co., Enid, Okla., et al. vs. A. T. 
& S. F. et al. By Examiners J. Edgar Snider and E. L. Valen- 
tine. Recommend dismissal on finding applicable and not un- 
reasonable rates charged on mung beans, in carloads, shipped 
from points in Oklahoma, Missouri and Kansas to destinations 
in each state, except points in Southern Territory as defined 
in item 35 of Southwestern Lines tariff 173-T, I. C. C. No. 
3688, and transit arrangements in connection therewith. A 
table showed rates from Oklahoma points to Chicago of 48 
and 50 cents a hundred, or 21.63 and 21.60 per cent of first 
class; to Detroit, 70 cents, or 27.50 per cent of first class; to 
Philadelphia, 88 cents, or 27.60 per cent of first class from 
Enid and 27.25 per cent from Crescent; to New York, 90 and 
93 cents, or 27.60 per cent of first class; to Boston, 94 and 91 
cents, or 27.50 and 26.40 per cent of first class; from Enid to 
Los Angeles and San Francisco, 105 cents, or 22.80 per cent of 
first class. The report said rates for the future on the basis 
of 112 per cent of the rates applicable on grain, reasonable 
transit arrangements, and reparation were sought. The exam- 
iners said the value, average loading, volume of movement, 
and other transportation characteristics of mung beans when 
considered as a whole did not justify lower rates and more 
favorable transit arrangements than those applicable in con- 
nection with dried beans and peas. They said transit arrange- 
ments in connection with dried beans were applicable on ship- 
ments of mung beans and that the evidence of complainants 
failed to show such arrangements were not sufficient to meet 
the needs of shippers or that the charge for the transit priv- 
ilege ($6.93 a car) was unreasonable. 


Ohio Truckload Rates and Ratings 


I. and S. M-2636, Interstate Truckload Rates and Ratings 
Within Ohio. By Examiner C. I. Kephart. Recommends finding 
increased truckload rates and ratings for application within 
Ohio in the construction of combinations of local rates where 
no joint rates now apply on through traffic from or to points 
in other states not shown to be unjust or unreasonable, that 
order of suspension be vacated, and proceeding discontinued. 
By schedules filed to become effective March 20, 1946, Ohio 
Motor Freight Tariff Committee, Inc., agent, proposed changed 
interstate truckload rates and ratings as aforementioned. On 
protest of the Price Administrator, and the Director of Eco- 
nomic Stabilization, the proposed schedules were suspended 
until October 20, 1946, and their application subsequently post- 
poned voluntarily by respondent. The examiner said the rates 
and ratings in issue, including some increases, decreases, and 
some without change, were said by respondent to be merely 
convenience rather than service rates and ratings, correspond- 
ing with rates and ratings on intrastate traffic already in effect 
within Ohio, but subject to review by the state commission. 
He said that, since comparable rates and ratings proposed by 
Central States Motor Freight Bureau were permitted by the 
Commsision to go into effect, the Ohio respondent felt carriers 
in that state were unjustly discriminated against when corre 
sponding rates and ratings proposed by their agency were sus- 
pended, especially since the one-cent a 100 pounds general 
increase on truckload shipments on July 1, 1945, was not applied 
in Ohio as it was in other Central Territory. The examiner said 
no testimony was introduced by protestants and that it was 
indicated the purpose and scope of the rates and ratings were 
not well understood by them at the time the protest was filed. 


Proposed Reports in Motor 
Revocation Proceedings 


_ The Commission has issued a group of 18 proposed reports 
In investigation proceedings involving the question of “revoca- 
tion” of outstanding motor carrier certificates or permits. 
Fourteen of the reports deal with common carriers and 
the recommendations are that they be found not rendering 
reasonably continuous and adequate service under their Com- 
mission certificates and not in compliance with section 215 of 
the interstate commerce act and the Commission’s rules and 
regulations. The reports suggest that each carrier be ordered 
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to institute continuous and adequate service and comply with 
section 215 of the rules within 60 days from the effective date 
of any orders to be entered by the Commission, failing in 
which their outstanding certificates will be revoked. 

Two reports recommended that contract carriers involved 
be found not in compliance with section 215 of the rules and 
be ordered to comply as aforementioned, and two reports rec- 
ommended discontinuance of proceedings. 


The common carrier proceedings, respondents, and their 
authorities, were: 


MC C-802, Morris C. Haner and Elmer B. White, Oakland, Calif. 
(MC 92508), earthenware and porcelain products from El Cerrito, Calif., - 
to Los Angeles, Calif., via specified routes and points, and return, with 
no transportation for compensation, over the same route to El Cerrito, 
with no service to or from intermediate points. The report said the 
certificate was transferred to B. L. Stebben, Oakland, Calif., dba West 
Coast Trucking Co, 

MC C-842, Piombino Bros., Fresno, Calif. (MC 39119), lumber, from 
Fresno to San Francisco, Calif., over three described routes, and return 
to Fresno, with no transportation for compensation and no service to 
or from intermediate points. 

MC C-842, Stetson-Renner Drayage Co., San Francisco, Calif. (MC 
74074), general commodities, with exceptions, between points and places 
in San Francisco county, Calif., over irregular routes. 

MC C-680, Pierson Transfer Co., Oakland, Ill. (MC 2626), general 
commodities, with exceptions, over irregular routes, between specified 
points in Indiana and Illinois. 

MC C-680, Pierson Transfer, Chicago, Ill. (MC53364), live stock, 
limestone and crushed stone, coal and gravel, between specified points 
and over described routes in Illinois and Indiana, and return to the 
specified origin points, with no transportation for compensation except 
as otherwise authorized. 

MC C-688, Charles H. Riggs, Paris, Ill. (MC 82171), over irregular 
routes, agricultural commodities, coal, and agricultural limestone be- 
tween specified points in Illinois and Indiana, and return to the specified 
origin points, with no transportation for compensation except as other- 
wise authorized. 


MC C-695, Crawfordsville Freight Line, Inc., Crawfordsville, Ind. 
(MC 11600), general commodities, with exceptions, over regular routes, 
between Crawfordsville and Darlington, Ind., and return, via described 
routes, with service to and from specified intermediate points, and 
between Indianapolis, Ind., and Crawfordsville over Ind. Highway 34, 
and return, with service to and from all intermediate points. 


MC C-761, Lloyd Riley, dba Riley Truck Line, La Grange, Mo. 
(MC 1359), general commodities, with exceptions, over a described 
regular route, between La Grange and Quincy, Ill., and return, with 
service to and from all intermediate points. 


MC C-764, W. B. Whitaker, Iberia, Mo. (MC 2054), general com- 
modities, with exceptions, from East St. Louis, Ill., to Iberia, via a 
described route, with live stock, from Iberia over the same route to 
East St. Louis, with service to and from specified intermediate and off- 
route points without restriction, and those within 10 miles of Iberia, 
restricted to pick-up only. 

MC C-765, Andy Peterson, dha Peterson & York Truck Linés, 
Crocker, Mo. (MC 7486), live stock, from Crocker to East St. Louis, IIl., 
over a described route, and return, with no transportation for com- 
pensation except as otherwise authorized, over the same route to 
Crocker, and with service to and from intermediate and off-route points 
and places within 20 miles of Crocker; and general commodities, with 
exceptions, from St. Louis, Mo., to Brumley, Mo., and return, over 
a described route, with no transportation for compensation except as 
otherwise authorized to St. Louis and with service to and from specified 
intermediate and off-route points. 

MC C-771, Vito Cusumano, St. Louis, Mo. (MC 39245), coal, over 
regular described routes, from Troy and Coulterville, Ill., to St. Louis, 
with specified intermediate and off-route points, and return, with no 
transportation compensation. 

MC C-773, William Slade, dba V. Sullivan Ice & Coal Co., St. Louis, 
Mo. (MC 95800), coal and coke over irregular routes, from points and 
places in three Illinois counties to St. Louis, Mo., and points and places 
in St. Louis county, Mo., with no transportation for compensation in 
the reverse direction. 

MC C-832, Norman Alexander, Emo, Ontario, Canada (MC 93615), 
forest products, over irregular routes, between the U. S.-Canada boun- 
dary and International Falls, Minn., through the port of entry at 
International Falls. 

MC C-874, Highway Merchandising Carriers, Inc., St. Louis, Mo. 
(MC 73832), over regular routes, general commodities, with exceptions, 
between Chicago, Ill., and St. Louis, Mo., Chicago and Kansas City, 
Mo., and St. Louis and Columbus, O., with no service to or from inter- 
mediate points; specified commodities between St. Louis and Fairmont, 
W. Va., Alton Til., and Columbus, O., Alton and Kansas City, Mo., Kan- 
sas City and Alton, Kansas City and Cincinnati, O., Cincinnati and 
St. Louis, and Kansas City, Kan., and East St. Louis, Ill., with service 
to specified intermediate and off-route points; and, over irregular routes 
or combinations of the aforementioned regular and irregular routes, 
specified commodities between points in Illinois, Missouri, Ohio, and 
Indiana, and return to the specified origin points, with no transportation 
for compensation except as otherwise authorized. 


The contract carrier proceedings, respondents, and their 
authorities, were: 


MC C-655, Kenneth M. Smitley, Zanesville, O. (MC 1863), radiators 
and materials, supplies, and equipment used in manufacturing and 
installing radiators, from Zanesville, O., to points and places in Ken- 
tucky, Pennsylvania, and West Virginia; candy from Zanesville to Rich- 
mond and Fort Wayne, Ind., and return, with no transportation for 
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compensation except as otherwise authorized, to Zanesville; and glass- 
ware, and materials, supplies, and equipment used in manufacturing 
glassware, between Zanesville, O., Clarksburg and Wheeling, W. Va., 
and Washington, Pa., and between Zanesville, on the one hand, and, 
on the other, points and places in Indiana, Kentucky, the southern 
Michigan peninsula, New York, Ohio and Pennsylvania. 

MC C-694, Herman Bachman, Lanesville, Ind. (MC 60), lime, between 
Milltown, Ind., and Lanesville, Ky., and return, over a described route, 
serving the intermediate point of New Albany, Ind. 


The two proceedings in which discontinuance of .proceed- 
ing was recommended, investigations having disclosed the re- 
spondents to have been in compliance with the requirements 
of the act and the Commission’s rules,. were: 


MC C-582, Bernard Buck, dba Buck Transportation Line, Stelton, 
N. J. (MC 1837), plumbing supplies, over irregular routes, between 
Metuchen, N. J., and New York, N. Y., and between Metuchen and 
Philadelphia, Pa., serving all intermediate points. 

MC C-624, Central Jersey Motor Lines, Inc., Avenal, N. J. (MC 
84781), metal office furniture and equipment, over irregular routes, 
from Avenal to New York, N. Y., and points in Connecticut and de- 
scribed areas of New York and Pennsylvania, with no transportation 
for compensation on return. 


Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expitation of 20 
days from date of service of reports (unless atherwise stated), become 
effective unless exceptions have been filed within the 20-day period or 
exceptions have been seasonably filed by other parties, or the order has 
been stayed or postponed by the Commission. State in which applicant 
has home office is shown in “black face” type, with name of town or 
city following.) 


Pennsylvania (Harrisburg)—MC 107806, Charles F. Hill, 
contract carrier. Permit proposed. Malt and brewed beveragé€s, 
from Harrisburg to points in Md. and Va., traversing D. C., and 
on return, empty containers, and rejected shipments. 

California (Los Angeles) —-MC 107795, Arthur Foulkes, con- 
tract carrier. Denial of permit proposed, for want of prosecu- 
tion. New and used heavy duty commercial trailers, trucks, 
and tractors, between points in Calif., Ore., Wash., Ida., Mont., 
Ariz., N. M., Utah, and Nev., operating through Colo. and Wyo. 
for convenience only, over irregular routes. 

Pennsylvania (Hanover)—MC._ 107765, Vernon L. Gilbert, 
common carrier. Denial of certificate proposed, for want of 
prosecution. General commodities, with exceptions, between 
Hanover and points within 10 miles thereof, on the one hand, 
and, on the other, points in Md., Del., D. C., N. Y., N. J., O., 
Va., and W. Va., over irregular routes. 

Virginia (Winchester)—MC 107570, Sub. 1, Earl J. Nickel- 
son, common carrier. Denial of certificate proposed, for want 
of prosecution. Stone, brick, blocks, and cement, from Martins- 
burg, W. Va., and points within 5 miles thereof, to points in 
Va. within 75 miles of Martinsburg. 

New York (Inwood)—MC 106926, Sub. 1, Independent 
Coach Corporation, common carrier. Denial of certificate pro- 
posed. Passengers and their baggage, in charter operations, 
between points in Nassau county, N. Y., on the one hand, and, 
on the other, points in N. Y., N. J., Pa., and Conn. 

Colorado (Mack)—MC 106845, Sub. 1, Vernon LaDoan Cov- 
ington, contract carrier. Permit proposed. Gilsonite, from Wat- 
son and Dragon, Utah, and points within 10 miles of Watson, 
to Mack and Craig, Colo., over three described routes. 

New Jersey (Lodi)—-MC 106817, Sub. 1, Interstate Station 
Wagon Service, common carrier. Denial of application proposed. 
Passengers and their baggage, in special non-scheduled door-to- 
door operation, using station wagons or sedans carrying not 
more than 10 passengers, between New York, N. Y., and points 
in Bergen, Essex, Hudson, Passaic, and Union counties, N. J., 
on the one hand, and, on the other, points in Vt. 

Vermont (White River Junction) —-MC 106093, Sub. 1, White 
River Coach Lines, Inc. Certificate proposed. Passengers and 
their baggage, and express, mail and newspapers, between 
Lebanon, N. H., and Portland, Me., over a regular and alternate 
route, subject to stated restrictions. 

New York ( th, L. I.)—MC 105130, Sub. 1, Daniel 
Steinbrecker and William Bedell, dba Steinbrecker & Bedell, 
contract carrier. Permit proposed. Bakér’s supplies, from New 
York, N. Y., to Newark and Paterson, N. J., and syrup, from 
New York, N. Y., to Newark, N. J., and certain points in Bergen, 
Hudson, and Pasasic counties, N. J. 

Kentucky (Paducah)—MC 94818, Sub. 2, J. Polk Brooks, 
dba Brooks Bus Line. Certificate proposed. Passengers and 
their baggage, and mail, from and to specified intermediate Ill. 
points in connection with presently authorized operations, and 
mail, in same vehicle with passengers, between Fulton, Ky., and 
Detroit, Mich., serving intermediate points presently authorized 
to be served. : 

West Virginia (Franklin)—MC 89768, Sub. 3, Dayton Mc- 
Coy. Certificate proposed. Household goods, between points 


_and Wis., and rejected shipments in reverse. 
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in Va., W. Va., Ky., O., Pa., Md., and D. C., over irregular 
routes, without duplicate rights. 

Alabama (Montgomery)—MC 89177, Sub. 11, William Ray 
Maxwell, dba Maxwell Truck Line. Denial of certificate pro- 
posed. General commodities, with exceptions, between Panama 
ne Sage and ‘Dotah, Ala., with no service at intermediate 
points. 

Colorado (Pueblo)—MC 89164, Sub. 22, W. K. Carroll, dba 
Carroll Line. Denial of certificate proposed. Petroleum prod- 
ucts, in bulk, in tank trucks, from specified points in Kan. and 
Okla., and points in a described area of Tex., to points in a de- 
scribed area of Colo., and rejected shipments in the reverse 
direction. 

California (Los Angeles)—-MC 70662, Sub. 35, Cantlay & 
Tanzola, Inc. Denial of application proposed. Petroleum and 
petroleum products, with exceptions, in tank trucks, from Salt 
Lake City and Woods Cross, Utah, to points in a described area 
of Idaho, and rejected shipments on return. 

Illinois (Chicago)—-MC 68909, Sub. 23, Decatur Cartage Co. 
Certificate proposed. General commodities, with exceptions, 
serving points in Marion county, Ind., as intermediate and off- 
me points in connection with otherwise regular-route opera- 

ons. ; 

Pennsylvania (Lewistown)—-MC 55870, Sub. 56, Floyd B. 
and Clair B. Noerr, dba Floyd B. Noerr & Sons. Certificate 
proposed. Rayon tire cord yarn, from Lewistown to Cedartown, 
Barnesville, and Thomaston, Ga., traversing Md., Va., N. C. and 
> i and empty beams on return movements, over irregular 

es. 

Illinois (Chicago)—MC 52657, Sub. 352, Arco Auto Carriers, 
Inc. Certificate proposed. Cabs, bodies, and hoists, in initial 
movements, by truckaway, from. Mishawaka, Ind., to Chicago, 
Tll., and from Indianapolis and South Bend, Ind., Streator, IIl., 
York, Pa., Galion, Marion and Cleveland, O., Detroit, Mich:, and 
St. Louis, Mo., to Omaha, Neb., Washington, D. C., and points 
in Ark., Conn., Del., Ga., Ill., Ind., Ia., Ky., Mr., Mass., Mich., 
Minn., Mo., N. J., N. Y., O., Pa., R. I, S. C., Tenn., Va., W. Va, 

' Holding of cer- 
tificate by Arco and of permit by W. R. Arthur & Co., under 
common control and management, found consistent. 
New York (Richmond Hill, L. I.)—MC 50619, Sub. 1, B. & 
B. General Storage Warehouse, Inc. Certificate proposed. 
Household goods, between points in Nassau and Suffolk coun- 
ties, N. Y., on the one hand, and, on the other, points in Mass., 
Conn., R. I., N. Y., N. J., Del., Pa., Md., and D. C., over irregu- 
lar routes. . 

Ilinois_(Edwardsville)—-MC 42537, Sub. 8, Cassens Trans- 
port Co. Certificate proposed. Automobiles, trucks, autOmo- 
bile bodies, and chassis, (1) from Detroit, Mich., to points in a 
described area of Ill., and those in Mo. within the St. Louis, 
Mo.,-East St. Louis, Ill, commercial zone; (2) from Evansville, 
Ind., to St. Louis, Mo., and points in Ill. in a described area, in 
initial movements, in truckaway service; and (3) from Toledo, 
O., to points in Madison county, Ill., in truckaway service, with 
rejected shipments on return, applicant to request in writing 
cancellation of certificates in MC 42537, Sub. 1, and Sub. 4. 

New York (New York)—MC 42118, Sub. 1, Charles August, 
dba Atlas Van & Moving Co. Certificate proposed. Household 
goods, between New York, N. Y., on the one hand, and, on the 
other, points in R. I., Mass., Md., Del., D. C., Va., and points in 
Pa. other than Philadelphia and points within 50 miles of Phila- 
delphia, over irregular routes. 

Virginia (Broadway)—MC 31043, Sub. 19, Dorman Walton 
Fawley, dba D. W. Fawley. Certificate proposed. Dressed 
poultry, from Moorefield, W. Va., to points in N. C., Tenn., Ky., 
O., Va., Del., N. Y., N. J., Md., Pa., and D. C., with empty 
dressed-poultry containers and rejected shipments on return. 

West Virginia (Huntington)—MC 22296, Sub. 1, Drury 
Bros. Transfer & Storage Co. Certificate proposed. Household 
goods, between points in Cabell, Wayne, and Mason counties, 
W. Va., Boyd, Greenup, Lawrence and Pike counties, Ky., and 
Lawrence and Scioto counties, O., on the one hand, and on the 
other, points in La., over irregular routes. 

Ohio (Troy)—MC 20366, Sub. 2, J. D. Boak, dba City Trans- 
fer & Storage Co. Certificate proposed. General commodities, 
with exceptions, between junction U. S. highway 25 and 0. high- 
way 71, and Tipp City, O., over 0. highway 71, serving no inter- 
mediate points. 

Arizona (Tucson)—MC 12354, Citizens Transfer & Storage 
Co., broker. License proposed. HoOusehold goods, between 
oa | : Ariz., on the one hand, and, on the other, points in 
the U. 8S. 


West Virginia (South Charleston)—-MC 7576, Sub. 2, C. L. 
Wright and E. B. Harter, dba C. L. Wright Trucking. Denial 
of certificate proposed. Oxygen, hydrogen, acetylene, acetic 
acid, vinylite, caustic, fluxes, and related products, (a) from 
named points in Va., Tenn., Ky., O., and Pa., to Charleston, 
W. Va., and points within 8 miles of Charleston; and (b) from 
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Charleston and points within eight miles thereof to Pittsburgh, 
Johnstown, and Verona, Pa., and Cincinnati, O., and empty con- 
tainers on return. 

Wisconsin (Green Bay)—MC 107769, John Backline. Per- 
mit proposed. Lime and lime products, from Green Bay, Bril- 
lion, and points within 5 miles of High Cliff, Knowles and 
Marblehead, Wis., to points in the Upper Peninsula of Mich., 
over irregular routes. 

Pennsylvania (Beaver Springs)—MC 107756, Edwin T. 
Lepley and Roy C. Kline, dba Lepley & Kline Bus Line. Cer- 
tificate proposed. Passengers and their baggage, in charter 
operations, from points located on U. S. highway 522 between 
Middleburg and McClure, Pa., including Middleburg and Mc- 
Clure, to points in N. Y., N. J., Va., W. Va., O., and Del., 
over irregular routes. 

New York (Dobbs Ferry)—MC 107625, William F. Levis. 
Certificate proposed. Household goods between Dobbs Ferry, 
N. Y., and points within 8 miles thereof, on the one hand, and 
points in Conn., Mass., R. I, Vt. N. Y., N. J., and Pa., on 
the other, over irregular routes. 

New Mexico (Gallup)—MC 106856, Frank M. Gregorio 


and Rose Chiapetti, dba Gregorio Taxi. Permit denied. Pas- — 


sengers and their baggage, between points and places in Navajo 
and Apache counties, Ariz., and San Juan, McKinley, Bernalillo, 
and Valencia counties, N. M., over irregular routes. 

Georgia (Atlanta)—-MC 69117, Sub. 4, W. A. Rooker and 
A. R. Rooker, dba Southern Transfer Co. Certificate proposed, 
subject to conditions, among which include limitation of the 
service to be performed to that which is auxiliary to, or 
supplemental of, service of the Southern Railway Co. General 
commodities, with exceptions, between Atlanta, Ga., and Dora- 
ville, Ga., over specified routes, serving the intermediate point 
of Chamblee, Ga. 

Virginia (Timberville)—-MC 30710, Sub. 4, Gorman G. Gor- 
don, dba Gordon’s Transfer. Certificate proposed. Fresh and 
processed milk and cream in containers and in tank trucks, 
from Woodstock, Va., to D. C., and Baltimore, Md., over 


irregular routes, with return of empty milk and cream con- 


tainers and rejected shipments. 


New Jersey (Jersey City)—-MC 29854, Sub. 8, Hudson Bus 
Transportation Co., Inc. Certificate proposed. Certificate pro- 
posed, subject to certain restrictions. Passengers and their 
baggage between the junction of Patterson Plank Road and 
Palisade Avenue, Jersey City, N. J., and the New Jersey 
entrance to the Lincoln Tunnel in Weehawken, N. J., over a 
regular route over Manhattan Viaduct in Union City, N. J., 
14th Street Viaduct in Hokoben, N. J., and Willow Avenue 
and Park Avenue in Hoboken and Weehawken, N. J., as an 
alternate route for operating convenience only, without service 
at intermediate points. 


Wisconsin (Milwaukee)—MC 6031, Sub. 9, Barry Transfer 
& Storage Co. Permit proposed. Materials, suppli€s and equip- 
ment used or to be used in the manufacture or production of 
outboard motors, between Milwaukee, Wis., and Galesburg, 
Ill., over a regular route, serving the intermediate point of 
Waukegan, Ill. 


California (San Francisco)—MC 1511, Sub. 59, Pacific 
Greyhound Lines. Certificate proposed. Passengers, baggage, 
newspapers, express and mail over a regular route between 
Stafford and Bowie Junction, Ariz. 


California (San Francisco)—MC 1511, Sub. 61, Pacific 
Greyhound Lines. Certificate proposed. Passengers, baggage, 
newspapers, express and mail over a regular route between 
Aguila and Congress Junction, Ariz. 


New Mexico (Nara Visa)—-MC 104105, Sub. 2, Bert Stull. 
Certificate proposed. Livestock, livestock feeds, salt, posts, 
wire, lumber, cement, and pipe, between Dalhart, Tex., and 
points in a described area in Quay county, on the one hand, 
and, on the other, points in Quay, Harding and San Migual 
counties, N. M. 

District of Columbia (Washington)—-MC 104296, Sub. 3, 
Anchorage Transportation, Inc. Certificate proposed. Passen- 
gers, baggage, express, and newspapers, between Washington 
and Marlboro, Md., over a specified route and return, for 
Operating convenience only, with no service at intermediate 
points or at Marlboro. 


Minnesota (Duluth) —MC 36436, Sub. 7, Moland Bros. 
Trucking Co. Certificate proposed. General commodities, with 
exceptions, over an alternate regular route for operating con- 
venience only, between junction U. S. highway 12 and un- 
numbered highway (formerly U. S. highway 12), west of Eau 
Claire, Wis., in the town of Union, Eau Claire county, Wis., 
and the junction of U. S. highway 12 and U. S. highway 53, 
east of Eau Claire; from junction U. S. highway 12 and un- 
numbered highway (formerly U. S. highway 12), west of Eau 
Claire, Wis., over U. S. highway 12, to junction U. S. high- 
way 12 and U. S. highway 53 east of Eau Claire, and’ return 
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over the same route, with service not authorized to or from 
intermediate points. 

Minnesota (Duluth)—MC 36436, Sub. 8, Moland Bros. 
Trucking Co. Certificate proposed. General commodities, with 
exceptions, serving Cudahy, Fox Point, Greendale, Shorewood, 
Wauwatosa, West Allis, West Milwaukee and Whitefish Bay, 
Wis., as off-route points in connection with otherwise authorized 
regular-route operations to and from Milwaukee. 

Wisconsin (Osseo)—MC 64779, Sub. 2, William James 
Hagen. Certificate proposed. General commodities, with excep- 
tions, over an alternate regular route for operating convenience 
only, between junction U. S. highway 12 and unmarked high- 
way (formerly U. S. highway 12), west of Eau Claire, Wis., 
in the town of Union, Eau Claire county, Wis., and the junction 
of U. S. highway 12 and U. S. highway 53 east of Eau Claire; 
from junction U. S. highway 12 and unmarked unnumbered 
highway (formerly U. S. highway 12), west of Eau Claire, Wis., 
over U. S. highway 12 to junction U. S. highway 12 and U. S. 
highway 53 east of Eau Claire, and return over the same route, 
serving no intermediate points. 


Railroad Abandonments 


Texas & Pacific 


Subject to conditions with respect to the protection of 
employes affected, set forth in Chicago, Burlington R. Co. 
Abandonment, 257 I. C. C. 700, Examiner J. S. Prichard, in a 
proposed report in Finance No. 15242, Texas & Pacific Railway 
Co. Abandonment, has recommended that the Commission, divi- 
sion 4, find that the present and future public convenience and 
necessity permit abandonment by the T. & P. of a portion of 
a branch lne of railroad in Acadia Parish, La., extending from 
Church Point to Crowiey, approximately 20 miles. 

The report said the abandonment was sought on the alleged 
ground that the traffic was extremely light and the revenues 
derived therefrom had been insufficient to meet operating ex- 
penses for several years. Losses from operation of the branch 
from the standpoint of the applicant’s system as a whole, ac- 
cording to the report, were $15,862 for 1941, $15,341 for 1942, 
$26,651 for 1943, $29,230 for 1944, $16,085 for 1945, and $9,789 
for the first six months of 1946. It pointed out that the segment 
served only three communities, namely, Branch, Rayne, and 
Crowley, and that all industries on the line at the latter two 
points would continue to have rail-transport facilities afforded 
by either the Texas & New Orleans or the Texas & Mexico 
which would amply meet the needs of shippers without the 
services of the applicant. The net salvage value of the segment 
is estimated by the applicant to be $33,282. 


C. of N. J. 


By a report and certificate in Finance No. 15522, Central 
Railroad Co. of New Jersey Trustee Abandonment, the Com- - 
mission, division 4, has authorized the C. of N. J. trustee to 
abandon a portion of the railroad’s Eatontown branch of the 
Seashore branch in Eatontown, Monmouth county, N. Y., 5,300 
feet, used only for emergency movements. 


T. & N. O. 


In Finance No. 15596, the Texas & New Orleans Railroad 
Co., and the City of Dallas, Tex., ask authority for the railroad 
to abandon a portion of the old main line of the railroad in 
Dallas, beginning at the intersection with the north line of 
Main Street and its intersection with the south line of the right 
of way of the M-K-T at Hiland, about 3.70 miles, with 1.508 
miles of side and spur tracks and all other appurtenances to 
the line between those points. The application said the city 
would construct a boulevard using the right of way of the 
railroad which runs across the entire city from north to south. 
It said the line in question for many years had been used solely 
as a switching line to serve one industry track and six team 
tracks serving about 20 industries. Abandonment of the line 
would not result in any substantial public inconvenience, it 
said. 


Suspended Tariffs 


(Designation of a tamti below does not mean that all schedules in it 
have been suspended by the Commission. Suspension orders contain 
many schedules not reproduced here. Details of such orders are pub- 
lished in The Datiy Traftic World and Bulletin and The Tratfic Bulletin.) 


I. and S. No. 5457, Charges—Special Baggage Cars and 
Passenger Trains, from February 1, to and including August 31, 
certain schedules as published in Agent V. Armold’s tariff 
I. C. C. No. 36, and other tariffs. The suspended schedules pro- 
pose to increase the charges for special baggage cars, and to 
increase the minimum number of first-class passenger fares re- 
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quired for special trains, moving between points in the United 
States. 

Other tariffs involving similar increases, protested the Na- 
tional Association of the Legitimate Theatre, Inc., were sus- 
pended by the Commission in I. and S. No. 5453 (see Traffic 
World, January 4, p. 17), and the instant suspensions resulted 


from further protests by the association (see Traffic World, 
January 18, p. 179). 


1. C. C. ACCIDENT REPORTS 


An accident on the Pennsylvania railroad near Guthrie, O., 
December 13, 1946, that resulted in the death of 15 passengers, 
and four employes, and the injury of 131 passengers and eight 
employes, was caused by failure to operate a following freight 
train in accordance with signal indications, and wreckage ob- 
structing an adjacent main track immediately in front of an 
approaching passenger train, according to a report of the 
Commission, by Commissioner Patterson, in investigation No. 
3045. The report described the accident as a rear-end collision 
between two Pennsylvania freight trains, following which, it 
said, the wreckage was struck by a passenger train moving 
on an adjacent main track. It said no condition was found that 
would have prevented the display of proper indications by the 
signals in this territory. sais 

Fouling of a main track by an engine immediately in front 
of an approaching train was the cause of a side collision be- 
tween an engine and a passenger train on the Western Pacific 
railroad at Oroville Yard, Calif., December 14, 1946, that 
resulted in the injury of 11 passengers and four employes, 
according to a report of the Commission, by Commissioner 
Patterson, in investigation No. 3046. 

A head-end collision between a Western Pacific passenger 
train and freight train at Fox, Utah, December 14, 1946, that 
resulted in the injury of 77 passengers and three employes, was 
caused by failure of an inferior train to provide adequate pro- 
tection after having failed to clear a main track at the time 
required by the rules, according to a report of the Commission, 
by Commissioner Patterson, in investigation No. 3047. 

Failure to operate a school bus approaching a railroad 
crossing at a grade in accordance with legal requirements was 
the cause of a collision between a Southern Railway passenger 
train and a school bus at a highway crossing near Old Town, 
S. C., December 18, 1946, which resulted in the death of 11 bus 
passengers and the bus driver, and the injury of 10 bus pas 
sengers, according to a report of the Commission, by Commis- 
sioner Patterson, in investigation No. 3050. 

A rear-end collision between a passenger train and an en- 
gine on the Seaboard Air Line Railroad at Suffolk, Va., on 
December 22, 1946, which resulted in the injury of 44 passen- 
gers, one railway-mail clerk, nine dining-car employes and two 
train-service employes, was caused by failure properly to con- 
trol the speed of the following train moving within yard limits, 


according to a report of investigation of the accident, No. 3051, 
written by Commissioner Patterson. 


LOADED CAR REROUTING ORDER AMENDED 


The Commission, division 3, by amendment No. 1 to service 
order No. 668, Rerouting of Loaded Cars—Appointment of 
Agent, which originally appointed an agent of the Commission 
at Chicago with authority to reroute loaded cars in a stated 
territory (see Traffic World, Jan. 25, p. 247), substitutes the 
following paragraph describing the area affected: 

Connecticut, Deiaware, District of Columbia, Illinois, In- 
diana, Kentucky, Maine, Maryland, Massachusetts, Michigan 
(lower peninsula), Minnesota, New Hampshire, New Jersey, 
New York, Ohio, Pennsylvania, Rhode Island, Vermont, Vir- 
ginia, West Virginia and Wisconsin. 

The amendment was made effective at 12:01 a.m., February 
5. It added the states of Minnesota and Wisconsin to those 
previously named. 


REROUTING ORDER ON ACCOUNT HIGH WATER 


By amendment No. 1 to King’s I. C. C. order No. 12 under 
service order No. 562, which made Homer S. King, deputy 
director of the Office of Defense Transportation, agent of the 
Commission to reroute traffic on the railroads of the country, 
King’s order No. 12 has been extended to February 10 from 
January 31. 

Under the original order, all railroads operating in Ten- 
nessee, Mississippi, Alabama or Georgia were directed to re- 
route or divert traffic they were unable to transport due to the 
existence of high water (see Traffic World, Jan. 25, p. 248). 





ONION CARLOADING PERMIT EXTENSION 
The Office of Defense Transportation has announced that 
the provisions contained in amendment I to general permit 28, 
of General Order O. D. T.-18A-Revised, with respect to the 
loading of Bermuda or Spanish type onions originating in the 
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states of California, Colorado, Idaho, Nevada, Oregon, Utah, or 
Washington, were extended to June 30, 1947, by the issuance of 
general permit 28A, effective February 1. 

The permit authorizes railroads to accept shipments of the 
described onions when the quantity in each car is not less than 
30,000 pounds (see Traffic World, Dec. 21, 1946, p. 1652). 

At the O. D. T. it was said that a similar provision as to dry 
onions originating in Illinois, Indiana, Michigan, or Wisconsin 
for export through southern ports was permitted to expire 
January 31. 


DEMURRAGE AT MEXICAN BORDER 


By amendment No. 4 to service order No. 135, Demurrage 
Charges at Mexican Border Points, the Commission, division 3, 
has provided that the order, as amended, will expire 11:59 p. m., 
June 30. ; 

Originally issued in July, 1943, the order increased demur- 
rage charges on carload export traffic held at Mexican border 
points. As amended, it calls for demurrage of $5.50 a day for 
the first two days after expiration of the free time allowed by 


. tariffs, and $22.50 a car a day or fraction for each sucreeding 


day. The third amendment, made effective in September, 1946, 
provided that it should not apply to freight in carloads, at or 
short of the port of Brownsville, Tex., which is transshipped at 


that port to vessels for export, coastwise or intercoastal move- 
ment. 


LIGHT-WEIGHING AT ALL PORTS 


By amendment No. 1 to revised service order No. 620, 
Light-Weighing of Cars at All Ports Prohibited, the Commission, 
division 3, has provided that the prohibition against light- 
weighing of cars intended for loading with imported commodi- 
ties at any point in the port areas of any port on the Atlantic, 
Pacific or Gulf coast will be subject to the following exception: 


The provisions of this order shall not apply to cars to be loaded 


with imported shipments of tropical fruits, including pineapples, ba- 
nanas and cocoanuts. 


The amendment was made effective 12:01 a. m., January 
31. The revised service order will expire 11:50 p. m., May 10 
(see Traffic World, Jan. 25, p. 247). 





No. 29688, Sub. 1, Commerce and Industry Association of New York, 
Inc., New York, N. Y., vs. B. & O. et al. ° 
Alleges charges for storage exacted from seven member firms, 
because of strike of motor truck drivers in New York area, begin- 
ning August 30, 1946, that prevented complainants from taking 
delivery of freight, domestic and export, and because back-log of 
shipments pievented complainants from taking delivery of freight 
with reasonable promptness in the period immediately following 
termination of the strike, in violation of section 1. Ask cease and 
desist order, reparation, and waivure of collection of similar charges 
that have not been paid. (G. E. Mace, manager, transportation 
bureau, Commerce and Industry Association of New York, Inc., 
233 Broadway, New York 7, N. Y.) 


No. 29685, Federal Roofing & Siding Co., Los Angeles, Calif., vs. S. P. 

Alleges demurrage charges, on numerous carloads of material from 
Chicago, Iil., New Orleans, La., Southard, Okla., and Nashua, N. H., 
delivered by Southern Pacific at Thorne, Nev., for use at Hawthorne, 
Nev., on a government project, in violation of section 1. Says con- 
tract for transportation terminated at Thorne and because of this 
all demurrage charges collected in error, the Navy having con- 
structed its own tracks from Thorne to Hawthorne and operated 
over those tracks under no tariff rules or regulations and therefore 
not a common carrier, plant or industrial facility. Asserts shipper 
not responsible for demurrage charges where carrier executes bills 
of lading with destination name not shown in tariffs. Asks repara- 
tion of $873.61. (E. W. Cox, 541 S. Spring St.,: Los Angeles, Calif.) 

No. 29686, American Candy Mfg. Co., Selma, Ala., vs. Alabama Great 
Southern. 

Rates on one carload of wheat syrup, shipped from Omaha, Neb., 
July 19, 1946, to Selma, and one car of sorghum syrup, shipped from 
Kansas City, Mo., August 10, 1946, to Selma, in violation of sections 
1, 3 and 6. Asks cease and desist order, rates, and reparation of 
$321.09. (David Knapp, Jr., P. O. Box 413, Selma, Ala.) 

No. 29689, Foster Wheeler Corporation, New York, N. Y., vs. C. of 
N. J. et al. 

Rates on five shipments of lignite coal, from Rockdale, Tex., to 
Carteret, N. J., in the period of April 9, 1945, to July 2, 1945, in 
violation of section 1. Asks reparation of $1,833.74. (L. V. Brandt, 
1811 S. Prairie Ave., Chicago 16, Ill.) 
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State Action on Ex Parte 162 Rates 


Action by state commissions in proceedings involving appli- 
cation intrastate of interstate freight rate increases authorized 
by the Commission in Ex Parte 148-162 has been reported as 
follows by Frederick G. Hamley, general solicitor, Natiénal 
Association of Railroad and Utilities Commissioners: 


The Washington Department of Transportation, in an order dated 
January 22, 1947, authorized intrastate rail rate increases similar to the 
interstate increases granted in Ex Parte 162. In a companion order, the 
department denied a petition filed by Utah-Idaho Sugar Co., that the 
15% increase on sugar beets be not made applicable to Washington 
intrastate traffic, and that reparations be allowed on the 3% increase 
which became effective on this commodity on June 26, 1946. 

The Texas Commission has authorized intrastate rail rate increases 
paralleling those recently granted in Ex Parte 148, except that a 15c 
per ton increase was allowed on asphalt rock, asphalt coated sand, gravel 
and stone, etc., rather than the 20% increase, subject to a 30c per ton 
maximum, allowed in the I. C. C. order (Dkt. 6043-R, decided January 
18). The order also provides that the new increases shall not apply on 
certain rates on cedar stumps, carloads, from and to named points in 
Texas, as these rates were recently established with the understanding 
that they would not be affected by the Ex Parte 162 increases. In an- 
other order entered on the same day (Dkt. 6048-T-R), the Texas Com- 
mission authorized a 20% increase in motor carrier rates, subject to 
certain exceptions, in lieu of the 6% and 3% increases which were au- 
thorized some time ago. In this order the commission also considered 
the complaint of motor carriers that rail l.c.l. rates were too low, and 


required the rails to raise grocery and hardware mixture rates to the 
motor carrier level. 


Texas intrastate rates were made subject to I. C. C. jurisdiction in 
a 1942 13th section case (253 I. C. C. 723), but on December 24, 1946, 
railroads serving that state filed a petition with the I. C. C. seeking 
recision of that part of the 13th section order relating to freight rates 
for the reason that a new intrastate increase petition had been filed in 
Texas, This petition has not yet been acted upon. Three additional 1942 
13th section decisions entered in Utah (255 I. C. C. 97), Idaho (253 
I. C. C. 761) and Montana (255 I. C. C. 131) will apparently not require 
recision in order to vest those state commissions with jurisdiction, since 
those state commissions permitted the 1942 increases to become effec- 
tive without the necessity of the I. C. C. issuing a final 13th section 
order. 


The Tennessee commission has set the carriers’ application 
in that state for hearing March 11. The Georgia commission has 
set a hearing for March 26 and has reopened its sand and gravel 
proceeding in its docket 4592-A for hearing at the same time. 


D. of A. Protests Ex Parte 162 
Increase on Phosphate Rock 


The Department of Agriculture has asked the Commission 
to suspend what it alleges is a proposed increase of 4 cents a 
gross ton of 2,240 pounds over and above the increase of 30 
cents a ton (not otherwise designated) on phosphate rock 
authorized by the Commission in Ex Parte 162, Increased Rail- 
way Rates, Fares and Charges, 1946. 

. The department said the Commission, in recognition of the 
practice of publishing rates on phosphate rock in both gross and 
net tons, had authorized the increase on the commodity subject 
to a maximum of “30 cents per ton.” 

. The authorized increase was first published in item No. 205 
of the original tariff, and the railroads now sought to cancel 
that item by adding to the original authority “of 2,000 pounds or 
34 cents per ton of 2,240 pounds”, said the department. This 
was an increase of 4 cents a gross ton on phosphate rock, it 
said, but that no increases were proposed on phosphatic sand 
and clay or other commodities competitive with phosphate rock. 

Based on a tonnage of 8,945,663 net tons originated by the 
Class I railroads in 1945, the department said the increase 
would create about $350,000 additional revenue over and above 
the $2,500,000 that would be derived by the increase of 30 cents 
a ton authorized. Because it had been estimated that 1947 
tonnage of phosphate rock would exceed by 20 per cent or more 
the volume handled in 1945, the department said, there would be 
an added burden on the farmers. 


Dept. of Commerce Estimates 
Effects of Rail Increase 


_ The January issue of the “Survey of Current Business,” 
issued by the Department of Commerce, carries an analysis of 
the increased freight rates authorized by the Commission in 
Ex parte 162, Increased Railway Rates, Fares, and Charges, 
1946, and estimates of the effect of the increase on other car- 
riers and on the cost of commodities. 

Observing that, if motor carriers sought increases to make 
their rates comparable with those of railroads, the rail rate 
Increase would divert relatively little traffic to the common 
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carrier truckers. However, it said, some diversion would occur 
on a short-haul basis, particularly in cases where motor rates 
had heretofore exceeded the rail rates. It said diversion of 
traffic to contract and private truckers was likely to be some- 
what greater than to common carriers. 

In addition to revenue benefits on less-than-carload traffic 
and on traffic in high-rated materials and miscellaneous com- 
modities, the department said the trucks might expect either 
additional traffic or higher rates, or both, on certain other 
classes of commodities. On fresh fruits and vegetables, for ex- 
ample, short-haul trucking was likely to increase, it said, al- 
though the limitation of 13 cents a 100 pounds on the rail 
increase would keep most of the long-haul business on the rails. 
Greater trucking participation in hauling livestock and milk and 
cream might also be expected on short hauls, it said, adding 
that a similar situation prevailed with respect to canned foods 
and paper and wood pulp. While representing substantial ton- 
nage, it said, this diverted traffic would not seriously reduce 
revenue ton-miles of the railroads because comparatively little 
long-haul business would be lost to the trucks. 

In an analysis of the addition to costs as a result of the rail 
freight rate increase, the department said the increase, while 
substantial, would have a relatively small effect on total pro- 
duction and distribution costs since transportation costs con- 
stitute only a small part of the delivered prices of most com- 
modities. It estimated that the increase rate on cotton and the 
finished textiles together would probably add less than one 
cent to the retail cost of a shirt. The increase on wool and on 
woolen manufactures would add very little to the retail cost 
of a suit, it said. 

Increases for agricultural commodities would not in general 
effect any great change in the cost of production or the cost to 
the consumer, it said, citing less than one-third of a cent as the 
additional cost in New York of a can of fruit or vegetables from 
California. Ten pounds of potatoes from Maine to New York 
would cost about one cent more, it said, while ten pounds of 
oranges from Florida to Pittsburgh would cost about one and 
one-half cents more. It continued: 


The additional charges on manufactured commodities also will be 
small in comparison with the value of the finished product. On auto- 
mobiles, a commodity with relatively high freight rates, the range of 
increases for most shipments. will be between $5 and $20. This repre- 
sents, in most cases, less than one per cent of the delivered price to 
the consumer. 


The additional costs would be largest for heavy users of 
coal, low-rated products of mines, and various construction ma- 
terials that had a relatively low value in proportion to their 
weight, the department said. Utilities and industrial users of 
bituminous coal located at any distance from mines would have 
to pay from 25 to 30 cents more for each ton, it said, or, about 
5 per cent of the total fuel bill. 

The article was prepared by the transportation division, 
Office of Domestic Commerce. 


Rail Rate Increase Does Not 
Balance Outgo, Says White 


Neither the public nor railroad labor should be lulled into 
a sense of false security by the measure of relief which the 
railroads have recently obtained through the Interstate Com- 
merce Commission, Roy B. White, president of the Baltimore 
& Ohio Railroad, stated before the annual dinner of the Traffic 
Club of Pittsburgh, January 28. “However great and relieving 
the authorized rate increase is,” said Mr. White, “it does not 
accomplish the balance of income and outgo upon which ade- 
quate privately managed railroad service is dependent. In 
fact, the anticipated additional revenue to be derived from this 
rate increase will amount to less than one-half of the increased 
costs since 1939. I fear that the sufficiency of the rate increase 
is too likely to be measured by its ability to cover only the 
out-of-pocket increases in operating costs, and that its inability 
to provide returns on railroad investment necessary to restore 
and retain railroad credit has not been given the deserved 
considration its importance demands.” 

The best test of railroad credit and of investors’ willing- 
ness to put their savings into railroad plant is what investors 
are willing to pay for railroad securities, said the speaker. 
“Prior to the depression of the thirties railroad rates permitted 
investors to earn about 5 per cent on their investments. They 
readily responded by paying over par for stocks, and in the 
decade of the twenties invested over $6,000,000,000 in the rail- 
road plant.” 

In the 1930’s, continued Mr. White, investors got a return 
of only about 3 per cent, and were unwilling to pay higher 
than an average of 65 for railroad stocks, the railroad industry 
consequently suffering a reduction of $250,000,000 in the invest- 
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ment in its road and equipment. “A railroad industry stripped 
of the earnings necessary to attract new capital cannot pro- 
gress nor continue long as a private enterprise,” he said, adding 
that “the net railway operating income under the new rates on 
the business in sight for 1947 will be almost 50 per cent less 
than it was in 1929, notwithstanding the fact that the railroad 
plant, because of new money put into it since the th'rties, is 
today bigger by $2,000,000.000 of investment than in 1929, and 
the traffic to be handled is 100 per cent greater in passengers 
and 50 per cent greater in freight. 

“Shippers, railroad employes, and the whole public, in my 
opinion, have a supreme stake in so maintaining the income 
from railroad service that the part that is left for the invest- 
ors, after labor’s share and all else is paid, will be enough to 
induce them to continue to-pour new capital into the railroad 
industry,” he contended. 


Urges Curbs on Labor 


Turning to the labor problem, Mr. White said that “there 
is no fact of greater political and economic significance in the 
past generation of this country than the unprecedented growth 
in the organization and power‘of labor.” 

Both labor and industry should, “willingly or otherwise, 
assume the responsibilities to itself and to society that attach 
to man’s estate,” he said. “There is no reality to the claim of 
equality at a conference table or elsewhere when industry is 
bound by certain basic laws of our country while labor is 
expressly exempt from similar laws.” ‘ 

Questioning whether it would benefit labor to use its great 
power to force at this time another round of wage increases, 
Mr. White stated that the upward spiral of higher living costs 
and higher wages in this country could not safely be con- 
tinued. What is needed, said he, is “an honest, old-fashioned 


ame for all of us to work continuously for a long pe- 
riod.” 


Textile Makers Ask Narrowing of 
Transcontinental Rate Case 


Textile manufacturers in Virginia, North Carolina, South 
Carolina, Tennessee, Georgia, Alabama, and Mississippi, respon- 
sive to a suggestion of Commissioner Alldredge at a prehearing 
conference in No. 29663, Transcontinental Rail Rates, that 
parties submit changes they thought should be made in the 
list of commodities attached to the order instituting the pro- 
ceeding, an investigation into transcontinental rail rates compe- 
titive with intercoastal water rates (see Traffic World, Jan. 25, 
p. 257), have asked: 


(1) That the order of December 12, 1946, instituting this investi- 
gation be clarified by amendment specifically to provide that it does 
not involve rates in section 1 of item 4370 of Agent Kipp’s I. C. C. 
1524, Dry Goods, and corresponding item in Agent Kipp’s I. C. C. 1521. 

(2) That the order of December 12 be amended to narrow the scope 
of the investigation by eliminating from the commodities designated in 
Appendix A therecf, the following items: 

No. 4370—Cotton Bagging. 

No. 4574—Fabrics, Hose Cord, Tire Cord. 

No. 8070—Twine and Cordage. 


The petition was filed by American Cotton Manufacturers 
Association; North Carolina Cotton Manufacturers Association, 
Inc.; Cotton Manufacturers Association of South Carolina; 
Georgia-Alabama Textile Traffic Association; Cotton Manufac- 


turers Association of Georgia; and Alabama Cotton Manufac- 
turers Association. 


With reference to the Kipp item No. 4370, they observed 
that it was published in two sections, the first including about 
80 descriptions of various types of textile products under the 
general heading “Dry Goods’, section 2 of the item including 
four descriptions of cotton bagging subject to carload minimum 
of 40,000 pounds. 


Referring to a statement of the chairman of the Inter- 
coastal Steamship Association at the prehearing conference that 
all commodities in mentioned items were involved, the textile 
groups said the order of investigation was limited to the rates 
on cotton bagging, minimum 40,000 pounds, as described in 
section 2, there being no reference in Appendix A to the order 
to anything but cotton bagging and none to any of the approxi- 
mately 75 other descriptions on which less-than-carload and 
24,000-pound carload rates were published in section 1 of the 
item. 


The petitioners referred to other tariff items naming tex- 
tile products under the general heading of dry goods and said 
the trade practices of the textile industry had been accustomed 
to and adjusted in consideration of the general relation of the 
rates on the various descriptions, many of which, they said, 
were competitive one with the other. Any involvement of the 
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rates on the various articles as published in the first section of 
item 4370 would disturb and disrupt the general adjustment 
and probably have some effect on the rates of all other descrip- 
tions not involved in the scope of the investigation, they said. 

None of these rates, to their knowledge, had been estab- 
lished by the transcontinental rail carriers in relation to the 
intercoastal steamship rates, they said. After quoting rates 
prior to the war, and afterward, they said it was clear that 
“if the transcontinental rail rates were related to the rates via 
the Panama Canal they would be published to apply on ship- 
ments in any-quantity since the steamer rates so apply and 
also the any-quantity basis of rates is used from the southern 
mill points to the Atlantic and Gulf ports. However, the rail 
rates, using group K as an example, range from 65 cents to 
$1.11 higher on less-carload shipments than on carload ship- 
ments. These less-carload rates range from $1.87 to $2.33 
higher than the intercoastal rates and obviously bear no com- 
petitive relation thereto.” 

An investigation of the “many hundreds” of descriptions of 
textile products would require years, said the textile makers. 

The petitioners also asked that cotton bagging be elimi- 
nated from the investigation in view of the rate relationships 
between cotton bag manufacturing points in all sections of the 
country, saying it would be a waste of time and public funds 
of the taxpayers to consider in an elaborate investigation any 
adjustment of rates that would reflect increases of the nature 
indicated by the formula suggested by the steamship lines at 
the pre-hearing conference. The existing basis of rates had been 
in effect for many years, they said, and that its long mainte- 
nance created a presumption of reasonableness. The rail rates, 
they said, were materially higher than those of the intercoastal 
carriers. They cited a rail rate from origin group K, the Car- 
olina mills, to the Pacific Coast, of $1.81, and an intercoastal 
steamship rate from Atlantic to Pacific ports, including Ex 
Parte 162 increase, of 78 cents a pound, making the rail rate 
232 per cent of the water rate. This was obviously not un- 
reasonably low and did not reflect an abuse by transcontinental 
rail carriers of their managerial discretion to provide for 
rates necessary to permit the continued operation of cotton bag 
manufacturing plants in the west, said the petitioners. 

They advanced similar considerations of market relation- 
ships and rail and water rate relationships, in support of their 
contention that fabric, hose cord, tire cord, and twine or cordage, 
should be eliminated from the scope of the investigation. 


Potato Refrigeration Withdrawal 
East of Mississippi Protested 


Withdrawal of refrigeration ‘service for white potatoes 
originating in five southern states at points east of the Missis- 
sippi River as proposed in a note in supplement 20 of Agent 
J. J. Quinn, I. C. C. No. 25, effective February 10, has been 
protested by the National League of Wholesale Fresh Fruit 


and Vegetable Distributors, et al., the U. S. and Georgia depart- 


ments of agriculture, the South Carolina public service com- 
mission, et al., and the Growers and Shippers League of 
Florida, et al. 

The aforementioned league and United Fresh Fruit and 
Vegetable Association said there was proposed, under the title 
of “Note” prefixed by an increase symbol, in supplement 20 
of Agent Quinn’s perishable protective tariff No. 14, I. C. C. 
25, the following: 


On shipments of white potatoes originating at stations in Florida 
group B, Georgia group A, North Carolina group A, and Virginia group 
B, carriers will not supply refrigerator service at any point east of the 
Mississippi River and east-bank Mississippi River crossings, but when 
shipper supplies initial icing rule 240 charges will apply. Expires with 
September 30, 1947, unless sooner canceled, changed or extended. 


The league said the proposal was unlawful in that it vio- 
lated the requirement of section 1, paragraph (6) of part I 
of the interstate commerce act, and discriminated against ship- 
pers from the southern Atlantic coast states involved, as 
similar restrictions did not apply from competitive areas, as in 
the Mississippi Valley, the southwest, the midwest and west 
coast. The league continued: 


For the present, a further factor requiring refrigeration of white 
potatoes where conditions make it necessary, is the heavier than tariff 
minimum loading required by O. D. T. 18-A. Whereas tariff minimums 
required only 20,000 to 24,000 pounds, O. D. T. requires 30,000 pounds, 
and during seme periods 36,000 pounds and that by general permit and 
without any adjustment of the rates which were predicated on the low 
minimum. Thé heavier the load, the more field heat imprisoned in the 
ear and the greater need for the absorption of heat units to reduce 
decay, deterioration and bacteriological development. 


The Department of Agriculture said white potatoes pro- 
duced in the area to be restricted were known as early, im- 


Feb 


mat 
of v 
witl 
chal 


tim: 
pro 
owr 
par 


a 
lost 
sou 
inc 


con 
sta’ 
red 
pre 
in 1 


tha 
sca 
in | 
the 
to 

not 
sel 


wil 


con 
tio! 
pot 
tio: 
pot 


Marna DhoMDm @ 


—— 


~~ es 


pin mee Oe +n 








not un- 
tinental 
ide for 
ton bag 


elation- 
of their 
‘ordage, 


ootatoes 
Missis- 
f Agent 
as been 
h Fruit 
depart- 
ce com- 
agzue of 


uit and 
the title 
nent 20 
Lc 


1 Florida 
lia group 
st of the 
jut when 
ires with 
ed. 


t it vio- 
' part I 
ist ship- 
lived, as 
aS, as in 
nd west 


of white 
nan tariff 
ninimums 
) pounds, 
‘rmit and 
1 the low 
ed in the 
Oo reduce 


bes pro- 
rly, im- 





February 8, 1947 


mature potatoes and were harvested and shipped in the period 
of warm and sometimes rainy weather that loaded the potatoes 
with field heat and excessive moisture, this increasing the 
chances of deterioration and rot. 


U. S. Department Cites Losses 


“When protection from heat is necessary, at or during the 
time of shipment, such shipments should not be deprived of 
protection nor should shippers be required to furnish their 
own protection to the complete absence of liability on the 
part of the railroads,” said the department. 

It said it offered, to prove, through competent witnesses, 
if suspension were granted, that large sums of money were 
lost in periods of mandatory refrigeration prohibitions in the 
southeast by Commission service orders. It said the losses were 
incurred by both commercial operators and by the department. 

“Should the department, under the price support laws, be 
compelled to again purchase quantities of potatoes in these 
states, further losses to taxpayers may be eliminated or greatly 
reduced if the railroads are prevented from carrying out their 
present intention, but are instructed to comply with the act 
in the furnishing of refrigeration service,” said the department. 

The Georgia agriculture department said it was advised 
that Georgia potato growers intended to initiate on a large 
scale the practice of washing, drying and grading of potatoes 
in order to meet eastern competition. It observed that potatoes 
that had been washed and dried were much more susceptible 
to decay and deterioration than unwashed potatoes and could 


not be safely shipped for long distances without refrigeration 
service. It added. 


To deny Georgia shippers of refrigeration service on white potatoes 
will be to deny them access to the eastern markets under equitable 
competitive conditions. To deny Georgia shippers the use of refrigera- 
tion service on white potatoes when this service is made available to 
potato shippers in southern Alabama would be the grossest discrimina- 
tion and would work an untold hardship and burden upon Georgia 
potato producers. 


Railroad Facilities Discussed 


The South Carolina petitioners said they were informed 
that among reasons advanced by the railroads for justification 
for the proposed cancellation was the contention that facilities 
to perform this service did not exist and that extensive platform 
construction and elaborate track layouts to serve such platforms 
and for car-storage purposes, all involving an enormous expense, 
would be necessary. It added: 


The Charleston & Western Carolina Railway Co. operates an icing 
station on its line at Burton, S. C.; the Atlantic Coast Line Railroad 
Co. operates an icing station on its line at Florence, S. C.; the Southern 
Railway Co. (Fruit Growers Express) operates an icing station at 
Columbia, S. C.; and the Seaboard Air Line Railroad Co. operates an 
icing station at Hamlet, N. C., just north of the South Carolina line. 
These stations are used by the railroads in connection with refrigeration 
service on fresh meats, fruits, and other vegetables. Platforms and track 
layouts are already there, and these petitioners contend that these 
icing stations could refrigerate South Carolina’s white potato crop. 


The Growers and Shippers League of Florida and Florida 
Vegetable Committee said Florida was a large producer of 
white potatoes and in the 1945-46 season shipped 10,350 car- 
loads. Many of these potatoes, it said, were the extra early 
varieties, highly susceptible to deterioration and decay during 
transportation, unless shipped under some form of refrigeration. 


New Haven Fare Increases Petition 
Assigned for Hearings 


The Commission has docketed as No. 29678, Increased Pas- 
senger Fares—New Haven Railroad, and set for two hearings, 
a petition of the New York, New Haven & Hartford Railroad 
Co. for authority to increase basic tone-way fares in coaches tc 
2.5 cents a mile, in parlor and sleeping cars to 3.5 cents a mile, 
and to increase commutation fares by 20 per cent, interline one- 
way basic fares in coaches, parlor and sleeping cars, between 
Stations on the New Haven and stations on connecting lines to 
be correspondingly increased to reflect the increases on the New 
Haven (see Traffic World, Jan. 11, p. 98). 

In announcing two hearings, the Commission said interstate 
local and interline one-way railroad passenger travel and fares 
were considered to be sufficient different from interstate com- 
mutation passenger travel and fares as to warrant separate 
hearings in the best interest of the record, the parties, and the 
Commission. 

Hearing with respect to the proposed increased interstate 
local and interline one-way passenger fares and the minimum 
One-way fare was assigned for hearing before Commissioner 
Rogers and Examiner Burton Fuller, March 24, at the United 
States court rooms, Hartford, Conn., and with respect to pro- 
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posed increased interstate commutation passenger fares on 
March 27, at 641 Washington St., New York, N. Y. 

In petitioning for the increases, the New Haven trustees 
said they would produce, in 1947, additional revenue of about 
$6,570,000. They based their request, in part, on contentions 
that the New Haven depended for a larger portion of gross 
revenues from passenger service in comparison with other rail- 
roads so that the estimated average increase of 17.8 per cent 
for all railroads in the east as a result of the decision in Ex 
Parte 162, Increased Railway Rates, Fares and Charges, 1946, 
would be only 9 per cent of total New Haven operating reve- 
nues. 

The Commission’s notice observed it was further asked to 
modify its order of February 28, 1936, in Passenger Fares 
and Surcharges, 214 I. C. C., 174, as modified, sufficiently to 
permit the proposed increased and minimum interstate local 
and interline one-way fare, that order not embracing commuta- 
tion fares, and to authorize establishment of all of the proposed 
increased fares and the minimum one-way fare on 5 days’ 
seas and without suspension of the proposed commutation 
ares. 


D. of J. Asks Court Proceedings 
in Interstate Control Case 


The Department of Justice has asked the Commission to 
deny a petition of the respondents in MC F-2181, United States 
Freight Co.—Investigation of Control—Interstate Motor Freight 
System, and MC F-2224, A. S. Hickok—Same, for further hear- 
ing in which to introduce evidence of changed conditions (see 
Traffic World, Feb. 1). 

The department also asked the Commission to order court 
proceedings brought to enforce compliance with its orders, 
which required named respondents to divest themselves of con- 
trol of Interstate. In its last report in the proceedings, the 
Commission rejected an amended trust under which Interstate 
voting stock had been placed, in connection with a sale of Inter- 
state stock that left less than 50 per in the trust, as being in 
compliance with its order of -divestiture. The Commission said 
if, in its opinion, steps taken by the respondents did not comply 
with the order, the ultimate determination of the question was 
properly for the court in which proceedings might be brought 
to enforce the order. 

Referring to the petition for further hearing, the depart- 
ment said the proceedings were “replete with respondent’s 
reports, voluminous petitions and motions, trust agreements 
and amended trust agreements, informing the Commission of 
respondents ‘changed conditions’.” None of those “changed con- 
ditions” could affect the Commission’s reports and orders in 
the proceeding, it said, observing that more than two and a 
half years had elapsed since the Commission issued its order of 
divestiture, adding that “respondents have at no time complied 
with this order,” and that “the Commission has consistently 
disapproved and denied all attempts of respondents to evade its 
orders herein.” 


Protested Southern Shoe Rating 
Cancellation Not Suspended 


Southern Motor Carriers Rate Conference, in a reply to a 
joint petition. of the Atlanta Freight Bureau and the Nashville 
Freight Bureau, a petition of the Lynchburg Traffic Bureau 
and a supporting letter of the North Carolina Traffic League 
for suspension of schedules proposing to cancel, February 4, 
a column 70 rating on boots and shoes moving between points 
in Southern Territory and between southern. points and New 
England, says the 70 per cent exception rating is a subnormal 
basis published simultaneously several years ago with the 
publication of a similar rating by the rail carriers (see Traffic 
World, Feb. 1). 

The rail rating, said the conference, was part of “the 
depressed competitive adjustment usually referred to as the 
‘3.500 reductions’”. This reference is to the so-called Cook- 
Boyle exceptions, published by southern rail carriers in 1940 
and presently under fire by the Atlantic coastwise steamship 
lines. 

The conference said the basis of rates proposed on the 
traffic was the less-truckload classification rating of first class 
(Item 30, page 34 of Agent C. F. Jackson’s National Motor 
Freight Classification, MF-I. C. C. No. 15). It said that, prior 
to publication of the depressed competitive exception rating 
sought to be cancelled, the traffic had moved on the classi- 
fication rating. It was a type of traffic, particularly in less- 
truckload quantities, that properly should move on the classi- 
fication basis, being traffic of high value and light density, 
said the conference. 
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It said because of the light and bulky character of the 
traffic, its high value, and unfavorable loss and damage ex- 
perience, certain of its member carriers had already cancelled 
application of the third class less-truckload rating on this 
traffic for their account*and were “today” applying the classi- 
fication basis proposed. 

Among other things, the conference said certain protestants 
alleged that the proposed adjustment was discriminatory and 
prejudicial by reason of: the continuance of an exception rating 
on intrastate traffic: within certain of the southern states. 
The conference said it had no control over such intrastate 
rates. 

Furthermore, it said, protestants were in error with re- 
spect to the interstate exception ratings on the traffic in 
Florida and Georgia. The cancellation of the 70 per cent 
exception rating in Florida had been authorized by the Florida 
commission, order M-351, dated January 10, it said, and within 
Georgia had been approved by the Georgia commission, file 
6096, dated January 16. 


Protested Items Not Suspended 


The Commission voted not to suspend the items protested 
in Southern Motor Carriers Rate Conference, supplement 5, 
MF-I. C. C. No. 399, and supplement 46, MF-I. C. C. No. 363, 
effective February 4. 


N. I. T. League Joins Motor Carrier 
Appeals in Forwarder Case 


The American Trucking Associations, Inc., through its at- 
torney, Samuel Earnshaw, has filed with the Commission an 
appeal from the examiners’ rulings in No. 29493, Freight For- 
warders—Motor Common Carriers, Agreements, denying leave 
to file a late-filled exhibit and a motion to incorporate certain 
- in way record of the proceeding (see Traffic World, January 
18, p. 174). 

The A. T. A. said its appeal was made to the following 


rulings of the examiners made in Washington the week of 
January 6: 


1. Motor-carrier counsel asked that the freight forwarders be di- 
rected to make available to the motor carriers after the close of the 
hearing the completed ‘‘2-A Form’’ reports underlying exhibits 50 and 
79 for the purpose of enabling them to compile data and submit a late- 
filed exhibit showing the consist and classification of the freight-for- 
warder traffic moving by motor carrier shown thereon. This request 
was denied. : 

2. Motor-carrier counsel at the same time requested leave to file 
such a late-filed exhibit showing description of shipments, commodity 
and rating as determined from the information shown on such forms. 
This also was denied. 

3. Motor-carrier counsel further, upon the final denial of the two 
previous requests, moved that the hearing be adjourned for one day in 
order to permit the motor carriers to prepare and submit subject to full 
opportunity for cross examination a satisfactory abstract of such form 
2-A reports, which the freight forwarders had agreed to make available 
during the pendency of the hearing. This would have permitted the 
Commission to have physically in the record the full information with 
regard to consist and classification of traffic which these form provide, 
at least for the purpose of ruling on the evidence, but this motion was 
again denied over the strenuous protest of the motor carrier counsel. 


All of these rulings, said the A. T. A., were in error. It 
asked the Commission to sustain the present appeal and remedy 
the situation in a practical way by making the offered materials 
part of the record available to all parties for such use as they 
might desire to make at later stages of the proceeding. It said 
it did not insist on another hearing, although it did take the 
position that the matters involved were of such vital importance 
to the proper determination of the case that if the Commission 
should believe that a further hearing was a prerequisite to their 
treatment as evidence, such hearing should be ordered rather 


than let the materials be excluded from the record. A. T. A. 
added: 


It was the freight forwarders’ objections dircted both to procedural 
considerations and to the weight of the data involved, and their refusal 
to cooperate by facilitating the production of their own material for 
record purposes, which makes the present motion necessary. There can 
be no objection either to the competency or relevancy of the proferred 


evidence to the extent it simply reproduced material from the forward- 
ers’ own working papers. 


A. T. A. said it was participating in the case primarily to 
assist in fully developing the record, for the benefit of all types 
of motor carriers handling general freight. 

It described the excluded material as valuable because 
showing a cross-section of one important phase of the forwarder 
traffic picture. It said the data, although confined to traffic 
delivered by motor carriers to forwarder docks in weight drops 
of 1,000 pounds or more, and referred to by the forwarders as 


TRAFFIC WORLD 


“regular service,” was the only detail of this kind anywhere 
available. 


N. |. T..L.’s Appeal and Motion 


The National Industrial Traffic League has joined the 
A. T. A. in its appeal and motion seeking to overcome rulings 
of the presiding examiners in No. 29493 that “would preclude 
consideration by the Commission of important information 
bearing on a substantial question in the case from sources 
readily available.” 

The N. I. T. League said the examiners’ ruling excluded 
important evidence that was material and relevant and “while 
not conclusive, is highly persuasive.” It continued: 


For the Commission to refuse to examine such data or to exclude 
the results from the record, would fall short of a full, orderly and com- 
plete ascertainment of the facts from all reasonably available sources. 

The rulings of the examiners were based on objections and dis- 
cussions of somewhat controversial nature and were within the discre- 
tion of the presiding officer. Nevertheless the league submits that 
American Trucking Associations is right in urging that the evidence is 
relevant, competent and highly material and to exclude it is error. 


The N. I. T. League observed that the investigation in 
No. 29493 was instituted as the result of the passage of the 
amendatory act of February 20, 1946, and “responsive to the 
thought broadly expressed” in the congressional committee 
reports that the Commission should investigate fully and de- 
termine a permanent and satisfactory solution of the problem 
of the form of compensation to be paid by forwarders when 
utilizing motor common carrier services under agreement. 

“It seems obvious,” said the N. I. T. League, ‘‘that’ the 
investigation of facts should be thorough, that no source of 
information readily available should be ignored and that all 
parties should be encouraged in fair and reasonable efforts to 


develop every important fact and every significant phase of the 
subject matter.” 


Opposes “Divisions” as Compensation 


The league said it supported the motor carriers to the 
extent of urging just and sufficient compensation to them for 
services rendered in connection with forwarder traffic and par- 
ticularly to insure against revenue deficiencies on such traffic 
that must be made up by higher charges on other motor traffic. 

“The league supports the freight forwarders to the extent 
of recognizing that for any functions performed for shippers, 
freight forwarders should have proper arrangements to be 
able to utilize the services of the motor carriers on an equality 
—circumstances considered—with other users of the motor 
carriers, and is opposed to divisions as the form of compensa- 
tion,” said the N. I. T. L. 

“One important fact in the case is the character of the 
traffic which the freight forwarders handle for the public. In- 
disputably their tariffs, rates, and services are limited to 
higher-rated traffic. To and from some points they handle only 
freight rated first class or higher; to or from other points they 
handle freight rated second class or higher; to and from some 
ae they handle traffic of lower classes, as low as fourth 
class.” 

The N. I. T. L. said Giles Morrow, executive secretary of 
the Freight Forwarders Institute, presented an exhibit at New 
York hearings purporting to show from a survey made by the 
forwarders an average of 73.17 per cent of first class, as re- 
flecting the average rating of forwarder shipments “at repre- 
sentative stations” on a given date. The league said it now 
appeared from examination of portions of data later assembled 
by the forwarders and made available to the A. T. A., that the 
average rating of forwarder traffic was probably much higher 
than claimed by the freight forwarders, particularly by Mr. 
—-. and was apparently more than 85 per cent of first 
class. 

Such information with respect to the average rating of for- 
warder traffic, said the N. I. T. L., was significant in deter- 
mining what might be a just basis of compensation and for its 
bearing on the league’s contention as to the fundamental status 
of forwarders and the functions they rendered. It continued: 


The railroads completely and motor carriers very generally do not 
confine their service to select traffic but serve the public in the trans- 
portation of all freight for which they have facilities. The’ foregoing 
evidence bears out the contention that the freight forwarder picks and 
chooses; that he does not hold himself out to, nor in fact transport any 
and all freight, but usually only two or three classes and sometimes 
not lower than first class. Therefore, the forwarder might be regarded 
as one undertaking to give consignors and the public the benefit of 
rate savings (or improved service) which can be accomplished by using 
the facilities furnished by common carriers and paying them their 
regular charges. The forwarder in that. respect is essentially a shipper 
in his relation to physical carriers. 


Forwarders’ Association Replies 


The Freight Forwarders’ Institute, replying;to the appeal 
and motion of the A. T. A. in No. 29493, said that while the 
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forwarders were willing to disclose to the Commission the av- 
erage classification of their traffic, they were opposed to the 
A. T. A. request for the following reasons: 


(1) Witness Morrow’s exhibit No. 6 was designed specifically to 
show the average classification of forwarder traffic. This exhibit was 
based upon 42,466 shipments representing 17,820,284 pounds of freight, 
and shows that the average class of this traffic was 73.17. 

(2) The data to which American Trucking Association seeks access 
covers only 7,994 shipments, representing 4,569,200 pounds and is con- 
fined to movements of 1,000 pounds or more. It therefore, would be less 
representative than the information submitted in exhibit 6. 

(3) The data to which the American Trucking Associations seeks 
access was not designed as a classification study and could not be re- 
rated by A. T. A. with sufficient accuracy to be entitled to any proba- 
tive vaiue. 

(4) To properly rerate the subject data would require several 
months and would contribute little, if any, additional information. of 
value to justify this delay. 


The forwarders asked that the motions of the A. T. A. and 
the N. I. T. L. be denied and the examiners’ ruling affirmed. 

They said counsel for the A. T. A. ‘‘appears to attribute an 
inordinate significance” to the average classification of for- 
warder traffic. They added: 


While we concede that this factor, among others, has some relevance 
to this proceeding, we do not view it as outweighing or even equalling 
in importance many of the other factors to be considered by the Com- 
mission. Nevertheless, in an effort to place before the Commission all 
relevant information, a special study was undertaken ‘by the forwarders 
for the express purpose of determining the average classification of 
forwarder traffic. This study covered all shipments +illed on July 3, 
1946, by 12 of the largest freight forwarders at 13 principal billing 
stations. The information obtained was presented by Witness Morrow 
in his exhibit 6.... 


S. M. C. R. C. Submits Proposed Findings 


The Southern Motor Carriers Rate Conference, in No. 
29493, has filed with the Commission suggested findings and 
proposed order in the proceeding in compliance with a request 
made by the examiners at the Washington hearings. The con- 
ference suggested that the Commission should find: 


(1) That the circumstances surrounding the handling of freight- 
forwarder traffic are so different in different territories that no general 
regnuiation covering the entire country can be devised. 

(2) That there is no appreciable amount of traffic moving by motor 
common carriers for freight forwarders in assembling and distribution 
service, or between concentration points and break bulk points in 
Southern Territory. 


(3) That there is no evidence to justify respondent motor common 


-carriers granting to freight forwarders any different charges on traffic 


moving in assembling and distribution service than those published in 
their tariffs for similar service for the use of shippers generally. 

(4) That there is no evidence to justify respondent motor carriers 
granting to freight forwarders any different charges on traffic moving 
between concentration points and break-bulk points in truckload lots, 
than those published in their tariffs for similar service for the use of 
shippers generally. 


The S. M. C. R. C.’s proposed order, after suggesting a form 
covering the scope of the investigation, proposed that the pro- 
ceeding be discontinued. 


A. T. A. Asks More Time for 
Safety Recommendations 


The American Trucking Associations, Inc., has asked the 
Commission to extend from February 1 to May 1 the time for 
filing recommended changes in the present motor carrier safety 
regulations, as required by the Commission’s order in Ex Parte 
MC-40, In the Matter of Qualifications and Maximum Hours of 
Service of Employes of Motor Carriers and Safety of Opera- 
tions and Equipment (see Traffic World, Dec. 14, 1946, p. 1567). 

The A. T. A. said the time permitted was not sufficient be- 
cause of the number of motor carrier interests to be consulted, 
and because it proposed the following program in an effort to 


present “the best possible recommendations” for revision of the 
regulations: 


(a) The development of recommended changes by our I. C. C. 
Safety Regulations and National Equipment and Maintenance Com- 
mittees. : 

(b) The circulation, for review and comment, of proposed revisions 
developed by the committees referred to in (a) above to state trucking 
associations, A. T. A. Safety and Operations Section committees, and 
State Equipment and Maintenance Committees, . 

(c).The final drafting of specific industry recommendations re- 
garding revisions in the motor carrier safety regulations and the 
presentation to the Commission of such recommendations. 








Recommended revisions based on a hurried consideration of 
a small segment of the industry would not serve to promote the 
safe operation of motor vehicles, the A. T. A. said, and repeated 
that it desired to submit recommendations for revisions only 
after ‘‘the studied consideration thereof by as large a cross- 
section of our industry as it is possible to obtain.” 





Use of New England Motor Cost 
Data Subject to Exceptions 


Use of data of 9 out of 1,700 motor carriers said to con- 
sist practically of a “spot check.” Motor carriers object 
to recommended prescription of maximum rate order, 
one group contending that what was needed was a 
minimum order. New York City area recommenda- 
tions also criticized 


Objecting to the weight given cost of service, to the use 
of cost data submitted for 19 of a group of about 1,700 motor 
carriers and used by the cost section of the Commission’s Bureau 
of Transport Economics and Statistics, and to the prescription 
of maximum rates for the future, motor carriers and the Port of 
New York Authority have filed exceptions to the proposed 
report of Examiner Paul Coyle in Ex Parte MC-22, Motor 
Carrier Rates in New England. 

In that proceeding, the examiner, on further hearing re- 
spect classifications and class rates of motor common carriers 
(1) between points in New England and (2) between points 
in New England, on the one hand, and points in eastern New 
York and northeastern New Jersey, on the other, recommended 
that present classifications be continued and that present class 
rates be found unreasonable to the extent they exceeded those 
at the basis of a maximum reasonable class rates to be pre- 
scribed for the future (see Traffic World, May 18, p. 1485). 

The New England Motor Rate Bureau, Inc., filed six ex- 
ceptions to the report and, in a second volume, the class rates 
it proposed. The bureau, in a discussion of the New England 
motor rate system, said it was developed “because of recogni- 
tion in the beginning of regulation that the railroad rate struc- 
tures was not suitable for truck transportation.” As a result 
of their experience, it said, motor carriers developed a classi- 
fication of commodities with density as a primary classification 
characteristics, with rates directly related to the costs of trans- 
porting articles of varying densities. The bureau said that “it 
was a business objective that each load during each day pay 
its cost plus a measure of profit,” with variation in cost be- 
tween loads assembled through numerous pick-ups of small 
quantities with those loaded at a consignor’s platform and 
transported directly to destination an operation factor to be 
recognized. These considerations, said the bureau, had shaped 
the development of breakdown rates and the principle of cost 


plus profit that were synonymous with New England rate 
making. It continued: 


To achieve this end, it became necessary to distribute all of the 
costs so that they would be properly reflected in each weight group and 
for all mileages. As will be shown later, no system average could 
achieve this result. No system of cost distribution which does not 
recognize the factors of distance and time, or as otherwise stated costs 
per hour of operation and per mile of operation, can fairly reflect busi- 
ness expense in a general system of rates for carriers of all types, 
including those with long and short operating routes. 

The hour and mile formula. . . is well known to all New England 
carriers. The rate system directly based thereon has been in use for 
approximately twelve years. In excess of two-thirds of the traffic moves 
on these cost class rates. . . . Although New England carriers are sub- 
ject with all other business to the violent economic changes which have 
occurred over the past decade, their rate system could not have been 
used successfully unless fundamentally sound. 


The bureau excepted to the conclusion that an operating 
ratio of 93 per cent was a proper standard to measure the 
rate level of class rate traffic; with the level of charges set 
forth in an appendix to the examiner’s report; with refusal 
of the examiner to recommend arbitraries stated in terms of 
constructive distances and applicable to freight movements 
from and to Cape Cod points and Staten Island; with the ex- 
aminer’s objection to one scale of rates for expedited service 
and one for non-expedited service; to the distance scale of 
rates and arbitraries proposed by the examiner and conclusions 
as to rates between the New York City area and New England 
points; and to the examiner’s use in part of the cost section’s 
expense data in the construction of his recommended scales. 

The prescription of maximum rates, said the bureau, would 
defeat the purpose assigned by the examiner—to eliminate 
incongruities, preference and prejudice. It was opposed to the 
maximum rates recommended by the examiner, it said, because 
(a) the proposals were too low to be so treated, (b) such pre- 
scription would defeat the purpose for which the examiner 
recommended the rates, (c) the discrimination sought to be 
removed would be more effectively treated by use of straight- 
line mileages between origins and destinations and as to which 
prescription of a rate level added nothing; and (d) such a pre- 
scription was not sufficiently flexible to meet special circum- 
stances of which, the bureau said, there were a number. What 
would ultimately be needed, the bureau asserted, was “mini- 
mum, not maximum, rates.” 
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The bureau said the conclusions of the cost section, even 
as modified by the examiner, were not valid as bases for motor 
carrier rates within New England and that the New England 
cost methods should be approved. It said it criticized “severely” 
the distribution of expense as 90 per cent out-of-pocket cost and 
10 per cent constant cost, asserting that an 80 per cent and 20 
per cent division was more consistent with fact. 

After detailed criticism of the cost section’s methods of 
figuring cost, the bureau said the ultimate aim of the Com- 
mission and the carriers was to apply techniques of cost. deter- 
mination that achieved a reasonably correct result and espousal 
of one system or other “should not turn on the pride of inven- 
tion... .” The cost system to be used should be simple, it said; 
should be a system carriers could apply in testing their own 
operations; should have successful application over a long 
period of time; should allocate to each subdivision of expense 
those assignable thereto and not take refuge in averages; its 
underlying data should be derived from many and different 
sources and not from a few carriers of a particular class or size; 
and there should be a complete absence of hypothesis. 

“It is clear that there is no better agency for the finding 
of costs than the men who actually conduct business and who 
are hence able to interpret their experience and test conclusions 
in the conduct of actual business,” said the bureau. “The cost 
section’s study fails to meet each of the enumerated require- 
ments for a proper method of cost finding.” 

The bureau urged that any rates approved hy the Commis- 
sion be tested by a traffic study to be made by all of the 
carriers and its results evaluated before final approval. In con- 
clusion, the bureau asked, in addition to the requests afore- 
mentioned, that the classification ratings and rules it proposed 
be prescribed as just and reasonable minima and rates approved 
be prescribed as minimum rates, together with the classification 
of commodities; that certain general class rate exceptions be 
ordered cancelled; that the import and export arbitraries ap- 
proved by the examiner be increased by 15.587 per cent. 


“Old and Bewhiskered” Proceeding 


After tracing the development of the New England motor 
rate system, and the progress of the instant proceeding, in sup- 
port of its assertion that the proceeding should be discontinued 
without definitive order, and relating the impact of the war on 


motor carrier operations, the Eastern Motor Freight Conference, 
Inc., said: 


In a background of this kind it is almost unimaginable that the 
Commission would see in the present situation anything requiring it 
now to make in this particular old and bewhiskered dormant investiga- 
tion proceeding a definite order of any kind. Its proper attitude should 
be one of determined purpose simply to discontinue the proceeding. 


It excepted, also, to the omission of the examiner to recom- 
mend a reharing based on the fact that the record had become 
stale in legal contemplation, and to the “apparent assumption” 
of the examiner that because the record, by stipulations, allowed 
the Commission to take into account annual and quarterly re- 
ports of respondents as to gross receipts and expenses since the 
date of the last hearing, that circumstance alone causes the 
record not to be stale for the purpose of a territorial-wide max- 
imum rate order. é 


It further excepted to the recommendation that the Com- 
mission exercise the authority of prescribing maximum class 
rates; that the Commission might and should prescribe maxi- 
mum class rates to be governed by some kind of freight classi- 
fication not itself recommended by the examiner for prescription 
by the Commission; to the “inflexible mechanist'c method” of 
rate-making the examiner recommended; to weight breakdowns 
recommended, leaving to the parties to set forth different break- 
downs, but limiting choice of respondents to a different distribu- 
tion of the total traffic burden only as between weight groups 
and to the extent of a redistribution of “profit margins”; to the 
conclusion that certain dissimilar rates for equal distances and 
equal rates for dissimilar distances would create a condition of 
undue preference of the larger cities and undue prejudices. 

The conference excepted to the recommended conclusion 
that the only method of making available reasonable class rates 
not unduly preferring some shippers and localities to the undue 
prejudice of others would be the prescription of maximum rea- 
sonable rates and his further thought that avoidance of undue 
prejudice and preference might be accomplished only by relating 
a maximum mileage class rate scale to short highway distances. 
That, it said, would be an error of law because it rested on 
nothing more than assumption. Moreover, it said, as the exist- 
ing motor carrier rates in New England were not presently 
based on “short line highway distances” and there were no facts 
of record that would enable the conclusion to be reached as to 
the revenue consequence of such a “drastic change-over” as the 
examiner recommended, the recommended conclusion would be, 
in law, it said, arbitrary. 

In conclusion, the conference said if it should be the dis- 
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position of the Commission to make a definite maximum rate 
order, it submitted there was no proper reason for doing so, the 
record being “altogether too stale to be used for any such pur- 
pose, and the particular order recommended by the examiner 
would rest upon no substantial legal foundation presently avail- 
able to the Commission.” 


A. T. A. and Middle Atlantic Conference 


The American Trucking Associations and the Middle At- 
lantic States Motor Carrier Conference alleged five errors in 
the examiner’s proposed report. Those organizations said they 
took part in the case not because of their desire to influence the 
exact form and level of the rates to be applied intraterritorially 
within New England, but because of the vital matters of prin- 
ciple involved. These entered at three vital points, they said: 
Classification, cost-finding, and the relationship of costs to rates. 
After quoting the national transportation policy and the “rule 
of rate-making” in section 216(1) of the interstate commerce 
act, they said: 


We firmly believe and earnestly submit that before each and every 
part of the standard-prescribing language quoted is applied, in New 
England or elsewhere, or to any substantial part of the land-carrier 
rate structure in this country, the Commission must have at its com- 
mand, not only adequate relevant and current facts on carrier traffic, 
earrier operations and carrier economics as they pertain to the par- 
ticular situation at hand, but also the clear light of principle—as to 
classification, as to costs, as to rate-relationships—which these inter- 
veners have striven to help develop of record in this and other general 
cases before the Commission. 


The Commission should sustain these exceptions in toto, and cor- 
rect and modify the report accordingly. 


The exceptions were stated as follows: 


1. The report errs in implying mandatory use of a particular clas- 
sification and in incompletely describing the classification situation as 
it pertains to the present issues. 

2. The report and order erroneously adopt and apply Dr. Edwards’ 
cost basis for rates without appropriate allowance for patent errors in 
cost method embraced therein. 


3. The report and order err in proposing class rate scales based 
on an assumed operating ratio, before income taxes, of 93. 

4. The report and order err in holding, with reference to the pro- 
priety of certain arbitraries: ‘‘Not every condition confronted by the 
motor common carriers can, or should be reflected in their rate struc- 
ture. Their rates should be fixed with relation to average load factors 
prevailing in general areas, and all points accorded rates based on 
actual, rather than constructive distances, except in unusual instances 
such as in the case of movements to and from Staten Island. The addi- 
tion of constructive distances to and from the Cape Cod and Long 
Island points should not be approved,’’ 
report denominates as ‘‘so-called expedited service’’ rates. ... 

5. The report and order errs in proposing prescription of scales 
of maximum rates. 


Port of New York Authority Exceptions 


The Port of New York filed six exceptions to the proposed 
report, each of them:bearing on the treatment accorded the 
New York City area. It excepted to the statement of what it 
said were described as higher terminal costs in the New York 
City area; to the conclusion of the examiner that shippers 
should be required to pay the higher level of rates to and from 
that area; to the recommended finding that would establish the 
New York-New England scale as a reasonable structure of rates 
for application to and from the New York City area; to the 
proposal to impose on traffic from and to Staten Island rates 
made on basis of a distance inflated by 18 miles; to conclusions 
as to the redefinition of the boundaries of the subdivisions of 
New York City with reference to which the examiner proposed 
that the matter be left to the carriers; and to the recommenda- 
tion that would impose on shipments received at or delivered to 
piers in the New York City area certain arbitraries to be “added 
to the rates prescribed to other points in the subdivisions in 
which the piers are located... .” 

The basic error in the report, said the port authority, was 
attributable to the application of incomplete and unrepresenta- 
tive accounting detail, disregarding settled principles of cost 
finding and ignoring considerations of rate making that were 
entitled to dominant weight. It objected to the use of operating 
data of nine carriers of the numerous carriers operating from, 
to and within the New York-New England group, saying the 
examiner proposed that the operations of “hundreds of motor 
carriers” within the same area must be conducted at the rates 
determined according to the treated operating costs of those 
nine carriers. 

It characterized as assumptions a number of elements 
relating to costs and said: 


Protestant asserts without fear of successful contradiction that 
there is no substantial evidence on this ‘record that the cost of service 
as applied to the great body of traffic within the New York-New Eng- 
land area is higher or iower than the cost from, to or within other 
regions, or any substantial evidence of what the true respective costs 
may be. The reliance upon what is hardly more than a jspot check and 
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a resort to assumptions to broaden the study and modify its deficiencies 
serves only to demonstrate the invalidity of the results upon which the 
recommendations of the proposed report to which exception is taken 
are predicated. . 


In connection with the contention that the Commission had 
never undertakén fo fix divergent scales of line-haul motor 
carrier rates on basis of differing terminal operations, the port 
authority said, at one one, that “terminal operations are a part 
of the complete transportation service and it may be observed 
that without the freight from and to the major traffic generating 
centers. such as the New York district the transportation ex- 
penses per unit of traffic at other points would be substantially 
increased.” f 

The port authority also objected to arbitraries on import 
and export traffic, saying the examiner ignored evidence of 
record showing that they were not justified. Delay and con- 
gestion at piers were not the rule, it said. 

Saying it had adhered consistently to its position that, 
within the familiar limitation of the grouping principle, the 
New York metropolitan area should be treated as a single rate 
group and that the same rate should apply between that area 
and points in New England based on the short-line distance 
principle approved by the examiner, the port authority said the 
definition of zones should be decided in the present proceeding 
and not left to the carriers. It defined three zones, 20 miles, 
30 to 40 miles, and 30 to 50 miles from the New York City line, 
and attached a map showing those zones. 


Shipper Committee Files Exceptions 


The Middle Atlantic Shippers’ Motor Carrier Committee 
“MC-22 Subcommittee” has asked the Commission, in connec- 
tion with its exceptions to the proposed report in Ex Parte 
MC-22, to “order for the future a retention of the present 
classification system and rate structure with the proven weight 
breakdowns of 6,000, 12,000 and 20,000 pounds and that maxi- 
mum class rate scales be prescribed which would reflect the 
full costs as determined by the cost section’s study plus a 
reasonable return.” The subcommittee suggested that a reason- 
able return would be a uniform increase of 5.3 per cent over 
full costs which, it said, would provide an operating ratio of 
95 and a return on investment of 7.9 per cent. 

The committee said the examiner in recommending the 
further refinement of “the under 6,000 pounds group” cited the 
difference in cost as between shipments under 2,000 pounds 
and shipments from 2,000 to 5,999 pounds, offering as justifica- 
tion the substantial savings to the shippers that would result. 
The rates prescribed, however, it said, did not reflect any 
savings, “substantial or otherwise.” After citing rates set forth 
in an appendix to the report, the committee said the increase 
provided for shipments under 2,000 pounds was more than twice 
the cost differential, “resulting in a disparity which is seemingly 
unwarranted.” It observed that, in 1936, the New England 
Motor Rate Bureau had published a tariff showing seven break- 
downs under class 5, but had, in two supplements, reduced 
the breakdowns to the present basis of four, adding that “the 
numerous breakdowns were found to be cumbersome and im- 
practical.” 

“Of significance to shippers,” said the committee, “is the 
fact that the end result of each of these levelings was generally 
the use of the highest rate of the former breakdown groups 
for the new grouping.” ® 

Among other things, the committee said the prescribed 
scales so greatly exceeded costs that they appeared to be be- 
yond the maximum zone of reasonableness. As to the predica- 
tion of class rates on average costs, the committee said, in 
part: : 


If motor carrier rates are to be dependent upon cost of service, 
there can be no better criterion than average costs. As Examiner Coyle 
observed, it would be impractical to determine costs and fix rates on 
individual commodities via each and every carrier. It is believed that 
the study made by the cost section was impartial and comprehensive 
and that the costs so determined plus a reasonable return should fix 
the maximum class scales for the areas involved in this proceeding. 


The Committee said the “ad interim” approval of the 
present classification was reasonable. ‘It also said the proposed 
scale of rates set forth in an appendix to the report was too 
high even as a maximum. 


Department of Agriculture 


The Department of Agriculture said the Commission should 
(1) clarify or. reverse the findings of the examiner so as to 
preserve the existing rate relationships between certain agri- 
cultural, dairy, and packing house products and other com- 
modities generally, and (2) pending consideration of the general 
matter of classification ratings, prescribe as maximum reason- 
able rates on shipments weighing less than 6,000 pounds no 
greater than those suggested by the New England Motor Rate 
Bureau. 
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The department said it found no fault with the suggestion 
that classification ratings be deferred and considered in MC 
C-150, Motor Carrier Class Rate Investigation, or the division 
of the involved territory into the three proposed areas. It 
said its position was temporary in character and taken only 
pending consideration of cla$sification ratings in MC C-150. 

As to the rate relationships, the department said the ex- 
aminer had failed in the proposed scale of rates to indicate 
if present relationships were to be maintained for future appli- 
cation, adding that failure to do so might have been an over- 
sight on the part of the examiner. The record in the instant 
proceeding did not justify elimination of the referred-to re- 
lationships, it said. 

The department said the rates proposed by the examiner 
on shipments weighing less than 2,000 pounds were unreason- 


. ably high and unwarranted by the record made in the proceed- 
“ing. Apparently, it said, they were based almost wholly on 


exhibits and testimony introduced by a member of the Com- 
mission’s staff who had conducted cost studies of “only 17 
motor common carriers operating in the involved territory.” 
The rates substantially exceeded those suggested by the motor 
carrier bureau, the department said, and that sufficient em- 
phasis had not been placed on its suggested scale of rates for 
shipments weighing less than 6,000 pounds. Those rates, it 
said, were based on exténsive cost studies of a much more 
representative group of carriers than was involved in the 
Commission’s study, on which, it said, “the examiner apparently 
relied so heavily.” 

“In the circumstances,” it said, “the Department of Agri- 
culture is convinced that the weight grouping proposed by the 
examiner applicable on fourth-class and fifth-class shipments 
weighing less than 2,000 pounds should be eliminated and rates 
prescribed which are no higher than those suggested by the 
bureau on shipments weighing less than 6,000 pounds.” 


Irregular Route Carrier Problem 


H. B. Church Truck Service Co. said that, if the examiner 
sought to include the rates of the irregular route common 
carriers, an oral argument was requested, observing that the 
matter of prescribing maximum rates for such carriers was of 
such great concern to it that it wanted to point out the Com- 
mission had virtually no cost information before it that would 
properly reflect the cost of moving property by this class of 
carrier, other than the costs submitted by it. 

Before issuance of such an order, it said, the Commission 
should know whether or not the present rate structure of 
the irregular route common carriers was just and reasonable 
and whether or not the several types of transportation service 
rendered by the industry were being performed by the best- 
fitted carrier. The shipping public wanted and had the right 
to have available such a service if it was best fitted and neces- 
sary to produce the greatest economy in line with their “par- 
ticular business needs,” said Church, adding that “certainly 
nothing should come out of this case which would make it 
impossible for irregular route common carriers to continue 
in business.” : 

Before a just and reasonable rate structure could be pre- 
scribed for those carriers, said Church, it was necessary that 
the Commission give first consideration to carrier classification, 
having itself created the classification under which their cer- 
tificates were issued and having set up the restrictions and 
differences distinguishing them from regular route common 
carriers. A maximum rate order including the same class 
rates for both classes of carriers would destroy the Commis- 
sion’s own objectives and nullify its own findings, said Church. 

Church said the cost scales developed by the cost section 
did not reflect the cost of moving property by irregular route 
common carriers, and that these cost scales were the basis 
of the rates recommended by the examiner. A maximum or 
minimum rate order including the rates for all classes of car- 
riers would not be in the public interest and would, in effect, 
“compel one class of carrier to retire from the field of com- 
petition,” it said. i 

Church related its exceptions to the examiner’s statement 
that no separate bases of rates should be maintained for so- 
called expedited service. It said the expedited service of regu- 
lar route common carriers at rates substantially higher than 
those just and reasonable for regular route operations was 
necessary, adding that “the maintenance of this type of service 
continues and preserves one of the inherent advantages of truck 
transportation.” 


RATE ON MECHANICS’ HAND TOOLS 

A carload rate; eastbound and westbound, for mechanics’ 
hand tools, n.o.s., in boxes, has been approved by the western 
railroads for publication in Transcontinental Freight Bureau 
Tariffs, Sup. 22 to tariff 1-Z and Sup. 43 to tariff 4-W, effective 
February 15, 1947, the bureau has announced. A rate of $1.65 
subject to minimum weight of 30,000 pounds is called for. Sec- 
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tion 2 of the above tariffs would be amended by adding the fol- 
lowing commodity description reading: ‘Tools, mechanics’, 
hand, n.o.s., in boxes. Rates do not apply on mechanics’ tools 
in chests or cabinets unless boxed; neither do rates apply on 
scientific tools or surgical instruments. Rates also apply on 
shipments in boxes with flat display boards.” 

The carload rate on hand tools was sought by E. H. Burt- 
— — manager, Toledo Pipe Threading Machine Co., 
Toledo, O. 


Carrier Domination of Motor 
Freight Bureau Charged 


Charging that “those few motor carriers who dominate the 
Middlewest Motor Freight Bureau” ignored the protests of traf- 
fic men and “rode rough shod” over the protests of member 
carriers, in connection with increased rates, the Traffic Bureau 
of Sioux Falls, S. D., has asked the Commission to suspend the 
bureau’s master tariff No. 1030-B, MF-I. C. C. No. 74, and all 
connective link supplements, published to become effective Feb- 
ruary 21. 

The bureau also said it believed the refusal of the Commis- 
sion to suspend previous general increases had denied to ship- 
pers the protection they were entitled under the interstate 
commerce act. 

Motor carrier rates in that area had been in a turmoil con- 
stantly for the past two years, said the bureau. It added that 
numerous commodity rates and exception ratings had been in- 
creased or canceled; the minimum charges a shipment and the 
minimum rate a hundred pounds had been increased; the class 
rates and commodity rates had been increased several times, 
percentagewise and horizontally, with different amounts for 
different weighted groups and again for different carriers, all 
without a proper showing of reasonableness, without a showing 
of need or expected results and without a comprehensive in- 
vestigation by the Commission. 

“Now, before the last general increases were even effec- 
tive,” said the bureau, “they began proposing increases, and 
before thirty days had elapsed they had actually published 
further increases, and still without proper showing.” 

It continued: 


Those few motor carriers who dominate the Middlewest Motor 
Freight Bureau seem more obsessed with greed than with intelligent 
judgment. For several war years they maintained rates 6 per cent 
above rail, then they added 4 per cent increase making a level more 
than 10 per cent above the rail. Then because the railroads were given 
the 6 per cent increase (the motor carriers had it for four years pre- 
viously) the motor carriers decided to add on another 10 cents. After 
this Commission’s decision in Ex Parte 162 granting railroads certain 
increases, this Middlewest Motor Freight Bureau saw an opportunity 
for a further grab. They decided some of their rates should be ten 
cents above rail, some should be on the same level and some should 
be increased five percentiles more than the railroad’s increase. They 
even divided their Middlewest Territory for the first time to reflect the 
20 per cent, 22% per cent and the 25 per cent increases which this 
Commission allowed the railroads. For the first time they now increase 
their accessorial charges 25 per cent. ‘ 


Observing that the railroads had proved to the Commission 
the reasonableness and necessity for rail increases, the bureau 
said the motor carriers had not done so, and asked the Com- 
mission to require the motor carriers to prove the need for 
reasonableness “of these new increases.” It continued: 


Numerous commercial and industrial traffic men have protested to 
the Middlewest Motor Freight Bureau, this and/or previous increases, 
but our protests were ignored. Many motor carrier members of the 
Middlewest Motor Freight Bureau have protested this and/or previous 
increases, but the few dominating motor carriers rode rough shod over 
their protests. ... 


The bureau said many shippers and most motor carrier 
members in South Dakota could not travel from 200 to 700 
miles to attend meetings of the freight bureau, “particularly 
when they know by experience” that the freight bureau was 
dominated by a relatively few carriers who were not familiar 
with, and refused to recognize, the motor carrier rate problems 
and the needs of the Dakotas. It said it believed the time was 
“here” for the Commission to institute an ex parte investigation 
into motor carrier rates, rules and regulations in the area and 
to hold hearings at Fargo, Aberdeen and Sioux Falls to get 
first-hand evidence of smaller carriers who did not want or 
need the increases. 


MIAMI ASSOCIATION PAN-ATLANTIC INTERVENTION 


Greater Miami Traffic Association has petitioned the Com- 
mission for leave to intervene in WO-376. Sub. 2, Pan-Atlantic 
Steamship Corporation, in which Pan-Atlantic is seeking a 
revised certificate to transport commodities generally, and pas- 
sengers, between Miami, Fla., on the one hand and ports and 
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points covered by its certificate, on the other hand, including 
Port St. Joe, Fla. 

The association said coastwise steamship services were an 
important factor. in the growth of Miami; After referring to 
the cessation of those services in the war period, it said the 
absence of adequate and efficient coastwise services from all 
North Atlantic and Gulf ports was seriously retarding the com- 
mercial and industrial development of “the greater Miami area.” 
Pan-Atlantic’s proposed operation was not only an economic 
necessity for Miami, it said, but would redound to the benefit 
of the entire area of which Miami is the principal trading center. 


. G. WILLIS WATER APPLICATION 


C. G. Willis, Norfolk, Va., by an application in W-335, 
Sub. 2, has asked the Commission for a permit or certificate 
to operate as a carrier of motor vehicles and parts and acces- 
sories thereof the year around by water (1) from Chester, Pa., 
to Alexandria and Norfolk, Va., Washington, D. C., Savannah, 
Ga., and Jacksonville, Fla., via Delaware River, Chesapeake 
and Delaware Canal, Chesapeake Bay, and the Intracoastal 
Waterway, and (2) from Norfolk to Chester, Alexandria, Wash- 
ington, Charleston, Savannah, and Jacksonville, via.Chesapeake 
Bay, C. and D. Canal, Delaware River, and Intracoastal Water- 
way. 


Warehouse and Cartage Firms Ask 
Pick-up and Delivery Investigation 


_ Thirty warehousing and cartage companies and associa- 
tions operating in various states have requested the Commission 
to grant a petition of western rail carriers who asked for “an 
investigation as to contracts and practices covering pick-up 
and/or delivery service by all contract draymen between ware- 


- houses and freight stations of rail and motor carriers’ (see 


Traffic World, January 4, p. 28). The instant petitioners ask 
for early hearing with full opportunity for all interested parties 
to present evidence of the practices described in their petition. 

The petitioning companies and associations operate in Ten- 
nessee, Texas, Georgia, North Carolina, Kansas, Colorado, Okla- 
homa, Arkansas, Missouri, Indiana, Illinois, Minnesota, Oregon, 
California, and New Jersey. 

For many years, said the petitioners, there had been in 
effect between the petitioners and the railroads serving the 
points at which they were located, contracts by which the peti- 
tioners undertook to perform pick-up and delivery service for 
the railroads on property tendered for transportation over their 
lines. They said that pursuant to these contracts the railroads 
paid to the petitioners specified amounts as compensation for 
performing such services. These pick-up and delivery services 
were provided for in the tariffs of the railroads, said the peti- 
tioners. 


Bureau’s Letter Criticized 


Observing that the western rail carriers, in their petition, 
referred to a letter of the Director of the Commission’s Bureau 
of Industry dated July 8, 1946, which called the railroads’ atten- 
tion to the northern Oklahoma federal district court’s decision 
in civil No. 1692, the Commission vs. Harvey D. Jones, et al., the 
petitioners said: 


* 

In that letter the railroads were asked whether they would abide 
by that decision and discontinue payment to warehouse companies of 
any compensation in excess of shipper’s allowance for pick-up and 
delivery-service. The result has been complete uncertainty and confusion 


among the railroads as to the proper interpretation and true effect of 
the decision cited. 


For illustration, continued the petitioners, certain carriers 
had canceled all contracts to which they were parties when the 
contractor was a warehouseman or had any affiliation with a 
warehouse. Other railroads, they said, had proposed various 
modifications of their contracts for use wherever the contractor 
had warehouse affiliations, and other railroads had made no 
change in their contracts. 

“The uncertainty and confusion resulting from the circula- 
tion of the letter from the Bureau of Inquiry is causing great 
damage and loss to the undersigned petitioners,” said the 
petitioners. 

Railroads, in certain instances, continued the petitioners, 
had refused to continue employing such warehousemen under 
pick-up and delivery contracts, even though nothing in the 
arrangement was even remotely contrary to law or to the hold- 
ing of the court in the cited case. They said that unless the 
Commission investigated the subject and furnished an answer 
for the problem created by the Bureau’s action, making clear 
the specific practices that might be considered to be unlawful 
or improper, it was likely that further cancellation of lawful 
and desirable contracts might follow. 


“These matters seem clearly within the scope of the inves- 
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tigation undertaken by the Commission in Nos. 29555 and MC 
C-542, Pick-up and Delivery Services by Railroads and Motor 
Carriers,” said the petitioners. “However they present a special 
situation which requires early disposition and petitioners join 
with the rail carriers in requesting a separate and immediate 
inquiry.” 


“Short Form” Proposed Report in 
Motor Case Protested 


Protestants have excepted to a “short form” proposed re- 
port of Examiner Russell J. Burns in MC 107465, Teddy Cohen 
Common Carrier Application, in which the examiner recom- 
mended that the applicant, doing business as Teddy Trucking 
Co., of Brooklyn, N. Y., be granted a certificate authorizing him 
to transport lumber, lumber mil] products and wall board from 
New York, N. Y., to points in Connecticut, New Jersey and 
New York, within 100 miles of New York City, over irregular 
routes. 

Exceptions to the form of the report were taken by rail 
carriers in New England and Trunk-Line territories, except 
the C. & O., and by the Lumber Truckmen’s Association of the 
Port of New York, Inc., the latter saying they were left in the 
unique position of “being in the dark” because *the examiner 
had failed to observe the Commission’s order of hearing that he 
accompany his recommendations by ‘‘the reasons therefor.” 

The railroads said it was realized the short form reports in 
the past had been used as “trial balloons,” adding that if no 
exceptions were filed, there was no necessity for further con- 
sideration. i ‘ 

“If exceptions were field,” they said, “the matter was fully 
considered by division 5. This procedure in the latter case only 
allows one appeal—to the full Commission—whereas the recom- 
mended report and order in the usual form allows party filing 
exceptions in reality two appeals with: all the facts spread on 
the public record. Basis or essential findings of fact and the 
conclusions of law. The use of the “short form” report in this 
proceeding is discriminatory. 

As to the authority granted, the railroads said the examiner 
had erred in recommending any grant of authority whatsoever 
and that the record as made would not support the recom- 
mendation. They asked that the proposed report be set aside 
and the application denied. 

The.Lumber Truckmen’s Association said the record estab- 
lished that within the involved territory many motor carriers 
were operating and in position to handle more traffic then they 
now had. It added that witnesses supporting the application 
failed to prove any substantial complaint or disclose any gen- 
uine attempt to utilize existing services of certificated carriers. 
It also asked denial of the application. 


Motor Rate Increases Protested by 
Little Rock and El Paso Groups 


Proposed increased motor-carrier rates have been pro- 
tested by the Little Rock (Ark.) Chamber of Commerce and 
the El] Paso (Tex.) Freight Bureau, in petitions filed with the 
Commission. 

Increases protested by the Little Rock chamber, it said, 
had been -proposed at 11 varying percentage levels ranging 
from 3 to 25 per cent designated by columns B to L inclusive 
in the master tariff of increased rates and charges, Agent 
Hughett’s MF-I. C. C. No. 121, I. C. C. No. 24, Middlewest 
Motor Freight Bureau, agent, MF-I. C. C. No. 71, I. C. C. No. 
11. It asked for suspension of these and other named supple- 
ments published to become effective February 10. 

The proposed increases were not based on proven need of 
the involved motor carriers and were excessive and unrea- 
sonable, it said, adding that an increase totaling 12.36 per 
cent over base rates had recently been made in the affected 
rates to meet the carriers’ immediate needs. 


“It appears to be the purpose, in applying these increases,” 
said the Little Rock chamber, “to provide in connection with 
rates by motor carrier interstate between points in the states 
of Arkansas, Oklahoma, Louisiana and Texas, and between 
those states and Colorado, the same percentages of increase, 
less-than-truckload as compared with less-than-carload, and 
truckload as compared with carload, as were granted the rail 
carriers in Increased Railway Rates, Fares, and Charges, 1946, 
Ex Parte No. 162, by the Commission in its decision of Decem- 
ber 5, 1946.” 

The Little Rock chamber said the motor carriers’ decision 
to increase rates to the exact level of the increased rail rates, 
following as closely on the increase of rail rates as was pos- 
sible under bureau rate-making methods, indicated that the 
carriers were primarily considering the matter of competition 
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with rail rates, and were measuring the value of the service 
performed only by comparison with such rail rates, and with- 
out consideration of the cost of the service and other proper 
rate-making considerations of motor carrier service. It added: 

It is submitted that operating characteristics of motor carriers are 
substantially different than those of rail carriers, and that the revenue 
needs of rail carriers upon which the Commission predicated its de- 
cision in Ex Parte No. 162 cannot be assumed as reflecting the needs 
of motor carriers, and the matter of competition as between carriers 


should not be the sole consideration for determination of whether the 
proposed increased rates are proper. 


El Paso Protest 


The El Paso Freight Bureau’s request for suspension, it 
said, related to class rates that reflected an increase of 20 per 
cent over class rates effective to March 18, 1942, between El 
Paso and New Mexico points. It referred to pages 4 and 5 of 
supplement No. 18 to Southwestern Motor Freight Bureau, 
Inc., tariff 5-B, MF-I. C. C. No. 105 and other items published 
to become effective February 10. 

Its petition had been limited to the aforementioned class 
rates, said the bureau, because it believed that if uniform in- 
creases were published and applied in connection with class 
rates to, from and between all points there would at least not 
result “that additional discrimination and prejudice that arises 
by reason of the publication of the increased rates herein 
protested.” 

The bureau said it did not by the limitation admit that 
increases in rates of 20 per cent over those effective March 
17, 1942, were reasonable and justified, but added that it 
should be stated that if shippers generally were to be con- 
stantly confronted with general percentage advances in motor- 
carrier rates, the time had come when “something more should 
be demanded of the motor carriers than the mere filing of 
increased rates.” 

It said that permitting motor carriers to publish changes 
in rates in the manner accomplished by Agent Hughett in 
supplements 17 and 18 of his MF-I. C. C. No. 105 would bring 
about an extremely difficult task of tariff interpretation and 
proper application of motor-carrier charges. 

“Freight auditing bureaus will have a field day,” the bu- 
reau added. 


Gulf Canal Lines Cites Seatrain Case 
in Support of Reconsideration Plea 


The applicant in W-934 Gulf Canal Lines, Inc. Application, 
in support of a pending petition for reconsideration of the case 
in respect to limitations placed on the authority granted, have, 
by a letter to the Commission, cited the opinion of the Supreme 
Court of the United States in the Seatrain case as finally de- 
termining that the Commission ought to remove the restrictions 
imposed in W-934. (260 I. C. C. 727.) 


In No. 61, United States and Interstate Commerce Commis- 
sion vs. Seatrain Lines, Inc., the Supreme Court affirmed a 
decision of the federal district court for the Delaware district, 
which had held that the Commission had no authority to revoke 
the certificate (see Traffic World, Jan. 11, p. 101). 

According to Gulf, the court held that “the specific restric- 
tions and limitations placed upon the authority heretofore 
granted in this case, is not only contrary to the national trans- 
portation policy, but is likewise beyond the statutory authority 
of the Commission under the provisions of section 309(d) of the 
act.” 

After briefly reviewing the Seatrain case, and saying the 
handling of that case was sought to be sustained under section 
309(d), “thus bringing the very points involved in this applica- 
tion for the removal of restrictions, which the applicants also 
find onerous, squarely under consideration,” the applicant con- 
tinued: 


It is true that the court in its consideration of this question makes 
the statement that ‘‘whether the Commission could under this authority 
have imposed a restriction in an original certificate as to the type of 
service a water carrier could utilize to serve its shippers best is by no 
means free from doubt.’’ But the court after making the statement 
immediately proceeds to resolve the doubt against any supposed au- 
thority in the Commission by comparison of the language of section 
309(d) of part III with the language of section 208 of part II of the 
interstate commerce commission act, pointing out that section 208 of 
part II of the act contains specific authority to ‘‘specify the service to 
be rendered,’’ but water carriers by that section 309 of part II contains 
no similar language. As to the power of the Commission in this respect 
the court then says: 

“But section 309 which empowers the Commission to grant certifi- 
cates to water carriers does not authorize the Commission to specify 
‘the service to be rendered.’ Furthermore, section 309(d) relating to 
water carrier certificates specifically provides ‘that no terms, condl- 
tions, or limitations shall restrict the right of the carrier to add to its 
equipment, facilities or services with (within) the scope of such cer- 

' tificate as the development of the business and the demands of the 








































































































404 


public shall require.’ The language of this section would seem to pre- 
clude the Commission from attaching terms and conditions to a certifi- 
cate which would deprive the public of the best type of service which 
could be rendered between (ports by a water carrier, In view of this 
difference) between the statutory authority of the Commission to pre- 
scribe the service of water carriers and of motor carriers, our decisions 
relating to the Commission’s power as to motor carriers in this respect 
are not controlling as to the Commission’s power to regulate the details 
of the service of water carriers. We can find no authority for altera- 
tion of Seatrain’s certificate from the Commission’s power to fix ‘terms 
and conditions’.’’ ; 


The applicant argued that withholding of power to specify 
service in part II was “within itself under all rules of statutory 
construction”, a definite intent to withhold such power over 
part III. The Commission, it said, ought now not only to reopen 
the application as it had done, but should likewise remove the 
restrictions complained of which, it said, were onerous not only 
to the applicant but to the shipping and receiving public as well. 

Gulf listed the limitations on the authority granted by the 
Commission as follows: 


(a) The denial of the right to use non-self?propelled vessels by 
use of separate towing vessels in the transportation of general com- 
modities over the carrier’s route. 

(b) The limitation upon the authority granted to commodities moved 
on self-propelled vessels to such transportation on trailers which are 
moved in the line haul service on such self-propelled vessels. 


The applicant said if protestants desired additional time to 
file answers to the instant letter, it would have no obligation to 
such additional time being granted them, “if answer they have 
to the Supreme Court’s decision,” as the Commission might 
deem necessary. 

The authority granted was for operation as a common Car- 
rier, in the transportation of general commodities by trailers 
used by the applicants and moved in line-haul service by self- 
propelled vessels, in interstate foreign commerce, between ports 
and points along the Gulf Intracoastal Waterway from Mobile, 
Ala., to Corpus Christi, Tex., inclusive, and the Gulf of Mexico 
coast from Corpus Christi to Brownsville, Tex., inclusive, also 
connecting ship channels and tributary waterways except the 
Mississippi River system above New Orleans and the Trinity 
River above Liberty, Tex. 

The Commission held there had not been established a need 
for a proposed operation by non-self-propelled vessels with the 
use of separte towing vessels, and to perform general towage. 


S. W. Rails Ask Denial of Petition 


The southwestern railroads have asked the Commission, in 
W-934, to deny the applicants’ petition for reconsideration, and 
have incorporated the replies of protesting barge lines and 
other carriers in connection with two of the objections of the 
applicants to the authority granted. 

The railroads said the proposal to engage in general towage 
and transportation by use of tugs and barges in addition to 
the operations authorized by the Commission’s order had not 
been set out in the application and came into the record for 
the first time through testimony of Chester D. Bintliff, without 
motion for trial amendment and over proper objection of pro- 
testing counsel. 

They said, also, that reconsideration was sought by means 
of a petition not filed within the time required by the Com- 
mission’s rules of practice on an application setting forth no 
cause or grounds for delay. The railroads asserted the conten- 
tion for the type of service now urged by the applicants was 
not in the case made before the examiner. The operating testi- 
mony of the applicants, said the railroads, detailed a plant 
for an expedited water freight service with L. S. M.s and 
L. C. T.s or similar craft “with an intricate plan for loading 
by means of trailers without any mention of a plan for engag- 
ing in the conventional type of barge or towing service.” 

The railroads said there had been shown adequacy of 
service by rail, motor carrier and barge line in the territory 
involved in the application. 


Northwest Millers Ask I. C. C. to 
Deny Water Carriers Relief 


Transcontinental rail rates on flour to the east, south, and 
midwest are not water depressed rates says the North Pacific 
Millers’ Association in an answer filed with the Commission 
to the petition of the Gulf Intercoastal Conference and the 
Luckenbach Steamship Co., asking that the Commission in- 
crease transcontinental rail rates by 25 per cent as an interim 
measure of relief for the intercoastal water lines (see Traffic 
World, Jan. 18, p. 180). 

“The statements of the petitioners regarding the rates on 
flour from the Pacific Northwest to the east, south and mid- 
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west and about competition as between the rail rates and the 
steamship rates are so far from true that we must call those 
mis-statements to the attention of the Commission and ask the 
Commission to disregard their petition so far as flour is con- 
cerned,” said the association. 

It said a differential between the rail and water rates of 
58 cents at New York and 61 cents at Savannah, Ga., exclusive 
of terminal charges, showed no depression of the rail rates 
because of the water rates. Replying to a statement of the 
water carriers that the record in Ex Parte 164, Water-Com- 
petitive Railroad Rates and Practices and Ex Parte 162, In- 
creased Railway Rates, Fares, and Charges, 1946, lacked sub- 
stantial justification for finding of market competition, the 
association said, in part, that the traffic officers for the steam- 
ship lines “will tell you that the 54-cent rate is to allow the 
mills of the Pacific Northwest to meet the competition of the 
flour mills located at the Ohio River gateways, the mills of 
Kansas, Nebraska and Texas, all of whom have rates much 
lower to the east and south than the rates from the Pacific 
Northwest.” 


Rail Carriers Oppose Contract 
Status for Water Carrier 


Rail carriers in Official Territory have asked the Commis- 
sion to deny a petition filed by the applicant in W-1, Erie & 
St. Lawrence Corporation Contract Carrier Application, asking 
reconsideration of so much of the Commission’s decision in the 
certificate proceeding as found the applicant, in its coastwise 
operations, to be a common carrier, and for issuance of a 
permit to engage in those operations as a contract carrier (see 
Traffic World, Jan. 25, p. 250). 

The railroads said the Commission should deny the petition 
because the applicant had already filed a petition for reconsid- 
eration of its status, denied by the Commission April 1, 1946, 
and added that the present petition should not be entertained 
in accordance with rule 101 (f) of the Commission’s general rule 
of practice. That rule provides that successive petitions on the 
same grounds will not be entertained by the Commission. The 
railroads asserted the applicant used the same arguments in 
the latest petition as in the petition of 1946 that was denied. 

The protesting railroads said operation by the applicant 
from Philadelphia to Albany would be considered a coastwise 
operation as a contract carrier, whereas from Philadelphia to 
Troy, N. Y., and other points on the New York State Barge 
Canal, operations would be those of a common carrier. They 
added that “clearly there could be a great opportunity for 
discrimination in operations such as these.” They said appli- 
cant’s motor ships only held 1,500 short tons with the exception 
of one vessel, and that its operations were more competitive 
with the barge operators along the Atlantic coast, all of whom, 
the railroads said, the Commission had held to be common 
carriers. 


SAUSE TOWING CO. APPLICATION 


Henry Sause, Jr., and Curtis Sause, doing business as 
Sause Towing Co., Albany, Ore., has filed with the Commission 
in W-898, Sub. 4, an application for year-around operation over 
irregular routes by water as a contract carrier of lumber, piling, 
grape stakes, fence posts, shingles, and rough and finished 
lumber products from Crescent City to ports in California and 
Oregon, from Oregon ports to Coos Bay, and from Oregon ports 
to ports on the Columbia River. 


FORWARDER APPLICATION AMENDED 


By an amendment to an application filed October 7, 1946, 
in FF-173, Frank P. Dow, Inc., Seattle, Wash., says it has 
abandoned a claim that it will act only as a shipper’s agent 
and not as a freight forwarder. The amended application asks 
the Commission for a permit to institute operation as a freight 
forwarder of all import commodities, with specified exceptions, 
from Pacific coast ports to all parts of the United States east 
of and including North Dakota, South Dakota, Nebraska, Colo- 
rado, Oklahoma, and Texas. 


PUBLIC UTILITIES COMMISSION OF CALIFORNIA 


The former Railroad Commission of the State of California, 
by terms of a constitutional amendment effective November 5, 
1946, was continued in existence as the Public Utilities Com- 
mission of the State of California. The commission has its offices 
in San Francisco. Harold P. Huls is president and R. J. Pajalich 
is secretary. Other members of the commission are Justus F. 
Craemer, Frank W. Clark, Ira H. Howell, and Richard E. 
Mittelstaedt. 
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Western Railroad Loses “Lieu Land” 
Claim Case in Highest Court 


So-called lieu land claims of the Santa Fe Pacific Railroad 
Co. against the federal government were extinguished by sec- 
tion 321 of the transportation act of 1940, the Supreme Court 
of the United States decided, February 3, in an opinion in No. 
97, Julius A. Krug, Secretary of the Interior, et al., Petitioners, 
vs. Santa Fe Railroad Co., and No. 98, Same vs. Same, in 
which the Supreme Court reversed a decision of the U. S. Court 
of Appeals for the District of Columbia, and upheld a decision 
of the federal district court below. 

Section 321 of the 1940 act, thie Supreme Court said, in an 
opinion written by Justice Black, provided that land-grant roads 
could, by compliance with specified conditions, collect from 
the government full commercial rates, except for the trans- 
portation of military and naval freight and personnel.. It added 
that this section imposed a requirement that a railroad, to 
qualify for full rates, must execute within a year after passage 
of the act a release of any claim it might have “against the 
United States to lands, interest in lands, compensation, or reim- 
bursement on account of lands or interests in lands, which have 
been granted, claimed to have been granted, or which it is 
claimed should have been granted to such carrier-or any... 
predecessor in interest under any grant to such carrier or such 
predecessor in interest as aforesaid.” 

The “lieu land claims” here in issue, the court said, al- 
legedly were not claims “on account of” or “under any grant” 
lands, but rested on contractual exchanges of lands made under 
acts of 1874 and 1904—acts that “largely represented a con- 
gressional effort to settle conflicts among railroads, government, 
and settlers, which arose by reason of settlement by home- 
steaders on railroad-granted lands after the grants had been 
made.” The court said the 1874 and 1904 acts provided that 
where settlers had so occupied railroad-granted lands, the rail- 
road could, on relinquishment of its title to them, select other 
lands in lieu of them. 

Concluding its discussion of “lieu land” claims by the Santa 
Fe Pacific, the Supreme Court said that “we think Congress 
wrote finis to all these claims for all railroads which accepted 
the act by executing releases.” 


Supreme Court Again Upholds Plan 
of D. & R. G. W. Reorganization 


“Nothing before or since the confirmation of this plan indi- 
cates any disregard by the Commission or the courts of the 
interest of operators, stockholders, the creditors or the public,” 
said the Supreme Court of the United States in an opinion, 
written by Justice Reed and handed down February 3, in which 
it considered for a second time the question whether the Com- 
mission-approved plan of reorganization for the Denver & Rio 
Grande Western Railroad Co. should be modified in view of 
changed economic conditions and improved earnings and pros- 
pects for earnings since the holding of hearings on the plan by 
the Commission in 1941. 

The U. S. Supreme Court concluded that the reorganization 
should be carried out in accordance with the plan as affirmed 
by this court on June 10, 1946. It directed vacation of the order 
of the U. S. Circuit Court of Appeals for the Tenth Circuit by 
which a stay of consummation of the plan was directed, and 
affirmed an order of the federal district court below, denying 
the debtor railroad’s petition of September 17, 1946, for re- 
examination of the plan. The instant decision of the Supreme 
Court was made in No. 690, Insurance Group Committee, Re- 
organization Committee, Guaranty Trust Co. of New York, 
Trustee, et al., Petitioners, vs. The Denver and Rio Grande 
Railroad Co. et al. Justice Frankfurter wrote a dissenting 
opinion. 

Justice Reed said that the debtor-road in its petition for 
re-examination of the reorganization plan specified three cate- 
gories of changed conditions that had taken place since the 
Commission hearings in May, 1941: “(a) The decline in money 
rates to a level far below the rates prevailing at these dates; 
(b) The recent public offering by the government and purchase 
by private capital for private operation of the steel plant at 





Geneva, near Provo, Utah, which had been constructed by the 
government in the exigencies of the war at a cost in excess of 
$200;000,000; (c) A permanent elevation of the national income 
through intensified industrial activity involving for the indefi- 
nite future a greatly increased demand for railway transpor- 
tation.” 

With respect to the contention of the debtor as to declining 
money rates, Justice Reed said that “the debtor argued on the 
former review, as it again argues, that the plan should not be 
confirmed because of ‘the radical lowering for the indefinite 
future of money rates.’”’ He said that every example of railroad 
refinancing listed in thedebtor railroad’s present brief to sup- 
port by illustration the argument of falling interest itself was 
listed in the brief on the last review for the same purpose. He 
added that the debtor in its brief of that time also argued the 
beneficial effects of the “permanent elevation of national in- 
come” on the anticipated earnings of the debtor. 


Geneva Steel Plant Operation 


Although the debtor did not then rely, as it did now, on the 
purchase of the Geneva steel plant by private capital, Justice 
Reed continued, “the argument, then as now, was that the pros- 
pective business from a great steel plant was a factor indicating 
higher earnings.” 

“The plant may or may not turn out to be strategically 
located for private low cost operation and distribution,” he 
added. ‘The shift of ownership has only moderate significance. 

“In sum, the very kinds of changed circumstances which 
were argued here formerly as reasons for not approving and 
confirming the plan of reorganization were presented by the 
petition now under review to the district court as reasons why 
that court should vacate its orders of approval and confirma- 
tion, and remand the plan to the Commission for reconsidera- 
tion. Our holding was not based upon a conclusion that this 
court could not take judicial notice of changes in economic 
conditions subsequent to approval by the Interstate Commerce 
Commission. We concluded that, even if weighed, the alleged 
changes were not of a kind which justified re-examination of 
the plan. ... 

“Nothing was called to our attention in the former review 
to indicate that an increased level of economic activity above 
that in actual existence when the order of confirmation was | 
issued had occurred beyond that anticipated by the Commis- 
sion. Earnings available for interest depend upon costs. as well 
as upon revenue. It might be added to this court’s comments 
on railroad rate increases .. .that in handing down its order 
of December 5, 1946, granting certain increases, the Interstate 
Commerce Commission considered the necessity of meeting 
increased costs. . 

Allocation to Senior Creditors 


“The Commission made no finding that the cash value of 
the securities allocated to the senior creditors paid them in 
full, .. . The debtor has made no allegation . . . that the exist- 
ing cash value of the securities allotted any creditor has ever 
aggregated the amount of the creditor’s claim against the 
debtor. We think the absence of such an allegation, in itself, 
demonstrates that the plan is not, because of excessive inter- 
est, unfair to the debtor or those for whom it is allowed to 
appear. 

-“Until it can be contended with some show of reasonable- 
ness that the creditors senior to the creditors and stockholders 
whom the debtor represents here have received more in value 
than the face of their claims, the debtor’s insistence on a re- 
examination of the plan is without substantial support. . .. To 
open a confirmed plan of railroad reorganization . . . requires a 
showing by allegation of injustice to the complaining debtor or 
junior creditors far stronger than any here made.” 

Justice Reed said the Supreme Court did not see that the 
action of Congress in passing, last July, S. 1253 (the so-called 
Wheeler-Reed railroad reorganization bill) should persuade it 
(the court) to require a stay to await further enactments that 
might affect the D. & R. G. W. reorganization, that S. 1253 was 
vetoed, and that “we must continue to act under the now ex- 
isting law.” 


Justice Frankfurter’s Dissent 


Justice Frankfurter, in his dissent, said the decisive con- 
sideration was not that the President vetoed S. 1253, but why he 
vetoed it. ; 
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_ “The President,” he said, “did not veto the bill because he 
disapproved its purposes. He vetoed the bill because it was too 
weak, in some of its provisions, for carrying out those purposes.” 

He said the views expressed by the President in his mem- 
orandum of disapproval of S. 1253 (dated August 13, 1946) 
were “the views of a President with expert knowledge of the 
subject gained through years of active participation in the most 
elaborate investigation of railroad reorganizations ever con- 
ducted by a congressional committee.” 

In further discussion, Justice Frankfurter said, in part: 


Of course, neither the President’s hopes nor the*confidence of con- 
gressional leaders insures legislation. But if the realization of the de- 
sires of the President and the expectations of bi-partisan congressional 
leaders concerned with this legislation would affect, as I cannot believe 
it would not, the action of a court of equity when asked to enforce this 
reorganization plan, the court ought not to proceed on the assumption 
that the legislation as outlined by the President will not be forth- 
coming. ... 


The President spoke of the ‘‘evil, present in ‘reorganizations under 


section 77, of permitting improper control of railroads after their re- 
organization’’ . : 

Here is certain a matter of prime relevance in ascertaining whether 
this reorganization plan should be given final judicial sanction, The 
control of this major railroad system is to pass into the hands of the 
so-called -insurance group in New York and its two largest lending 
national banks. The directions in which insurance companies have in 
the past exerted their power over the railroads of the country are not 
calculated to give confidence in future control by them. ... 

And what consideration is more impelling than that this reorgani- 
zation be re-examined by the Interstate Commerce Commission in the 
light of the vast changes of the transforming six years since the Inter- 
state Commerce Commission closed its record in this case, particularly 
in light of the scrutiny which these reorganizations have received from 
the Congress and the President since this court last considered the 
case? .. . No legally protected interest of those to whom the financial 
control of this road has been awarded can possibly suffer by full in- 
quiry as to whether the paramount public interest has been properly 
safeguarded, 


Federal Court Sustains I. C. C. . 
in Contract Carrier Case 


Holding that Motor Haulage Co., Inc., Brooklyn, N. Y., was 
properly considered to be a contract carrier in its operations 
under various types of contracts employed by it, the New York 
federal eastern district court has sustained the Commission in 
an order in NC 31412, Motor Haulage Co., Inc., Contract Car- 
rier Application, in which the Commission granted that carrier 
contract-carrier authority to transport general and specified 
commodities over irregular routes in various states and the 
District of Columbia (see Traffic World, February 9, 1946, p. 
361). The carrier had sought to have the Commission’s order 
set aside on a basis of nine alleged errors in the Commission’s 
findings dealing with its status under its contracts. 


Observing that both the Commission and the carrier agreed 
that the latter’s business could be divided into five categories, 
namely, (1) contracts of rental without responsibility, (2) con- 
tracts of rental with responsibility, (3) tonnage contracts, (4) 
special service contracts, and (5) miscellaneous trucking con- 
tracts, the court said the carrier’s quarrel with the Commiss‘on’s 
action concerned itself principally with its general commodity 
authority, in which the Commission imposed not only geo- 
graphical limitations but also restrictions concerning the char- 
acter of the commodities and the conduct of the operation itself. 

The court said the Commission’s order permitted the car- 
rier to transport general commodities, except livestock, com- 
modities in bulk, dangerous explosives, and household goods, the 
exceptions having been derived from one of the Commission’s 
own precedents, and that the carrier urged that the Commission 
erred in applying to it restrictions that had been found appro- 
priate for other contract carriers, because under its system of 
operation it merely rented a truck and was not concerned with 
how the “lessee” used it. The court added: 


It says that under its practice, certainly in contracts ‘‘without 
responsibility,’’ it does not and did not know anything about the con- 
tents of the trucks, and that the exception arbitrarily limits the scope 
of its operations as they were conducted on the grandfather date. 


The order, dealing with general commodities, provides further that 
general commodities shall be transported by plaintiff only between 
points in the New York commercial zone and those in New Jersey within 
10 miles of Jersey City, N. J., or to points in Connecticut, New Jersey 
and New York within 40 miles of Columbus Circle. Concerning this, it 
contends that the 40-mile limit is too small; that on the grandfather 
date it was performing transportation services well beyond the area 
in which its operations would not be limited by the Commission’s order. 


“Grandfather” Clause Interpretation 


With respect to the carrier’s complaint about the restric- 
tions on transporting general commodities so far as they re- 
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lated to (1) the character of the commodities, and (2) the 
geographical area of transportation, the court said it seemed 
that the carrier’s argument for wider “grandfather” rights in 
those particulars was based not so much on what it actually 
did prior to the critical date as on what it might have done. 
It said it did not believe the “grandfather” clause was to be 
interpreted in any such manner and that the statute meant 
that the Commission should take into consideration only actual 
operations, and not mere possibilities. 

Whenever, because the “grandfather” clause did not apply, 
said the court,* the transportation of specific commodities was 
denied to this carrier, or whenever there had been what the 
carrier considered undue restriction on the geographical area 
of its operation, there was still open to this carrier the remedy 
of application for a supplementary permit that the Commission 
might grant if it found justification for it. The court added: 


But in two respects at least the Commission has put limitations 
upon the operations of plaintiff which bear all the earmarks of finality: 
(1) It has said that even with respect to its so-called contracts without 
responsibility, plaintiff is a ‘‘contract carrier,’’ and (2) it had placed 
upon plaintiff certain definite limitations in the execution of its con- 
tracts (other than those dealing with specific commodities, like car 
signs, malt beverages, etc.). The limitations just referred to are as 
follows: In the execution generally of its contracts, plaintiff’s vehicles 
must be (1) accompanied by drivers ‘‘employed by applicant and who 
operate such vehicles,’’ and (2) assigned to shippers ‘‘under continuing 
contracts,’’ and, also (3) for the ‘‘exclusive use’’ of the shippers. 


The court said it was confident the Commission was right 
in its determination that when this carrier turned a driver and 
truck over to a “lessee,’”’ who then used that vehicle for its own 
purposes prescribing routes, there still remained a “presump- 
tion” of control by the carrier that brought it within the cate- 
gory of a contract carrier under its operations in carrying 
without responsibility. 


General Commodity Limitations 


With respect to the three limitations aforementioned 
placed by the Commission on the carrier’s carriage of general 
commodities, the court, in part, said: 


The Commission’s action is not difficult to understand. It had clas- 
sified plaintiff as a contract carrier. In line with the declared purposes 
of the statute, it evidently wished to prevent any encroachment by the 
plaintiff on the field of common carriage, at least in interstate com- 
merce, and beyond any exempt area. Since a contract carrier, unlike 
a common carrier, may choose its customers and, within limits, the 
form and character of its obligation, it should not, while enjoying those 
privileges, be allowed at the same time to compete in the field of com- 
mon carriage. To have allowed plaintiff to do what it apparently de- 
sired would have been to sanction what the declaration of policy ... 
called ‘‘unjust discriminations, undue preferences or advantages, or 
unfair or destructive competitive practices.’’ 

If plaintiff had shown that any substantial proportion of its 
‘‘miscellaneous’’ business was carried on beyond the exempt area at 
the grandfather date in interstate commerce subject to regulation by 
the Commission, we should be dealing with an entirely different situa- 
tion. But, by the same token, the Commission’s order in such a case 
would undoubtedly have been very different from the one now before 
us. It is sufficient to say that the order here under review, so far as 
plaintiff’s miscellaneous business is concerned, leaves plaintiff sub- 
stantially where it was prior to the grandfather date. 


Circuit Court Hears Appeals 
in Rock Island Reorganization 


The circuit court of appeals, in Chicago, on January 30 
heard appeals by senior creditors on Federal District Judge 
Michael L. Igoe’s order of last June refusing to confirm the 
previously approved reorganization plan. Judge Igoe, in his 
opinion accompanying that order, had said that “if Congress 
and the Commission now feel that reorganization plans pre- 
pared prior to the war did not properly evaluate the financial 
benefits. flowing from the revenues of the war years, then 
this present case merits further review and consideration” (see 
Traffic World, July 6, p. 31). 

The court also heard appeals from'a subsequent order 
of the district court, permitting Aaron Colnon, co-trustee, to 
submit his plan of debt simplification to the security holders 
(see Traffic World, November 30, p. 1444). 

The circuit court took the appeals under advisement, in- 
cluding the application of the Alleghany Corporation, owner 
of $17,489,000 of Rock Island bonds, for leave to file a brief 
as a friend of the court. 

Edward W. Bourne, attorney representing the general 
mortgage bondholders’ committee, asked the circuit court to 
reverse Judge Igoe’s order of last June and to confirm the 
reorganization plan. 

John Gerdes, representing the debtor corporation, asked the 
circuit court to uphold the district court’s refusal to confirm 
the plan, asserting that-the effect of the refusal was merely 
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to send the plan back to the Commission for further study. 
“The Commission may not see fit to change the plan. Until 
the Commission acts there is no way of telling what creditor 
groups are adversely affected and what benefited,” he said. 

The Colnon debt simplification plan was attacked by Mr. 
Bourne and by Wilkie Bushby, the latter representing the first 
and refunding mortgage bondholders’ committee and the 
Metropolitan Life Insurance-Co. The Colnon plan violates the 
bankruptcy act, and any new plan must be submitted to the 
Commission before entering the courts, said Mr. Bushby. 

In defense of his plan, Mr. Colnon said he had drawn it 
up as best he could, “without the legal draftsmanship ability 
enjoyed by these cream-of-the-crop lawyers from New York 
City.” 

In answer to charges that his plan would waste the road’s 
money, Mr. Colnon, gesturing towards his opponents, stated, 
“Tf I am a waster, what are those who have had $480,000 in 
fees out of this case.” 

The arguments were heard by Circuit Judges J. Earl 
Major, Otto Kerner, and Sherman Minton. 


CAR UNLOADING ORDER VIOLATION 

The Commission has been informed that, January 30, judg- 
ment was entered at St. Louis, Mo., in favor of the government 
against the carrier in United States of America vs. Terminal 
Railroad Association of St. Louis, in the sum of $2,000 and costs, 
a civil action brought by the Commission involving failure of 
the carrier to unload 163 carloads of automobile bodies and 
parts at St. Louis as required by service order No. 453, accord- 
ing to a memorandum issued by Secretary Bartel, of the 
Commission. 

The service order required the Terminal Railroad Associa- 
tion to unload the cars “forthwith.” It was issued February 12, 
1946. The secretary said the defendant had confessed judgment 
in respect of certain shipments involved in the case, and that 
the case was investigated by the Commission’s Bureau of In- 
quiry. 


KEESHIN CARTAGE CONTRACT IN NEW YORK 

To avert a threatened strike in New York City, and to 
save the company approximately $1.000 weekly, Federal Dis- 
trict Judge Walter J. LaBuy, of Chicago, on January 31, issued 
an order granting trustees of the Keeshin Freight Lines, Inc., 
to sell three 1940 Chevrolet trucks to S & K Bonded Carriers. 

On December 26, 1946. Seaboard Freight Lines, Inc., a 
Keeshin subsidiary, entered into a cartage contract with S & K, 
giving the latter exclusive cartage rights in New York, and 
leasing certain equipment to S & K. The New York Teamsters 
Union objected to the arrangement, on grounds it was a subter- 
fuge to avoid the employment of twice the number of em- 
ployes. The union stated it would allow the arrangement to 
operate after title to the equipment is in the hands of S & K, 
and threatened to strike if this was not done by February 1. 
To avoid the strike and to save Seaboard a weekly amount 
estimated by Keeshin trustees at approximately $1,000, leave 
to sell the equipment to S & K was granted. 


Motor Act Prosecutions 


(Digests of statements issued by the Secretary of the Commission con- 
cerning prosecutions, in federal courts, for violations of motor carrier 
provisions of the interstate commerce act or of Commission rules and 
regulations thereunder, appear below.) 


Northern Carolina eastern district, at Raleigh. On January 
23, a permanent injunction was entered against the defendant, 
Vernon Grant Jones, of Elizabeth City, N. C., enjoining him 
from transporting property for compensation, on and after 
January 28, without having on file with, and approved by, the 
Commission, evidence of insurance for the protection of the 
public as prescribed by the Commission’s insurance regulations 
promulgated pursuant to the provisions of section 215 of part 
II of the interstate commerce act. 

Northern Georgia district, Newnan division, at Atlanta. 
On January 24, defendant A. A. Bassett, dba A. A. Bassett 
Transfer Co., La Grange, Ga., was fined $100 following entry 
of his plea of nolo contendere to an information charging him 
with violations of part II. The court ordered payment of the 
full amount of the fine. The defendant was charged with hav- 
ing collected more for the transportation of certain shipments 
of household goods than the lawful charge specified in his ap- 
plicable tariff on file with the Commission. Before the im- 
position of sentence the defendant informed the court that, 
since the prosecution was commenced, he had made refunds to 
shippers of the full amounts of all such overcharges and that 
such refunds aggregated more than $300. 

Western Kentucky district, at Louisville. Fines totaling 
$930 were imposed, January 23, on defendants Fred A. Weihe 
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and H. H. Emler, of Louisville, following entry of their sep- 
arate pleas of guilty to an information charging them with 
violations of part II. Fred A. Weihe was fined $180 and placed 
on probation for three years and H. H. Emler was fined $750, 
the court ordering payment of the full amount of the fines. 
Defendant Fred A. Weihe was charged with operating as a 
contract carrier of property without a Commission permit 
authorizing the particular operations described in the informa- 
tion. Defendant H. H. Emler, partner of B. and B. Beer Dis- 
tributors of Louisville, for whom the transportation was al- 
leged to have been performed, was charged with aiding and 
abetting such operations. 

Northern Georgia district, Atlanta division, at Atlanta. On 
January 24, fines totaling $625 were imposed on defendants 
Atlanta-Athens Motor Express, Inc., and Robert Coile, follow- 
ing entry of their separate pleas of guilty to separate informa- 
tions charging each of them with violations of part II. Of the 
total fine, Atlanta-Athens Motor Express was ordered to pay 
$600 and Robert Coile was ordered to pay $25. Atlanta-Athens 
was charged with failing to remit C. O. D. collections within 
the period prescribed in its tariffs, with failing to file with the 
Commission monthly reports of excess hours of service of its 
drivers, with failing to have in its files certificates of physical 
examination of its drivers, and with failing to require its driv- 
ers to keep drivers’ logs. Defendant Robert Coile was charged 
with failing to keep drivers’ logs on certain trips made by him 
as a driver for ‘the aforementioned carrier. 

Western Louisiana district, Alexandria division, at Alex- 
andria. Defendant Christopher C. Barron, dba Barron Truck 
Lines, of Alexandria, on January 27, was fined $300 following 
entry of his plea of guilty to an information charging him with 
violations of part II. The fine was paid. The defendant was 
charged with operating as a common carrier of property for 
compensation without a Commission certificate authorizing the 
particular operations described in the information; with trans- 
porting property as such carrier without having on file with the 
Commission and without having published any rates or charges 
applicable to such transportation; and with so operating with- 
out having on file with the Commission and in effect evidence 
of approved security for the protection of the public, as re- 
quired by the Commission’s insurance rules and regulations. 

Northern Texas district, Dallas division, at Dallas. All 
American Van Lines, Inc., on January 20, was fined $200 follow- 
ing entry of its plea of guilty to an information charging it 
with violations of part II. The fine was required to be paid. 
The defendant was charged with operating as a common carrier 
for compensation without having obtained a Commission cer- 
tificate authorizing such operations, with transporting property 
for compensation without having filed and without having pub- 
lished rates and charges applicable to such transportation, with 
operating as such common carrier without having filed with the 
Commission insurance or other security for the protection of 
the public, and with failing to require a driver in its employ 
to keep his driver’s logs. : 

Northern Oklahoma district, at Tulsa. On January 23, 
Thomas R. Wilson, dba Wilson Truck Co., Kenneth Wood, J. E. 
Goad, and Charles H. Moore, all of Tulsa, were fined a total 
of $315 following the entry of their separate pleas of guilty 
to separate informations charging them with violations of 
part ll. The defendant, Thomas R. Wilson, was fined $240 and 
defendants Wood, Goad, and Moore were fined $25 each. The 
fines were ordered paid. Thomas R. Wilson was charged with 
operating as a common carrier of oil-field supplies and equip- 
ment for compensation, without a Commission certificate author- 
izing the particular operations described in the information; 
with failing to have in his files doctors’ certificates of physical 
examinations of his new drivers; and with failing to require 
his drivers to keep drivers’ logs. The defendants Kenneth Wood, 
J. E. Goad, and Charles H. Moore, drivers employed by Wilson, 
were charged with failing to prepare and keep drivers’ logs. 

Texas western district, Austin division, at Austin. On Janu- 
ary 28, defendant Cecil Uel Hill of Austin, was fined $350 
following his entry of a plea of guilty to an information charg- 
ing him with violations of part Il. The fine imposed was 
required to be paid. The defendant was charged with operating 
as a common carrier for compensation without having a Com- 
mission certificate authorizing such operations, and with having 
failed to require drivers in his employ to keep drivers’ logs 
when operating vehicles in interstate commerce. 


VAUGHAN ON CANADIAN NATIONAL RAILWAYS 


The average straight time wage rate of employes of the 
Canadian National Railways has risen from 63 cents an hour in 
1939 to 90 cents an hour today, R. C. Vaughan, chairman and 
president of the Canadian National Railways, told the annual 
meeting of the Halifax, N. S., Board of Trade, January 27. 
Labor costs have increased 48 per cent, the average cost of 
materials and supplies today is $1.42 compared with $1.00 in 
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1939, “yet Canada is about the only civilized country that has 
not had an increase in freight rates since long before the begin- 
ning of the Second World War,’ said Mr. Vaughan. “If any 
gentleman can tell me how to take up these increased costs of 
$100,000,000, without granting us increased prices for transpor- 
tation, I would be eternally grateful,” the head of the Canadian 
National stated. 

Turning to the freight car shortage, the speaker said that 
“because the change-over from war to peace has altered the 
nature of the commodities being handled and affected the ur- 
gency for handling them, the average tonnage loaded per freight 
car has decreased, the average length of haul has shortened, 
but the demand for box and refrigerator cars has not lessened. 
. .. Railways are faced with the complicated task of providing 
enough equipment to meet demands while, at the same time, 
freight revenues are taking a disconcerting dip.” 


The Canadian National has approved the purchase of 3,000 
units of various types of freight car equipment, but because the 
materials needed are also in great demand for the general re- 
conversion program, there is no means of knowing when the 
road will get delivery, stated Mr. Vaughan. 


Five Canadian Railways Offer 
Exhibits Supporting Rate Increase 


Additional exhibits from five Canadian railways, in support 
of the application of the Railway Association of Canada for a 
general increase in freight rates (see Traffic World, November 
30, p. 1464), have been filed with the Board of Transport Com- 
_missioners for Canada and the Wartime Prices and Trade 
Board. The carriers filing the exhibits are the Toronto, Ham- 
ilton & Buffalo Railway, the Algoma Central & Hudson Bay 
Railway, the Northern Alberta Railways, the Napierville Junc- 
tion Railway, and the Pere Marquette Railway. Each exhibit 
lists the 1945 operating revenues and expenses, a comparison 
with estimated results for 1946 for 1947, including the increase 
in Canadian freight rates as applied for, and including antici- 
pated increase in international and other rates related to rates 
in the United States. 


Among the miscellaneous increases sought in the applica- 
tion are the following: Increase of 30 per cent in local switching 
charges, including inter-plant, intra-plant and _ reconsigned 
switching charges; increase of 30 per cent in collection on de- 
livery service; increase of 30 per cent in freight shed storage 
charges; increase of 30 per cent in rates on milk and cream in 
passenger service. 


EMPIRE BUILDERS TO BEGIN DAILY SERVICE 


Daily diesel streamline train service on a 45-hour schedule 
between Chicago and Seattle will be inaugurated by the Bur- 
lington and Great Northern railways on February 23, with the 
$7,000,000 fleet of five new Empire Builders, Ralph Budd, presi- 
dent of the Burlington Lines, has announced. The new bright 
orange and green trains, built by Pullman-Standard Car Manu- 
facturing Co., will leave Chicago at 1 p.m. and clip 13% hours 
from present schedules of passenger trains between Lake Michi- 
gan and Puget Sound terminals, and will also provide fast day- 
time service between Chicago and the Twin Cities. The new 
trains, each with 12 cars and powered by a two-unit 4,000 horse- 
power diesel locomotive, are America’s first post-war fleet of 
transcontinental streamliners, said Mr. Budd. Each train will 
have a mail-baggage car, a 60-seat coach, three 48-seat coaches, 
a coffee shop-lounge car, a diner, four sleepers and an observa- 
tion lounge. 


RAIL EXPRESS SHIPMENTS IN 1946 


Shipments by rail in 1946 surpassed all existing records of 
the company, the Railway Express Agency has announced. Cli- 
maxing a year in which 233,520,508 express shipments were 
handled, the agency reported that each month saw new shipping 
records established, with December topping the list with nearly 
22,500,000 shipments. The increase over 1945 exceeded 24,000,- 
000 shipments. 


FREIGHT COMMODITY STATISTICS 


The Commission has issued statement M-500, prepared by 
its Bureau of Transport Economics and Statistics, of freight 
commodity statistics of Class I steam railways for June, 1946, 
showing freight traffic originated freight traffic terminated, 
total freight traffic carried, and freight revenue, by classes of 
commodities and regions. 

The compilation showed, as to both carload and less-carload 
traffic, a total of 114,999,481 tons of revenue freight originated, 
100,336,288 tons terminated, total freight traffic (including dupli- 
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cations) of 213,594,864 tons, and freight revenues amounting 
to $476 817,163. Carload traffic accounted for 2,800,436 carloads, 
or 113,021,096 tons, of revenue freight originated, 2,550,732 
carloads, or 98,385,956 tons, of revenue freight terminated, total 
freight traffic (including duplications) of 5,556,293 carloads, or 
209,691,972 tons, and freight revenues amounting to $439,432,702. 
As to forwarder traffic, included in the carload manufactures 
and miscellaneous, n.o.s. item, the compilation showed a total 
of 16,332 carloads, or 286,134 tons, of revenue freight originated, 
17,978 carloads, or 307,726 tons, of revenue freight terminated, 
total freight traffic (including duplications) of 36,968 carloads, 
or 637,020 tons, and freight revenues amounting to $6,507,710. 


Revenue Freight Loading 


Revenue freight loading the week ended February 1 totaled 
835,051 cars, aécording to the Association of American Rail- 
roads. This was 1.6 per cent above the preceding week; 15.4 
per cent above the corresponding week last year, and 12.9 per 
cent above the corresponding week of 1945. 

Loading by groups of commodities was reported as follows: 

Grain and grain products, 53,664 cars, 3.060 below preceding 
week and 734 cars below corresponding 1946 week. 

Ore, 12,900 cars, 432 above preceding week and 6,915 above 
corresponding 1946 week. 

Merchandise, L. C. L., 119.081 cars, 1,865 above preceding 
week and 293 above corresponding 1946 week. 

Miscellaneous, 373,904 cars, 5,697 above preceding week and 
80,717 above corresponding 1946 week. 

Livestock, 11,744 cars, 2,287 below preceding week and 
7,445 below corresponding 1946 week. 

_Coal, 198,310 cars, 5,016 above preceding week and 10,430 
above corresponding 1946 week. Coke, 14,635 cars, 593 above 
preceding week and 7,129 above corresponding 1946 week. ~: 

Forest Products, 50,813 cars, 4,831 above preceding week 
and 14,445 above corresponding 1946 week. 


Dearth of Steel for Rail Cars 
Means Business Crisis, Says Neff 


A nation-wide business crisis of serious provortions, unless 
steel] manufacturers change their policies and allot a sufficient 
amount of steel to the railroads and car builders. was predicted 
by Paul J. Neff. president of the Missouri Pacific Lines, in 
letters mailed February 5 to the heads of the country’s prin- 
cipal steel comvanies. “Every industry in the country is cer- 
tain to suffer if there are not enough cars to move the nation’s 
commerce quickly and dependably,” wrote Mr. Neff. ‘Cars 
are wearing out at a rate of 40,000 annually faster than they 
are being replaced.” 

_ Freight cars that did duty all through the war are being 
retired faster than new cars are being built, and cars that 
could be repaired and made serviceable to move those com- 
modities requiring high class cars are not beine made available 
because of lack of steel to repair them, he said. There are not 
enough cars to move the old wheat cron from interior elevators, 
and on all parts of the system the demand for freight cars ex- 
ceeds the supply, stated the head of the Missouri Pacific. Un- 
less immediate steps are taken to give the railroad industry its 
requirements, the wheat farmers face a catastrophe in 1947, 
he declared, adding: 


National prosperity rides in freight cars, so the policy of supply- 
ing other industries with steel and not allotting enough to railroads 
and car builders to keep the supply of cars even with if not ahead of 
requirements seems to be a case of putting the cart before the horse. 

There is no point in factories running at full production if there 
are ‘not enough freight cars to haul the finished products; no use in 
raising big crops if they are to spoil on the farms. The nation’s crying 
need is for full scale production, but that cannot be achieved, let alone 
maintained, so long as there exists an acute freight car shortage. 
Therefore, steel for new freight cars and for repair purposes should, I 
believe, receive consideration ahead of other demands. 


M. P. Hopes to Build Cars 


Mr. Neff said the Missouri Pacific was spending $1.000,000 
on a new car building plant to help increase its freight car 
supply, but that the investment would serve no good purpose 
unless the railroad is able to buy steel for cars. “Car manu- 
facturers who have orders from the Missouri Pacific for nearly 
3,000 cars say they can’t even talk about a possible delivery 
date until they are promised allotments of steel,” his letter 
concluded. “The situation is serious and getting grimmer 
every day and is of: sufficient general importance to warrant a 
prompt reversal of the steel industry’s apparent policy of ‘let- 
ting the railroads wait’.” 
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Senator Reed, I. C. C. Members 
Clash on Commission Duties 


Chairman Aitchison, Commissioners Splawn and Mil- 
ler give their statements to effect that no lack of dili- 
gence has been shown by their agency in dealing with 
freight car distribution problem, that complaints about 
shortages come from all parts of country, and that Com- 
mission has done everything it can to relieve condi- 
tions, but Senate subcommittee head contends western 
states:have been discriminated against in allocation of 
grain cars and that Commission has been too slow in 
recognizing their needs and in taking action, as hear- 
ings on resolution for investigation of grain car short- 
ages progress 


Three members of the Commission, appearing before a 
subcommittee of the Senate interstate commerce committee in 
resumed hearings on a resolution introduced by Senator Reed, 
of Kansas (S. Res. 47) for investigation of grain car shortages 
in the western grain producing states, sought to show that the 
Commission had been diligent in performance of its duties and 
responsibilities under the Esch car service act, but to Senator 
Reed, chairman of the subcommittee in charge of the investi- 
gation and hearings, their statements were unsatisfactory (see 
Traffic World, Feb. 1). 

Senator Reed reiterated contentions he had voiced earlier, 
to the effect that there had been discrimination against the 
grain-producing states in the distribution of the available sup- 
ply of box cars, that the Commission had corrected the situation 
after it “got to it,” and that his complaint was that the Com- 
mission had not acted soon enough. 


The Commission members who testified concerning I. C. C. 
car service activities were Chairman Aitchison and Commis- 
sioners Splawn and Miller. They explained that they were 
appearing before the subcommittee on short notice, having 
been advised late in the afternoon of the preceding day of the 
subcommittee’s desire to hear their testimony, and that they 
had made arrangements with Director Johnson, of the Office 
of Defense Transportation, Commission in charge of the Com- 
mission’s Bureau of Service, to present the Commission’s case 
as well as that of the O. D. T. in testimony he would offer at 
a later date. Senator Reed referred to a letter he had received 
from Director Johnson in which the latter said that, as to the 
fourth point in the investigation resolution—whether the Com- 
mission had fully carried out the duties and obligations im- 
posed on it by the interstate commerce act—the Commission 
would “speak for itself.” Commissioner Miller said he had 
been assured by Director Johnson that the latter understood 
he was to speak for the Commission as well as the O. D. T., 
and that Director Johnson had said he had so advised Senator 
Reed, but the senator indicated he had not learned of that 
arrangement from ‘Director Johnson. 

Senator Reed said he was glad Chairman Aitchison was 
present, though the latter had been in bed because of illness 
the day before. Commissioner Miller said that “he ought to 
be in bed today.” Later Chairman Aitchison said he had had 
a temperature of 102 degrees when he was told that he would 
have to appear before the Reed subcommittee, “regardless.” 
Senator Reed said he had expressly stated that he did not 
want Chairman Aitchison to appear at the hearing if doing so 


would endanger his health. Mr. Aitchison said his health was 
not being endangered. 


Splawn’s Statement 


Opening the presentation of testimony for the Commission, 
Commissioner Splawn, as chairman of its legislative committee, 
placed in the record a statement summarizing the car service 
activities of the Commission in the years 1942-1946, inclusive, 
comprising data taken from the Commission’s annual reports 
for those years. Attached to the statement were copies of tele- 
grams exchanged between Senator Reed and Acting Chairman 
Aitchison in November and December, 1946, concerning west- 
ern grain car shortages. The last message in this series, dated 
December 9, and sent by Commissioner Aitchison, then acting 
chairman, included statements that the Commission understood 
the “whole matter” was being reviewed that day by the Pres- 
ident and his advisers and that ‘you may be assured that dur- 
ing the last few months the President has been advised on 
behalf of the Commission as to material facts of the domestic 
Situation as known to us as fairly and fully as possible.” 

Commissioner Miller, after declaring that the inadequacy 
of new freight car supply was the root of the car shortage 
problem, said he was rather surprised by the statement of an 
industrial executive, published January 29 in the New York 
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Times, that the railroads probably would not get as much steel 
in the future as: they were getting now, though the Civilian 
Production Administration had stated a few days earlier that 
4.500 cars a month were being built now, that about 4,000 
would be produced in April, and that a July output of 9,000 
cars was expected. 

Senator Reed wanted to know if the Commission had be- 
come aware of the western grain car situation, when it had 
become aware of it, and what it had done about it. Chairman 
Aitchison said the Bureau of Service made monthly reports 
that were distributed to all Commission members, but that 
he did not have the bureau’s report for October—the month 
in which, according to a subcommittee exhibit, the flow of 
empty cars from the east to the west had reached the lowest 
daily average in any month since August. 


Sources of Complaints 


Mr. Aitchison said that as acting chairman of the Com- 
mission in the autumn of 1946 he had received communica- 
tions “not alone with respect to the movements you instanced, 
but from other sections.” Senator Reed said the whole west 
was complaining. Mr. Aitchison countered that the whole east 
was complaining. 

“We are asking for our fair share of the existing available 
cars and no more,” said Senator Reed. 

Commissioner Miller said that division 3, of which he 
was chairman, in its activity with respect to car supply took 
into consideration the whole country. He said he could not 
say exactly what had been done in October, but that over 600 
service orders had been issued. 

Chairman Aitchison said that the Commission “stands here 
virtually under an impeachment proceeding,” and Senator Reed 
commented that that was a strong term, but that he did not 
a whether it was too strong “in view of what has hap- 
pened.” 

Referring to the committee exhibit showing low percent- 
ages of box cars on western lines as related to box cars owned 
by those lines, and high percentages of “cars on line” of vari- 
ous eastern roads, as related to their respective totals of cars 
owned by them, Chairman Aitchison said that distribution of 
cars according to railroad ownership of such cars had been 
“modified and written out-of the Esch act in 1920,” and that 
since then the law had been that cars were to be distributed 
without reference to their ownership. He maintained that the 
Commission had been thoroughly diligent in administration 
of the Esch act; that it had met its full responsibility by 
picking out “the best division of the Commission that it could 
pick” and assigning to it the duties under section 1(17) of the 
interstate commerce act and by reviewing the work that divi- 
sion 3 had done; that it was “perfectly obvious” that 11 men 
(the total membership of the Commission) could not admin- 
ister the details of that section; that he had no right to believe 
that division 3 had not exercised sound, informed discretion 
with respect to making such orders as were necessary, and 
that the division had a right to disregeard car ownership. 


Pooling of Cars in Emergencies 


In ordinary times, ownership was an important thing, but 
“when it comes to an emergency, the experience of the United 
States shows you have got to pool cars,” he said. 

“Do you think the committee is satisfied that the I. C. C. 
within itself has omnipotent wisdom and that when it acts, 
that’s the last word?” asked Senator Reed. 

“I had not intended to leave that impression,” said Chair- 
man Aitchison. 

Senator Reed averred that the testimony he had heard 
certainly left that impression with him. 

Chairman Aitchison said this was his forty-first year of 
handling car shortages; that he had dealt with such problems 
as a state commissioner in 1907, and that he had had charge 
of and organized the Bureau of Service in 1920, when there 
was “a terrific car service situation.’ 

“Talk about terrific pressure,” he said. “If it hasn’t been 
Senator Reed, it has been some other senator from some other 
section of the country.” 

Answering a question by Senator Reed as to what had been 
done by the Commission to correct the western car situation, 
Commissioner Miller told of issuance of service order No. 624, 
Movement of Grain and Terminal Elevators by Permit. Senator 
Reed said grain men had told him, at the time of its issuance, 
that it would retard rather than expedite grain movements. Mr. 
Miller discussed several other service orders affecting grain 
shipments. He wondered how western roads could keep 100 per 


cent the cars they owned on their own line and “serve the east 
at the same time.” 


“Help” for Commission 


Eastern railroads did not observe car service rules, said 
Senator Reed. He said the Commission sometimes had had to 
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use its powers to force cars off eastern roads to the west. Com- 
missioner Miller said he hoped something would come out of 
the hearing that would be helpful to the Commission. Senator 
Reed said the Commission did not need any help, although some 
legislation might develop as a result of the hearings, and that 
the Commission ought to have “knowledge of its own that it 
does not seem to have.” 

Chairman Aitchison said that before he came to the hear- 
ing he found in his mail a letter from a Nebraska congressman, 
complaining about the grain car shortage in Nebraska, and that 
the next letter he opened was from an Ohio senator who con- 
tended that the Commission was taking away from Ohio freight 
cars that were needed in that state. 


Grain was not the only commodity that had to be moved; 
there were other commodities, such as lumber for housing, for 
which cars had to be supplied, said Chairman Aitchison. He 
maintained that the Commission had discharged its responsibil- 
ities under the car service act, first, by delegating the work to 
competent commissioners, and, second, by “‘seeing that they do 
their work.” 


“TI disagree with you completely in the view that delegation 
of powers is the only responsibility the I. C. C. has,” said Sen- 
ator Reed, following discussion of the delegation of car service 
powers to Chairman Kendall, of the car service division of the 
Association of American Railroads, under a service order issued 
August 26. 


Commission’s Work Load 


Chairman Aitchison said that in the months September 
through December, 1946, the Commission had before it matters 
of greater financial importance with respect to shippers, to rail, 
motor and water carriers and to express companies than it had 
had at any time in its history. He said it took four commis- 
sioners to handle those things.” He added that the Commission 
was “somewhat penalized” by the death of Commissioner Porter 
and the illness of Commissioner Barnard, chairman in 1946. 

If there was any thought of Commission negligence in not 
looking after “these things,” Chairman Aitchison said, it was 
because there were “not enough hours in the day, or strength to 
go through it.” He said that on January 1 of this year he had 
accumulated 79 days of leave that he had not used. He de- 
clared that if division 3 had made errors, they had been “errors 
of the head” and not errors of intention or negligence. He 
stated that the number of ton-miles per serviceable freight car 
had gone up to 942 per day in September, 1946, as against 795 
per day in September, 1941. 

Senator Reed said that witnesses for the A. A. R. would be 
heard by his subcommittee on February 11. 

Senator Myers, of Pennsylania, said he hoped the situation 
would not develop into a struggle between the east and the 
west. 

Earlier, the subcommittee heard testimony by Representa- 
tive Mansfield, of Montana, citing complaints of grain interests 
in his district about the box car shortage and concluding with 
the declaration that it was now “about time” for equitable 
freight rates as well as for equitable distribution of freight cars. 


Grain Car Supply Problem 


General superintendents of transportation of several west- 
ern railroads participated in a hearing session that amounted 
largely to a round-table discussion with Senator Reed of the 
grain car supply problem and of the effect of priorities for 
export grain. The transportation officers who took part in the 
discussion were: J. J. Mahoney, of the Santa Fe, Chicago; 
F. E. Sperry, of the Burlington, Chicago; James L. Brown, of 
the Milwaukee, Chicago, and C. W. Page, of the Missouri Pa- 
cific, St. Louis, Mo. 


Priority Orders Assailed 


Mr. Mahoney said he felt that more equitable car distribu- 
tion could be accomplished if no priority orders were in effect. 
He said his road had had 750 livestock cars “slatted solid” and 
had put Kennedy paper liner in them, then using them for 
moving grain. He said those dealing commercially in grain 
were at a disadvantage in obtaining cars, while priority orders 
were in effect. Mr. Sperry said the Burlington had had “a lot 
of priority requests” for shipment of nitrate out of government 
plants in its territory. He added that “we think we can do 
a better job with box cars if left to our own discretion.” Mr. 
Brown said that priority orders in connection with the govern- 
ment grain export program would have a serious effect on all 
other industry. Mr. Page said ‘the Missouri Pacific gave “pref- 
erence” to smaller stations because such stations were more 
numerous on its lines than the larger stations. 

Chairman Kendall, of the A. A. R. car service division, 
said the A. A. R. wanted about two weeks for presentation of 
testimony on its behalf. 

J. W. Holloway, executive secretary of the Kansas-Mis- 
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souri Flour Mills, Kansas City, Mo., an association comprising 
30 companies, pleaded for a car supply sufficient to keep the 
flour mills in operation, and gave statistical information about 
flour production of the Kansas and Missouri mills. Senator 
Reed noted, on examination of an exhibit offered by Mr. Hol- 
loway, that grain loadings on the Burlington, Rock Island and 
Union Pacific in the last six months of 1946 were considerably 
below the corresponding figure for the last six months of 1945. 


Pottery Industry Spokesman 


Charles Donley, of Pittsburgh, Pa., representing the U. S. 
Pottery Association, reported that pottery manufacturers com- 
prising the association were receiving only about 70 per cent 
of the number of box cars they needed. He said the railroads 
had been anxious to give as good service as possible, that man- 
agement of the car supply should be put back in the hands of 
the railroads, and that they should then be held responsible. 
He stated that steel producers in Pittsburgh, who needed cars 
for movement of steel that they had “piled up,” were irked 
when they saw empty box cars that they could use for west- 
bound shipments being sent through Pittsburgh without pause 
for loading, because of car service orders requiring deliveries 
of certain quotas of empties to western roads. 

“The only way to cure this whole situation is to get more 
cars,” he said. 

__ Representative Mundt, of South Dakota, the next witness, 
said that a large part of South Dakota’s “tremendous” crop of 
corn could perish within the next month, by germination in 
unseasonably warm weather, unless a sufficient supply of box 
cars was provided. He said the “car people” must recognize 
“the essentiality of putting first things first” and that move- 
ment of food was of first importance. If the railroads failed 
or refused to distribute cars to areas of “crying necessity,” he 
said, “some power higher than the railroads has to step in and 
say, ‘Wait a minute—we have to move first things first.’” He 
said he would “hate to see the government step in,” but that in 
his efforts to obtain freight car relief for his state he had been 
“pushed around,” and now he wanted to see something done. 


Chicago Switching Delays Alleged 


I, M. Herndon, manager of the transportation department 
of the Chicago Board of Trade, placed in the hearing record a 
tabulation based on a “spot check” of receipts of grain in the 
Chicago switching district by 19 receivers, operating 14 grain 
elevators, in the period July 1, 1946, to December 1, 1946. Ac- 
cording to this study, the elapsed time from the date of place- 
ment of car to the date of unloading averaged only 0.81 day, 
while the time taken by the carriers to get the cars to the 
elevators for unloading after the cars had been ordered aver- 
aged 4.35 days. Mr. Herndon said that the latter figure showed 
where “the bottleneck” was, and that nearly every grain ele- 
vator operator in Chicago had complained about the switching 
service. Fred S. Keiser, grain traffic consultant in the O. D. T. 
railway transport department and I. C. C. grain permit agent 
at Chicago, interjected that the switching service at Chicago 
was unsatisfactory, that there was too much delay in placing 
of cars, and that he thought railroad men would admit that. 
Mr. Herndon said that if the railroads could have saved one 
day each in switching of 99,000 box cars that came into Chi- 
cago in 1946 they would have saved 99,000 car-days that other 
shippers could have used. 

Mr. Keiser testified briefly, presenting data as to the num- 
ber of grain cars that would be required in each of the first 
six months of this year for transportation of export grain and 
flour from the western grain states to the ports, as follows: 
January, 30,950; February, 28,850; March, 32,025; April, 31,675; 
May, 31,850, and June, 31,850. He added that not less than the 
number shown for each of those months would be required for 
movement of grain for domestic commercial needs. 


Keiser on Priorities 


In connection with mention of the fact that there were now 
two service orders according priority to export movements— 
Nos. 624 and 648—Mr. Keiser said that there had not yet been 
any priority plan that did not “slow down the movement.” He 
added that he wished “we didn’t have” the two service orders 
mentioned. He told Ralph Clark, manager of the A. A. R. car 
service division’s closed car section, that it would be satisfactory 
if the division’s program for bringing 1,300 cars a day to the 
western grain-carrying roads, plus 300 from western non-grain 
roads, was carried out, but that he felt that “Ralph’s eyes are 
bigger than his stomach.” 

Mr. Keiser said he had no criticism of the A. A. R., that the 
A. A. R. men were doing the best they could, but that an east- 
ern railroad, when it had plenty of cars and had an industry on 
its line that was “feeding” it and. that wanted cars, was not 
going to send just any old cars to that industry, but would 
“screen” them and give the industry the good ones, 






Feb 


I'd 


Co., 
bus: 


Cha 
cha: 
that 
abo 
wer 
saic 
wer 
gan 
dist 
Nev 
a su 
the 


meé 
trib 


tha’ 
ing 
bee: 
be : 
enc 


gon 
the: 


LD 


sing 

the 
yout 
ator 
Hol- 
and 
ably 
945. 


ment 


n the 
grain 
, Ac 
ylace- 
day, 
o the 
aver- 
lowed 
1 ele- 
ching 


agent 
licago 
lacing 

that. 
d one 
» Chi- 
other 


num- 
2 first 
n and 
llows: 
1,675; 
an the 
ed for 


‘e now 
ents— 
t been 
yr se 
orders 
R. car 
actory 
to the 
1-grain 
es are 


1at the 
n east- 
stry on 
as not 
would 


February 8, 1947 


“I would do the same if I were an eastern railroad man— 
I’d take care of my own family,” said Mr. Keiser. 

R. B. Carothers, managing partner of the H. C. Spinks Clay 
Co., said his company could not “catch up” with the postwar 
business available to it because of the insufficiency of box cars. 


Car Shortages in New England 


W. H. Day, transportation manager, Boston (Mass.) 
Chamber of Commerce, appearing in his capacity as general 
chairman of the New England Shippers Advisory Board, said 
that New England shippers normally did not have.to worry 
about car shortages, as the principal railroads of New England 
were “receiving” roads rather than “originating” roads. He 
said that about three out of every 10 loaded cars they received 
were returned empty. The New England shippers’ troubles be- 
gan.when the I. C. C. took over the problem of equitable car 
distribution, he said. As a result, there was taken away from 
New England not only the normal empty car surplus but also 
a substantial number of the cars needed for essential business of 
the region, he added. 

“We have learned in recent months what a car shortage 
means in terms of lost production, lost employment, lost dis- 
tribution, and financial loss,” he said. 

After referring to an earlier statement by Senator Reed 
that he (the senator) saw no objection to eastern shippers load- 
ing cars to be returned to the west, Mr. Day said it had always 
been a fundamental car service rule—rule No. 1—that cars to 
be returned to their “home” roads should be loaded in prefer- 
ence to owned cars of the originating carrier. 

“But with this new development,” he said, “that rule has 
gone out the window. We can’t load if doing so interferes with 
these ‘B. C.’ (box car) orders.” 


New Haven Performance Commended 


Citing figures in one of the committee exhibits showing that 
on January 15 the New Haven, with ownership of 3,719 box 
cars, had 11,907 box cars on its line, Mr. Day said it seemed to 
be assumed by some that, in view of this showing, either the 
New Haven operation was inefficient or that railroad did not 
own a suitable supply of box cars. As to efficiency, he said that 
though 90 per cent of all cars received by the New Haven ter- 
minated on its own line, it retained cars in 1946 an average of 
only 5.42 days per car on its system. He asked Senator Reed 
whether he knew of any other railroad on which the average 
turn-around time was better than the performance of the New 
Haven. Senator Reed wondered if Mr. Day thought it proper 
that a road that loaded so many box cars—4,713 l.c.l. and 4,926 
miscellaneous in the week ended January 11—should have only 
3,719 box cars owned by itself. 

If the rule that “foreign” cars should be loaded first was a 
sound rule, the job of the New Haven was, first, to provide 
itself with cars for the traffic it originated and terminated, and, 
second, to provide its fair share of the national freight car pool, 
said Mr. Day. He computed that, on the basis of the turn- 
around of 5.4 days, making possible six turn-arounds in a month, 
the New Haven had a substantial surplus as its contribution to 
the “national pool’ when it was considered that, in December, 
it loaded 17,000 cars that originated and terminated on its own 
line, and that it had ordered 500 additional cars. 

“Just as soon as things get normal,” he continued, “we in 
New England will face the pre-war situation, when the New 
Haven had so many cars it couldn’t use locally or off-line that 
thousands of cars lay on side tracks and rotted. Before the 
war, the New Haven had about 8,000 cars.” 

Challenging Mr. Keiser’s statement about “screening” of 
cars by the eastern roads, Mr. Day said that in New England 
many of the cars the shippers received were in such bad 
repair that the average shipper was forced to maintain a force 
of skilled men to repair the cars before making use of them. 


Pulp Transport Problem 


In connection with a declaration that the car situation in 
Maine was bad, Mr. Day said that the Bangor & Aroostook, 
an originating line, had only 34 per cent of the number of cars 
it owned on its own line at the present time. The shortage of 
cars at sidings where pulpwood awaited loading for transporta- 
tion to paper mills averaged 239 cars a day in January, he said. 
When the wood could not be loaded, he had to be piled up, at 
a cost of $1.75 a cord, and the space for such piling was limited, 
he said. At the end of March, each year, hauling of pulpwood 
from the woods to the sidings ceased and was not resumed 
until in June when the ground had dried, and the wood had to 
be gotten out of the woods by the end of March to keep the 
paper mills operating, he said. He added that many paper mills 
would have to cut down their production, both because of the 
car shortage at the pulpwood sidings and because of their own 
inability to obtain cars to move their products to the markets. 

Senator Reed said he thought every railroad ought to have 
a supply of its own cars large enough to reflect its participation 
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in transportation, and Mr. Day said he did not think a railroad’s 
car supply should be built up to the point that cars would be 
left rotting. 


Suggests Car Supply Consolidation 


“T’d like to see one big agency, the A. A. R. or some organ- 
ization, have all the car supply for the country,” said Mr. Day. 

“The present situation is all right, if we make it work,” 
said Senator Reed. 

Mr. Day said that, even though the New Haven might 
at some given time have on its line a total of box cars equiva- 
lent to 320-odd per cent of its box car ownership, not a day 
passed when he did not get calls from shippers on that road, 
complaining that they could not “keep going” unless they re- 
ceived box cars. 


Southern Industry Witnesses 


Arthur W. Evans, traffic manager of the Savannah Sugar 
Refining Corporation, Savannah, Ga., and chairman of the 
Southeast Shippers’ Advisory Board, discussed industrial devel- 
opment in the southeast and said that in the last half of 1946 
industries of that area had a consistent shortage of box cars. 
He urged the subcommittee not to proceed on the premise that 
the box car shortage was confined to the west, and contended 
that the shortage there was “no greater, if as great” as it was 
in the southeast. 

Frederick H. Opper, president of the Savannah Kaolin Co., 
described difficulties encountered by his company in filling 
orders for kaolin—“refined white clay”—as a result of box car 
insufficiency. Neal S. Owen, traffic manager, Davison Chemical 
Corporation, Nashville, Tenn., told of troubles that the car 
shortage was causing in the production of fertilizer. 


Wherry “Car Distribution” Bill 


Senator Wherry, of Nebraska, announced that he was in- 
troducing a bill to amend the interstate commerce act so as 
to make it mandatory for the Interstate Commerce Commis- 
sion to make and enforce regulations assuring a more equal 
distribution of cars. 

_ “The present law,” he said, “leaves this authority discre- 
tionary in the hands of the Commission. The change is accom- 
plished by substituting in the present law the word ‘shall’ for 
the word ‘may.’ ” 

: He said he believed the bill would help materially in solv- 
ing the box car shortage in the middle west. His statement 
included the following: 


In times of normal traffic demand there has been no basis for com- 
plaint against the manner in which this exchange of freight cars has 
operated. But, in times of emergency, such as the present, the nation- 
wide competition for box cars, aggravated by the short supply and 
large volume of goods awaiting transit, the regulatory activities of the 
Interstate Commerce Commission have not proven adequate. .. . 

The entire nation, as well as foreign countries, are dependent upon 
the agricultural products of the middle west. This area loads more 
railroad cars than are unloaded. Consequently, when competition for 
the use of box cars grows intense, as at the present time, the industrial 
sections of the east gain an advantage and have many more cars avail- 
able. Naturally, the railrods of the eastern seaboard will keep these 
cars for use within their own areas as long as possible, and bottle- 
necks, thereby, develop in the program of returning empty cars to the 
middle west and west. 

Therefore, it is obvious that additional regulation is required to 
compel the fair distribution of box cars through the country on the 
basis of each railroad’s ownership of cars together with the needs for 
shipping facilities in various areas. . . 

It is not considered that additional enforcement measures will be 
needed if the Commission with its present staff acts vigorously to 
carry out the responsibilities which this amendment will make manda- 
tory upon it. One of the simplest measures available is the power to 
fix a rental basis for cars while in the hands of other than the owning 
railroad, which presently is $1.15 daily. This figure could easily be 
raised to whatever sum is necessary to make it financially advisable for 
railroads to hasten the return of cars to their original owners. 


Text of S. 446 


The Wherry bill, S. 446, would amend paragraph (14) (a) 
of section 1 of part I of the interstate commerce act, by chang- 
ing the language of the section to read as follows: 

“(14)(a) The Commission shall, after hearing, establish 
reasonable rules, regulations, and practices with respect to car 
service by common carriers by railroad subject to this part, 
including the compensation to be paid and other terms of any 
contract, agreement, or arrangement for the use of any loco- 
motive, car, or other vehicle not owned by the carrier using it 
(and whether or not owned by another carrier), and the pen- 
alties or other sanctions for non-observance of such rules, reg- 
ulations, and practices.” 

The Wherry bill makes no change in the language of the 
present paragraph (14) (a) of section 1 beginning with the word 
“establish,” but substitutes new language as indicated in the 
foregoing for the part of the section preceding the word “estab- 








412 


lish,” which now reads, “The Commission may, after hearing, 
on a complaint or upon its own initiative without complaint.” 


Director Johnson Testifies 


Director Johnson, of the O. D. T., in testimony February 5 
before. Senator Reed’s subcommittee, sharply criticized the 
handling of the freight car production problem by the Civilian 
Production Administration and its predecessor agency, the War 
Production’ Board, and recommended legislation to “make the 
cost to a railroad per day of a foreign car adjustable and 
subject to the emergency powers of the Commission just as 
demurrage now is.” He averred that the present “per diem” 
of $1.15 for the use by one railroad of a freight car owned 
by another road was “a ridiculous figure during this great 
scarcity.” 

Early in his statement he said that at a meeting of the 
Iron and Steel Institute in New York on January 28, which 
he addressed at the President’s request, he had been much 
encouraged about the outlook for steel for box car construc- 
tion, and that the steel producers had indicated they would 
supply all the steel needed for keeping the existing supply of 
cars in repair and enough steel to make possible construction 
of 10,000 new box cars a month. Testimony presented subse- 
quently at the February 5 hearing by a spokesman for the 
freight car builders was less optimistic. 

In discussion of his proposal for giving the Commission 
power to increase the per diem on freight cars in times of 
emergency, Director Johnson said the Commission was now 
investigating such a legislative proposal, and added: 


The shipper and receiver of freight today have demurrage rates up 
to $44 a day on refrigerator cars and $16.50 a day on box cars, and 
that, in the opinion of the Office of Defense Transportation, is as far 
as we should go against the shipper and receiver. On the contrary, the 
railroads are penalized nothing for dilatory and sluggish movements 
of freight cars. If the per diem charge for freight cars to the using 
roads were adjustable in emergencies just as are the demurrage rates 
and the Commission were to raise the per diem charge to only $2 a 
day now, in my opinion it would in effect add 40,000 to 50,000 cars 
immediately. I think it would probably do even better than that. There 
is no reason that I can see why you can charge for sluggishness in the 
handling of freight cars in the hands of a shipper or receiver and you 
cannot charge the railroad with its sluggishness, but I am advised by 
experienced legal talent that the emergency powers of the Commission 
do not extend to per diem charges. 


Director Johnson disagreed with a suggestion by Senator 
Reed that the per diem on box cars built within the last five 
years should be higher than that on older box cars. Such an 
arrangement would be “too complicated,” the O. D. T. director 
contended. 


Getting Worse 


He said the lack of railroad cars now was more acute 
than it had been in the last six or seven years and that the 
car supply situation, instead of being improved, had alarmingly 
deteriorated. He pointed to aggravation of the freight car 
demand by the export relief program, which, he said, had grown 
heavier and had been extended through December of this 
year, and by the coal export program, which in February alone 
aggregated 300 shiploads. 

“No one, especially this committee of the Senate,” he said, 
“should be surprised at the present deplorable and inexcusable 
situation, because for some years I have appeared here and 
have made prophecies of what would happen unless a greater 
number of railroad cars was required to be built. . . . Unless, 
and at once, heroic measures are taken to compel new cars 
on our railroad tracks, this nation will be further slowed down 
in its commercial and economic activities to an even greater 
extent than has already occurred. . .. If there is another 
big wheat crop this year, it will be more troublesome and more 
unsatisfactory than the movement of the present crop.” 


When Senator Reed commented said that present indica- 


tions were for the greatest winter wheat crop ever produced, 


Director Johnson said, “It terrifies me, senator.” The O. D. T. 
head then read “prophecies” he had made in 1942, 1945 and 
early in 1946 to the effect that a car shortage was inevitable 
and that difficulties in the transportation of western grain 
would be encountered. 


He said the civilian freight car production in the World 
War II period probably had averaged 5,000 cars a month, even 
in competition with the army and the navy, and at times had 
reached 10,000 cars a month, and that the average monthly 
production in the years 1913 and 1923 was 15,000 cars. The 
capacity for box car production now, he said, was 16,000 cars 
a month—14,000 being the capacity of the car builders and 
2,000 the capacity of the railroads themselves. 

Director Johnson read into the record letters he had ad- 
dressed to Director Small, of the Civilian Production Admin- 
istration (February 19, 1946), Director Bowles, of the Office 
of Economic Stabilization (May 13, 1946), Director Snyder, of 
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the Office of War Mobilization and Reconversion (May 28, 
1946), Director Steelman, of the O. W. M. R. (July 12, and 
August 12, 1946), and, again, to Director Small on August 15 
and September 11, 1946—all pointing to a need for replenish- 
ment of the box car supply and pleading for immediate action 
to relieve the situation. In his July 12 letter to Director Steel- 
man, Director Johnson suggested that the federal government, 
through the Reconstruction Finance Corporation, build 50,000 
freight cars at once and lease them to the railroads. 

In his August 12 letter to Mr. Steelman, Director Johnson 
said that Director Small “could not be convinced unless trans- 
portation utterly broke down.” Senator Reed said that was 
“a pretty serious implication,” and the O. D. T. director stated 
that Mr. Small, of the C. P. A., had said that he (Director 
Johnson) was hysterical and that transportation was not going 
to stop. He told Director Steelman in his August 12 letter that 
“a late allocation of pig iron to housing is going to paralyze 
the production of railroad material, which in turn will paralyze 
housing.” ' 

Director Johnson said that- as a result of these letters 
and frequent conferences, Director Steelman on September 20, 
1946, wrote to Director Small and directed the latter to make 
priorities to insure the completion of the new car program at 
a minimum rate of 7,000 cars per month and to increase ma- 
terial for the repair of cars so that not more than 40,000 would 
be on bad order. 

“The production of cars has steadily decreased from then 
through January, 1947,” he continued. 

“Why ?”’ asked Senator Reed. 

“I can’t imagine,” replied Director Johnson. 

“Are the cars on order?” Senator Reed inquired. 


“Something Sinister at Work” 


Director Johnson said about 78,000 were now on order, 
but that that was not enough, and that he did not hold the 
railroads entirely blameless. They should have ordered more 
cars long ago, but they had been waiting on an analysis the 
A. A. R. was making as to the number of cars each railroad 
should buy, he said. He stated that he had written a “joint 
letter” to Director Steelman, Secretary of Agriculture Anderson, 
Secretary of Commerce Harriman, Under Secretary Clayton 
of the State Department, and Director Small of the C. P. A. 
on November 29, in which he said: 


There is something sinister at work. I am unable to recognize it 
or isolate it. There has been expended by the Office of Defense Trans- 
portation more effort in trying to secure equipment for the railroads 
than in any other activity. The result has been a lessening of produc- 
tion. .. . Next year there will be fewer railroad cars than there are now 
and, in my opinion, a national scandal will ensue. 


_ For months we have been told both at the White House and in Mr. 
Small’s office that there is going to be a great increase at once in the 
production of cars. As I have said to you many times, the White House 
ordered on September 20 a production of 7,000: cars per month. That 
number is ridiculous, but we. are now getting only one-third to one-half 
of that. 


Director Johnson said in his testimony there had been a 
shrinkage of 50,000 in the useful freight car supply from 1945 
to 1946 and that the same shrinkage was expected between 1946 
and 1947. He said the advance estimate of carloadings for the 
first quarter of 1947 indicated an increase of 8.8 per cent in 
the number of carloads, and that the increase had already 
reached 10.2 per cent above the same date for 1946. 

“If the prophecies are correct both as to production in the 
United States and the estimate of the potential furnished trans- 
portation in 1946,” he continued, “the transportation this year 
will be less than 75 per cent of the potential and . . . the situa- 
tion both as to wheat and other commodities will be unspeak- 
able, and I do not think the United States will quietly submit 
to such a shortage in transportation. . 


“With an order from the White House dated September 20 
to use priorities to produce 7,000 cars per month, we received 
3,456 new cars in June, 1946; in July, 3,423; in August, 5,141; 
in September, the month of the order, 4,016; in October, 3,828; 
in November, 3,246; in December, 3,135, and in January of this 
year, 2,408. With an attrition in cars usable of from 5,000 to 
7,000 cars per month and with 2,500 cars being built we are 
diminishing our supply 2,500 cars a month. No measure can 
be too severe in producing new cars as rapidly as the capacity 
of the United States for material and fabrication will allow. 

“Tt should be borne in mind in this alarming situation that 
steel is in high production, and, according to the press, has 
made an unusual profit... .” 

He said a publication issued by the steel industry showed 
that the automotive industry received in 1946 about three times 
as much steel as it received in 1945; that other industries also 
fared well in the allocation of steel in 1946 as against 1945, but 
that “rail transportation received less than in 1945 and slightly 
over 7 per cent of the whole.” 
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“When the White House ordered 7,000 cars a month,” said 
Director Johnson, “we complained that this was entirely insuffi- 
cient. It will only maintain the status quo, which is now un- 
speakable. We insisted that a minimum of 10,000 cars per 
month be turned out at-once. If that were done, we would gain 
on the attrition only 3,000 cars per month, and, as there are 
needed now and have been for several years 300,000 new cars, 
it is simple to see it will require 100 months or eight years to 
secure 300,000 new cars, and today 35 per cent of all the rail- 
road cars in America by the calendar are 26 years old or older 
and, if the conservative estimate of five additional years be 
charged against the age of the cars for their excessive use in 
the last ten years when they have had no stand-by rest and 
when they have been loaded to the limit and used in bad order, 
then 54.7 per cent of all the railroad cars in America are of 
retirement age. Their condition eight years hence is an alarm- 


- ing prospect. 


“It is conceded that 100,000 new box cars are and have 
been for some time a necessity. There are approximately 700,- 
000 box cars on the tracks today. . . . We have frequently 
loaded over 400,000 box cars each week. .. .” 

Director Johnson said his proposal for construction of 50,000 
cars by the R. F. C. had the approval of the Secretary of Agri- 
culture, Under Secretary Clayton, of the State Department, 
and Housing Expediter Wyatt. He said it was suggested that 
these cars be financed by the R. F. C. and allocated to various 
railroads who would pay the R. F. C. at the rate of $1.15 a day 
on an equipment trust arrangement. He added that the pro- 
posal was accepted by the board of directors of the A. A. R., 
and that “no more beneficial thing could have happened not 
only to transportation but to the United States itself, but this 
proposal was suddenly discontinued.” 

Asked by Senator White, of Maine, why the proposal was 
dropped, Director Johnson said that he could not say. 

Senator Myers, of Pennsylvania, wondered why Director 
Johnson recommended government construction of freight cars 
and observed that usually the R. F. C. would not lend money 
if the borrowers were able to get the money from commercial 
banks. Director Johnson said the railroads had low freight 
rates and high expense and complained of losing $3 million a 
day at that time. He said that a railroad, when it went to a 
bank for an equipment trust, had to put up 25 per cent of the 
money, and that, on the cost of 50,000 freight cars, 25 per cent 
was “a lot of money.” However, he added, he was not “excus- 
ing” the railroads. Senator Myers said he did not think it was 
good business for government to finance something that private 
business itself ought to finance. 

Director Johnson said that the Commission would hold 
hearings “presently” for the purpose of passing on the ade- 
quacy of the freight car ownership of each railroad, with a 
view to ordering the building of cars by railroads whose supply 
was found to be inadequate. He said there was a provision in 
the interstate commerce act under which the Commission could 
do that. However, he continued, this I. C. C. process could not 
be completed quickly, and ‘we needed these cars before Janu- 
ary 1, 1947.” He observed, also, that the Commission had issued 
notice of hearings on the subject of per diem payments for 
freight cars. 


Johnson Commends I. C. C. 


Dealing with the part of the Reed investigation directed 
to the question whether the Commission had fully carried out 


its duties and obligations as to car service, Director Johnson 
said, in part: 


The Commission as a whole has authorized every emergency service 
order I requested and has cooperated in such manner to the fullest 
possible extent. If they have done anything that they should not have 
done or have failed to do anything that they should have done, it is 
my fault entirely. ... ‘ 

Since this war emergency, the I. C. C. has issued service orders, 
vacation and suspension orders, amendments, and general and special 
permits to the number of 3,773, In the twenty-odd years before this 
emergency, the I. C. C. had issued only 67 service orders. The O. D. T. 
has issued about 5,000 orders. . . . Both the I, C. C. and the O. D. T. 
orders were generally for the purpose of increasing car supply with 
which we have always contended. Orders 1 and 18-A of the O. D. T., 
I am reliably informed by experts, amount to a saving of 190,000 rail- 
Toad cars. The loss of 190,000 railroad cars today would be a catas- 
trophe beyond expression. 

An increase in the car supply to adequacy would cure all the ills 
complained of, and these ills may not be cured in any other way what- 
soever. And, as gloomy as the prospect is, it must before it can be 
improved grow worse... . 

Perhaps the supply of cars in the west is the crucial point in this 
hearing. The supply of cars in the east and south and the west and far 


west is complained of to as great an extent as in the west or central 
west... 


Railroads Should Own More Cars 


Director Johnson said he disagreed with the theory of 
Some railroads that they should not have a freight car owner- 
ship so large as to leave an excess of cars on sidetracks in low 
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transportation periods, and Senator Reed concurred with him. 
Director Johnson noted that there were some roads, such as 
switching lines, bridge roads and belt lines, that owned no cars 
at all. He contended that “every railroad in America which 
originates any loads at all should own some cars. . . enough 
cars so that in low periods of transportation they would have 
some cars weathering on the sidetracks and suffer a debit in 
their economic affairs to balance their great profit in times such 
as these when they are doing business on the cars owned by 
other lines.” 


Kendall’s Activities 


Director Johnson discussed activities of W. C. Kendall, 
chairman of the A. A. R. car service division, as permit agent 
of the Commission, and directions issued by Mr. Kendall requir- 
ing eastern roads to move empty box cars to the west. The 
O. D. T. head said the westward movement of empties remained 
fairly satisfactory until the latter part of September, and that, 
in October, because of a truck strike and a maritime strike, 
“the western program slipped and got into arrears.” He then 
told of steps taken by the O. D. T., the I. C. C., and Mr. Kendall 
to remedy the situation, but admitted that the action taken 
should have been taken earlier and said that “we’re human 
beings, doing the best we can.” 

“T haven’t had a Saturday off since the five-day week came 
in,” he stated. 

He cited eastern district and western district car shortage 
figures for the week ended January 18, to show that the short- 
age was evenly distributed throughout the country. 

Senator Myers, in the course of questioning, expressed the 
view that other government agencies, dealing with the allocation 
of steel for freight cars, probably had problems, as the O. D. T. 
had, and were doing the best they could. 


Car Builders’ Witness 


S. M. Felton, president of the American Railway Car Insti- 
tute, the next witness at the February 5 hearing, said the only 
possible solution to the freight car shortage problem was that 
“more materials must be available promptly, principally steel, 
pig iron, and lumber, for making new cars and for repairing 
those that it is economic to repair.” 

He said the car builders in 1946 delivered 31,885 cars to 
the American railroads, and that the roads themselves built 
10,070. The export orders for freight cars, he said, rather than 
retarding domestic car production were an impetus to the car 
builders “by permitting our car building companies to begin 
their reconversion processes before orders in bulk began to 
come from American railroads.” He said orders for 32,271 
freight cars were on the car builders’ books on January 1, 1946, 
in addition to 8,350 for Mexico and South American countries; 
that some time ltaer they received an order for 36,750 freight 
cars for France, and that, with so few domestic orders on the 
books, this permitted the car builders to begin opening idle 
plants, re-hiring employes, and in general getting back into 
peacetime business. He said 31,885 cars were delivered to the 
U. S. railroads in 1946. 

What was needed now, he said, was production of the entire 
160,000 cars per year capacity of the industry. He added that 
this obviously would demand more steel; that the car builders 
in 1946 received steel at an average rate of only 48,000 tons 
monthly for building domestic freight cars, and that the pro- 
posed 10,000 cars a month would require 179,000 tons of steel 
a month—about 3 per cent of the U. S. rolled steel production. 
He indicated that it was unlikely that enough steel to build 
10,000 cars a month could be obtained in 1947. 

He reviewed the slow pace of new car construction in the 
depression years and in the war period and said that the pres- 
ent shortaage was “the product of ten years of depression, 
followed by five years of war.” 


“There is no short cut that. we know of for ending it— 
even with the utmost of cooperation between the goverenment, 
the industries involved in production, and the railroads,” he said. 

One factor retarding car production in 1946, he averred, 
was that “in 1946, while the railroads were generally running 
deeper and deeper in the red, the Interstate Commerce Com- 
mission dillied and dallied with a rate increase.” 

Senator Thye, of Minnesota, former governer of that 
state, in a short statement at the February 5 hearing asked 
Director Johnson to do all he could to make possible the move- 
ment of 15,000 to 20,000 cars of corn in Minnesota that would 
become useless if it was not moved to markets in the next 45 
to 60 days. Director Johnson said that the I. C. C. and the 
O. D. T. would do their “utmost” to provide the relief sought, 
but that the supply of cars would not be “as orderly as you 
would like.” He said that “we haven’t lost any of that corn 
yet.” 

Chairman Kendall, of the A. A. R. car service division, 
outlined grain car supply problems and action taken to deal 
with those problems in a conference with a group of House 
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members from western grain states the afternoon of February 
4, in the House interstate and foreign commerce committee 
room. R. V. Fletcher, A. A. R. president, Senator Thye and 
Senator Young, of South Dakota, attended the conference, at 
which Representative O’Hara, of Minnesota, presided. 

Several of the House members present expressed concern 
about the movement of corn stored on farms and now threat- 
ened with spoilage. Mr. Kendall said that 1,300 empty box 
cars were being moved to the west daily at the present time 
for the movement of corn and other grain. He said one diffi- 
culty in estimating the car supply needed for the corn move- 
ment was that it was not yet known how much of the crop 
would be moved to markets and how much would be kept on 
the farms for feed, but that it was known that the cattle 
population had decreased within the last year. He said the 
A. A. R. was making efforts to ascertain the volume of corn 
for which freight cars would have to be supplied. 


Cc. P. A. Statement 

The steel industry had undertaken to provide enough 
rolled steel products for an indefinite period to put an addi- 
tional 7,000 freight cars monthly on the nation’s railroads and 
also to rehabilitate existing rolling stock, the Civilian Pro- 
duction Administration said February 5. 

C. P. A. pointed out that since its priority powers would 
expire on March 31, 1947, except for building materials, this 
program “is entirely a result of voluntary action on the part 
of the steel industry.” 

The announcement followed a five-day meeting last week 
of a C. P. A. Industry Advisory Committee on Distribution of 
Steel for Freight Cars. This group discussed the quantities of 
steel products which each steel company would attempt to 
provide. 

Because of the type of steel needed, the largest steel pro- 
ducers would necessarily assume the greater portion of the 
tonnage required, C. P. A. said, although it is expected that 
all steel companies making products required for this program 
will contribute in proportion to their abilities. 

As much steel as possible will be scheduled in March. The 
full program, calling for monthly deliveries ranging from 
165,000 to 175,000 tons, is expected to be in effect in April and 
thereafter. C. P. A. emphasized that a good percentage of this 
tonnage had already been scheduled by the steel mills under 
the steel industry’s voluntary quota plan. 

No time limit had been assigned for the length of the pro- 
gram, but industry members said that the plan should continue 
until the critical need for new freight cars and freight car 
repairs had been satisfied, it was stated. ‘ 

The committee said that no industry served by the rail- 
roads had a greater stake in the ready availability of railroad 
rolling stock than the steel industry. 


Restore Independent Air Safety 
Board, Airline Pilots’ Plea 


As Senate and House committee hearings on measures for 
prevention of aircraft accidents continued in the week of Feb- 
ruary 3, the committees conducting the hearings had under 
consideration recommendations by spokesmen for the Air Line 
Pilots Association (A. F. of L.) for re-establishment of an 
independent Air Safety Board. 

A bill to carry into effect those recommendations (H. R. 
1540) was introduced by Representative Hinshaw. of Cali- 
fornia, member of the House interstate and foreign commerce 
committee, by which one of the air safety hearings was being 
held. A subcommittee of the Senate interstate and foreign 
commerce committee already had before it a similar bill in- 
troduced by Senator McCarran, of Nevada, S. 269 (see Traffic 
World, Jan. 25, p. 269). 

David L. Behncke, of Chicago, president of the Air Line 
Pilots Association, accompanied bv E. A. Cutrell, Robert N. 
Buck, and J. Wood, pilots of American Airlines, Transcontinen- 
tal & Western Air, and Eastern Air Lines, respectively, and 
F. A. Spencer, American Airlines co-pilot and former staff 
member of the Brookings Institution, testified before the Sen- 
ate subcommittee as well as before the House committee. 

“Tf we are to have real air safety,” said Mr. Behncke, 
“the functions of making the regulations governing civil aero- 
nautics and air transport and investigating accidents must be 
definitely separated.” 

He said that in the period of existence of the independent 
Air Safety Board, from August 22, 1938, to June 30, 1940, 
there was not one death of an airline pilot or passenger on any 
of the country’s airlines. Since the date of abolition of the 
independent Air Safety Board, he said, air accidents had 
claimed a toll of 634 killed and 108 injured. At present, he 
stated, the Civil Aeronautics Board wrote the safety regula- 
tions and then investigated airline accidents. 


TRAFFIC WORLD 


Mr. Cutrell said that facilities for navigation and landing 
in periods of bad weather had not materially improved or 
changed in the last 15 years. He said that there were now 
improper location and inadequate installation of the simple 
usable aids to flying that were available for present use. He dis- 
cussed, particularly, needs for better runway lighting. Mr. 
Buck said that thunderstorms still constituted a serious prob- 
lem for airline pilots, and that rest facilities for pilots at air- 
ports where they had to wait several hours were needed, par- 
ticularly when flying conditions were bad. 

Rear Admiral J. W. Reeves, Jr., commander of the Naval 
Air Transport Service, said that the N. A. T. S. probably car- 
ried more mail and cargo “in ton-miles” than any of the do- 
mestic carriers. In 1945, he said, the N. A. T. S. carried 236 
per cent more mail and cargo than all of the commercial air- 
lines combined. 

Mr. Wood, of Eastern Air Lines, said that in a DC-4 cock- 
pit there were 434 instruments and “gadgets” to be watched, 
“plus a check list of 83 items, plus fuel system chart and oper- 
ators’ manual, plus radio range manual, plus airplane and en- 
gine log books, flight log, oxygen equipment, and 30 caution 
and instruction signs, and also a co-pilot with whom you may 
be unfamiliar as to actual ability, and so on and so forth.” 
He submitted a list of 39 recommendations for promotion of 
greater safety in airline transport operations. 

W. A. Patterson, president of United Air Lines, in testi- 
mony before the Senate subcommittee, said that in 18 years 
with that airline he knew of only three accidents that were 
due to mechanical failures, and that “the balance, we might 
say, were involved with the human element.” 

Answering a question by Senator Hawkes, of New Jersey, 
Mr. Patterson said that United Air Lines had a rule that no 
man could drink “anything with alcohol, regardless of percent- 
age content,” 24 hours before a flight, and that the penalty 
for violation of this rule was “immediate dismissal without 
hearing and without question.” He said the majority of the 
airlines had this 24-hour rule. E 

Questioning by Senator Brewster, of Maine, subcommittee 
chairman, in the further course of the hearing, brought out 
information to the effect that to equip a total of 200 major 
airports with high intensity runway lights, fog dispersal equip- 
mnt (FIDO), ground control approach equipment (GCA), and 
instrument landing systems (ILS), an expenditure totaling 
about $200,000,000 would be required. ' 

“If we become as safe and dependable as surface trans- 
portation,” said Mr. Patterson, “it would be worth millions of 
dollars to the industry and to the government in profit on 
airmail, because the service would be more reliable.” 

He, too, felt that the Air Safety Board should be inde- 
pendent. 

Emory S. Land, president of the Air Transport Association, 
told the Senate subcommittee that the airlines, though they 
had a good safety record, were not satisfied. He said an or- 
ganization of 17 specialists and a clerical staff of 10 at the 
A. T. A. were devoting their time to improving airline opera- 
tions from every standpoint. He stated that the domestic air- 
lines, in a joint effort to improve safety and efficiency of oper- 
ations, spent $25,000 in the last war year through the A. T. A. 
operations and engineering group, spent $800,000 in “the first 


post-war year just “ended,” and would spend this year about 
$1,000,000. 


House Committee Will Investigate 


Chairman Wolverton, of the House committee, announced 
that the committee would investigate the financial condition of 
commercial airlines in relation to safety problems. The inquiry, 
he indicated, would go to the question of whether there had 


been reduced expenditures on maintenance and other opera- 
tions involving safety. 





FERTILIZER TRANSPORTATION PRIORITY URGED 


Maurice H. Lockwood, president of the National Fertilizer 
Association, told a sub-committee of the House agriculture com- 
mittee, studying the current fertilizer situation, January 31, 
that there should be immediate government action providing 
transport for fertilizers so that American farmers might have 
great supplies for spring plantings. 


Box cars must be provided, he said, and tank cars assured 
for anhydrous ammonia and ammonia solutions, and for sul- 
phuric acid, adding that every effort should be made by the 
carriers to speed shipments and shorten transit time. He said, 
also, that ships were vitally needed to bring nitrates from Chile 
and to carry phosphate rock coastwise. 

Mr. Lockwood said time was of the essence so far as fertil- 
izers for use by American farmers was concerned. He said the 
bulk of these shipments must be made “within the next 90 days” 
or it would be too late. 


betv 
of 1] 
Cor 
criti 
conf 
mat 
Rob 
Rail 
com 


of F 
had 
half 
for 

was 
pert 
ass¢ 
of t 


con 
tha’ 
bef 
gar 
tha 
hea 
in | 
saic 
tha 
ing: 
78t 
cha 





viding 
have 


sured 
r sul- 
y the 
. said, 
Chile 


fertil- 
id the 
days” 





February 8, 1947 





Rate Conferences O. K., But Methods 
Too Slow, C. & O. Official Avers 


Robert W. Purcell, vice-president of Chesapeake & 
Ohio, in testimony on behalf of R. R. Young on S. 110, 
Senator Reed's version of Bulwinkle bill to exempt I. 
C. C.-approved carrier agreements from anti-trust laws, 

. indicates approval of “immunization” of rate commit- 
tees’ activities but regards their present procedures as 
unduly cumbersome; would exclude agreements as to 
services and facilities from coverage of proposed legis- 
lation, contending that collaboration of carriers under 
such agreements might result in action inimical to pub- 
lic interest. Wilbur La Roe, Jr., files statement endors- 
ing principles of bill and offering suggestions on be- 
half of American Paper & Pulp Association. Hearings. 
concluded 


Hearings on S. 110, the Reed bill to exempt agreements 
between regulated carriers of the same type from application 
of the anti-trust laws after approval of the agreements by the 
Commission, were concluded on February 4 when testimony 
criticizing various provisions of the bill but upholding rate 
conferences as the only feasible way in which freight rate 
matters could be handled by the carriers was presented by 
Robert W. Purcell, vice-president—law, Chesapeake & Ohio 
Railway Co., appearing before the Senate interstate and foreign 
commerce committee (see Traffic World, Jan. 25, p. 263). 

Mr. Purcell was the witness for the C. & O. in the place 
of Robert R. Young, chairman of the board of the C. & O., who 
had requested an opportunity for presentation of views on be- 
half of a new association he was organizing—the Federation 
for Railway Progress. Mr. Purcell said that that association 
was not yet organized but that the organization would be 
perfected February 24. He stated that, fundamentally, the 
association would be one for public participation in promotion 
of the railway industry. 

Chairman White said the committee felt it could not delay 
conclusion of the hearings on S. 110 until February 24, and 
that it arranged, therefore, for the appearance of Mr. Purcell 
before the committee on February 4. Chairman White re- 
garded Mr. Young’s statement, in a telegram to the committee, 
that S. 110 had been “set down on short notice for a summary 
hearing of one day” as a suggestion that there had been speed 
in connection with this legislation. The committee chairman 
said he thought that that suggestion was not warranted and 
that “quite the contrary” was true, in view of extensive hear- 
ings held on legislation of the same or similar purport in the 
78th and 79th Congresses. Senator Reed said he joined the 
chairman in that view. 


Procedures Cumbersome : 


After stating that it was perfectly clear to him that there 
must be rate conferences, and that there was no feasible way, 
with the great multitude of rate adjustments that had to be 
made, in which such matters could be handled except through 
rate conferences, Mr. Purcell said he thought, however, that 
existing procedures for rate conferences were unduly cumber- 
some and were a deterrent to anyone seeking rate adjustments. 
He expressed disapproval of the existence of many appellate 
committees for the handling of rail rate proposals. He cited 
one instance in which final disposition of a rate proposal, pro- 
gressed through a number of appellate committees from the 
Southern Freight Association, came four years after the pro- 
posal had been initiated, and another instance in which a pro- 
posal that had been initiated in S. F. A. territory in March, 
1945, remained for disposition in a meeting scheduled for Feb- 
ruary 6 of this year. 

He said there should be legislation to “clarify the legality 
of rate conferences,” but that he did not see any need for 
delays of two or three years in putting a rate change into 
effect, or for “complex machinery” that had the effect of 
“stalling” a proponent of a rate change two or three years 
before the making of the adjustment or before the taking of 
the matter by the proponent to the Commission for hearing. 

Answering a question by Senator Hawkes, of New Jersey, 
Mr. Purcell said that instances in which railroads that en- 
countered “stalling” of their rate proposals had turned around 
and exercised their right to go to the Commission were few, 
and that generally they went through the rate bureau procedure. 
Senator Hawkes said no system devised by a human being 
would work perfectly; that this country had an excellent trans- 
portation system, and that, in trying to improve it, “we may 
wake up and find we have destroyed the value of the system 
we've got.” 
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Mr. Purcell said that legislation could appropriately place 
“safeguards” around conference activity, such as preservation 
of independent action, prohibition of coercion or boycotts, and 
assurance of public hearings. 


Limit Bill to Rate. Conferences 


“My suggestion,” he said, “comes down pretty much to a 
suggestion that S. 110 be limited to rate conferences, with 
safeguards around it and with Commission supervision and 
regulation pretty much the same as that exercised by the Com- 
mission under certificate No. 44.” 

He added that a Commission regulation under that cer- 
tificate established a 90-day limit for consideration and discus- 
sion of rate proposals by the rail bureaus. However, he said, 
he would not oppose a limitation of more than 90 days, as he 
regarded that as a short time for consideration of complicated 
rate matters. 

Though admitting that S. 110 would not bind carriers to 
conference agreements, Mr. Purcell said there was a coopera- 
tive spirit between railroads that normally would not be vio- 
lated. Senator Reed said that, under. the bill, the Commission 
would have power to correct rate committee procedure when it 
thought the procedure would mean undue delay. Mr. Purcell 
said he did not object to subjection of rate conferences to 
I. C. C. regulation under the bill, but that he thought the bill 
ought to submit a guidepost to the Commission, and that. the 
provision of S. 110 for “independent action” by a carrier was 
insufficient. He felt the legislation should describe the appro- 
priate field of activity of rate conferences. 

His fundamental objection to S. 110, Mr. Purcell said, was 
that in his opinion it permitted “legislation of agreements on 
services and facilities.” Reverting to the rate committee phase 
of the bill, he said he did not endorse “‘the hierarchy of com- 
mittees” which, he maintained, tended to permit the more in- 
fluential railroads to have more to say about rate adjustments 
than the less influential ones. When a rate conference agree- 
ment under the bill came before the Commission, he said, ‘‘we’ll 
be there stating our views as to what kind of rate conference 
activity should be approved.” 

Mr. Purcell said that hundreds of committees and confer- 
ences dealt with all types of railroad operation, particularly 
with reference to what transport facilities the railroads would 
provide for the public. Conferences about such matters as de- 
livery of cars by the railroads to one another, he contended, 
were permissible under present law, and no remedial legisla- 
tion was needed. 

“It’s when they get together and talk about how much or 
how little service they ought to provide that we—Mr. Young 
and we of the C. & O.—have a philosophy that differs with 
that of others in the railroad industry,” said Mr. Purcell. 

He said he thought agreements as to time schedules were 
in the category of limiting service to the public and should 
not be permitted. Senator Reed said that if S. 110 permitted 
such agreements, he did not know where such permission ap- 
peared in the bill. 


I. C. C. to Protect Public Interest 


Senator Hawkes suggested that if the Commission func- 
tioned efficiently and approved only agreements that were in 
the public interest there should be no objection to provisions 
of S. 110, and that the Commission could be relied on to pro- 
tect the public interest. 

Mr. Purcell said that an example of the type of agreement 
that he had in mind and that might be exempt from anti-trust 
law enforcement under S. 110 was an agreement of members 
of the Southeastern Railroad Presidents’ Conference in 1938 
that no railroad member of the conference would adopt changes 
in trains or services (such as “streamlining” of trains) without 
giving “sufficient notice” to the other roads. Mr. Purcell said 
the C. & O. voted “no” on that proposal. He said that, as he 
understood S. 110, it would require railroad conferences to come 
to the Commission and present to it their articles and basic 
agreement, but that they would not have to submit to the Com- 
mission the kind of “understanding” that he had mentioned. 
Senator Reed said he understood “nothing of the kind, and 
that whenever the railroads reached an agreement by which 
possibly they might be violating the anti-trust laws they would 
have to submit the agreement to the Commission for approval. 
Mr. Purcell said he did not think the Commission should have 
the power to approve an agreement that was not in the public 
interest. 

Senator Reed said that if S. 110 did not provide protection 
against the types of agreements that Mr. Purcell regarded as 
contrary to the public interest, he wished Mr. Purcell would 
write language for the bill that would provide such protection. 
Mr. Purcell said he would undertake to do that. He said that 
on page 2 of the bill “you have submitted practically every- 
thing to the Commission’s jurisdiction.” Senator Reed said the 
bill was designed to apply to agreements as to matters within 
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the jurisdiction of the Commission, and that an agreement of 
the railroads to buy all the steel mills of the country, for ex- 
ample, would remain subject to the anti-trust laws. 

Mr. Purcell said he had many examples of railroads getting 
together and agreeing on such matters as types of cement cars, 
use of flowers on tables in dining cars, and how elaborate menus 
in dining cars should be. He said he saw no need for legislation 
to permit that type of understanding among carriers, and added 
that it was just that type of discussion that had brought about 
complaints about treatment passengers and shippers received 
from the railroads. He said he did not see any reason for 


“legislation to give lawyers an excuse to go before the Commis- . 


sion to argue congressional intent,” and added that “that’s what 
this bill would result in, if enacted.” 

Senator Reed said he thought there probably were times 
when it was highly desirable for railroads to reach agreement 
on time schedules, and that he had in mind the movement of 
perishables over long distances. The insurance provided in the 
bill, he said, was that any agreement would have I. C. C. ap- 
proval as being in the public interest, and that any carrier 
might take independent action. Mr. Purcell insisted that he saw 
no occasion for legislation as to agreements on services, and 
that if the agreements were not in unreasonable restraint of 


trade, he did not believe the anti-trust laws would be applied 
to them. 


D. of J. Unreasonable—Reed 


“If ever there was an unreasonable attitude of government 
Officials, it has been the attitude of the Department of Justice 
toward the railroads,” said Senator Reed. “The purpose of this 
bill is to let the railroads function without unreasonable fear 
of prosecution by the anti-trust division.” 

Mr. Purcell said he thought each individual understanding 
under each basic agreement must be submitted to the Commis- 
sion. He said he had no objection to that, except that it was a 
cumbersome procedure, and that many such understandings 
were reached daily in the railroad industry. 

Senator McMahon, of Connecticut, said he did not have the 
feeling that the Commission would approve something inimical 
to the public interest. 

Mr. Purcell said that recently the Eastern Presidents’ Con- 
ference proposed establishment of a subcommittee to deal with 
highway competition. He read a memorandum that he had ad- 
dressed to R. J. Bowman, president of the C. & O., on July 19, 
1946, referring to the proposal by “Chairman Metzman of the 
Eastern Railroad President’s Conference.” In this memoran- 
dum, Mr. Purcell said that one of the charges made by the anti- 
trust division against the railroads in the government’s suit at 
Lincoln, Neb., was that that had conspired to suppress truck 
competition by legislation and other activity designed to place 
restrictions on the trucking industry with respect to weights, 
dimensions of vehicles, taxes and other restraints concerning 
the use of the highways. 

“It has seemed to me,” said Mr. Purcell in his memoran- 
dum, “that the railroad industry should prosper by giving ship- 
pers excellent service at rates which are attractive, not by 
making it difficult for competitors to best serve the public in 
their fields.” 

Senator McFarland, of Arizona, suggested that the Com- 
mission would not investigate every agreement filed with it for 
approval unless some complaint was made. Senator McMahon 
said the bill gave the Commission the right to apply the “rule 
of reason.” Mr. Purcell said he thought that “we shouldn’t have 
to get somebody else to decide what we should and should not 


“If the I. C. C. approves an agreement contrary to the 
public interest, it’s time for us to get a new I. C. C., isn’t it?” 
asked Senator McMahon. 

“Yes, sir,” said Mr. Purcell. 

Senator McFarland thought that the question of determin- 
ing public interest was not an easy one—that, sometimes, some- 
thing would be in the public interest of one section of the 
country, but not in the public interest of another section. 


Senator Hawkes wondered if it was true that Mr. Young, 
the chairman of the board of the C. & O., now controlled the 
New York Central and the Nickel Plate. Mr. Purcell said that 
“we have acquired some New York Central stock, but we have 
no right to vote that stock until the I. C. C. gives us permission, 
and we have no representation on the New York Central board.” 

Mr. Purcell said the C. & O. had no right to interfere with 
and would not interfere with the management of the New 
York Central, and that he was perfectly sure it would not be 
in the public interest, or possible, for the C. & O. to control 
both the New York Central and the Nickel Plate, competitive 
with the New York Central and now controlled by the C. & O. 

Senator Hawkes wondered why Mr. Purcell approved of 
I. C. C. action in railroad control cases but not on agreements 
such as had been discussed. Mr. Purcell said he made a dis- 
tinction between facilities and services, and added that he 
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would place the “control problem” in the category of rates; 
that these were matters in which great public interest was 
involved. Why, he said, should the Commission act on an 
agreement of railroads that they would not air condition their 
trains ? 

Senator Hawkes said he could conceive of that as being 
perfectly proper for approval—that economic conditions of the 
railroads might be such as to make expenditures for such 
purposes unwise or improvident. 


Question About Bankers 


Referring to statements attributed to Mr. Young, assailing 
control of the nation’s railroads by certain bankers, Senator 
Hawkes asked, “If you get one set of bankers out and get 
another set in, where have you improved the situation?” Mr. 
Purcell said he did not see how Senator Hawkes reached the 
conclusion that one set of bankers would be substituted for 
another, under Mr. Young’s plans. Senator Hawkes suggested 
that when railroad acquisitions such as Mr. Young was said 
to be contemplating were pending, there was the question of 
obtaining money for such acquisitions, and that bankers were 
“always around” for such transactions. 

Senator Johnson, of Colorado, said Mr. Purcell wanted the 
railroads to decide for themselves what was in the public 
interest, but that “we have an agency whose duty it is to 
protect the public interest,” his reference being to the Commis- 
sion. 

Mr. Purcell said that fundamentally there was a different 
concept ‘“‘between ourselves and other members of the industry” 
as to “our ability to handle our own affairs, and to improve 
our service, without regard to what others are doing.” The 
C. & O. planned to run its business that way, he added. 

“That’s because you want to get the whole thing,” sug- 
gested Senator McMahon. “You’re after the Missouri Pacific, 
aren’t you?” 

“We’re after fair treatment for our securities in the Mis- 
souri Pacific,” said Mr. Purcell. ‘We don’t ask for control... .” 

He answered “no,” to a question by Senator McMahon as 
to whether the C. & O. now controlled the New York Central. 

Senator Reed made an observation to the effect that the 
Commission now had wide discretion in determination of what 
was in the public interest, and said that “nothing likely to 
happen under this bill will increase the responsibility of the 
Commission so far as determination of the public interest is 
concerned.” 

Senator McMahon read, on page 2 of S. 110, the listed 
items that agreements of carriers of the same class might, cover 
—“rates, fares, charges, classifications, divisions, allowances, 
time schedules,” and so forth—and asked whether Mr. Purcell’s 
attitude was that agreements on those items might properly be 
exempted from the anti-trust laws. Mr. Purcell said he “would 
stop at allowances.” 

“Ts it all right to talk about time schedules as long as 
you don’t restrain trade?” asked Senator McMahon. 

He then rephrased the same question by substituting for 
“time schedules” the other items stated in the bill—‘“routes, 
the interchange of facilities, the settlement of claims, the pro- 
motion of safety, or the promotion of adequacy, economy, or 
efficiency of operation or service.” 

In each instance, Mr. Purcell’s answer was affirmative. 


Alleghany and N. Y. C. 


Senator McMahon said that he had found in ‘Moody’s” 
that the Alleghany Corporation had $1,000,000 cash at the end 
of the year, while the New York Central had a cash balance 
of $175,000,000. He wondered if there was anything to a 
“rumor” he had heard, that the New York Central had decided 
to buy control of Alleghany. Mr. Purcell said he had not heard 
about it. Senator McMahon suggested that the witness would 
agree that the New York Central might use bad judgment if 
it got control of Alleghany Corporation, but that the latter 
would not use bad judgment if it got control of New York 
Central. 

Had there been “any conversation” to the effect that the 
C. & O. would “come along” on S. 110, provided the C. & O. 
got control of the Pullman Company? Senator McMahon in- 
quired. Mr. Purcell’s answer was “no.” 

Senator Hawkes read a newspaper account of purchase of 
New York Central stock by Mr. Young, of the C. & O., in 
which Cyrus Eaton, a C. & O. director, was quoted as saying 
that the New York Central was now “Young’s road” and that 
“from now on you can count the New York Central as Young’s 
property.” It was stated, also, in the newspaper article cited, 
that Alleghany Corporation controlled the C. & O. though 
holding only 6.7 per cent of the stock of the C. & O. : 
Purcell commented that there had been “a great deal of talk 
in the newspapers” and that he supposed that Mr. Eaton did 
say something to reporters, but that the fact remained that 
neither Alleghany Corporation nor the C. & O. had control of 
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the New York Central. Senator Reed said the C. & O. could 
not exercise such control without approval of the Commission. 


La Roe’s Statement 


Chairman White announced that there was being placed 
in the hearing record a statement filed with the committee by 
Wilbur La Roe, Jr., of Washington, D. C., attorney and former 
chief examiner of the Commission, on behalf of the American 
Paper & Pulp Association. 

Referring to the protection to shippers that he said was 
provided by the rate conference machinery, Mr. La Roe stated 
that “if that machinery is adequate to protect shippers, which 
we are sure it is, then this legislation should be promptly en- 
acted.” He said that the functioning of rate conferences in- 
volved an element of danger, but the Commission, ‘an expert 
body,” would be alive to the danger. He recommended that 
the Commission have authority, after having approved an 
agreement, to require that the agreement be modified or ter- 
minated with respect to any action complained of; that car- 
riers of different types be permitted to confer as to the estab- 
lishment of through routes and joint rates and the services in 
connection therewith; that the Commission should “positively 
not” have one of its representatives sitting in rate conferences, 
and that the conferences should not be subject, as carriers, to 
the jurisdiction of the Commission. 

“We do not want unnecessary government interference 
with managerial discretion in the functioning of these confer- 
ences,” he said. “We do not want the Commission to have any 
participation in the reaching of conclusions by the conference. 
We would not object to I. C. C. authority over the books and 
records and functional methods of the conferences, and posi- 
tively over their finances. . . . The Commission should con- 
tinue to have ... authority to deal with any rate issue through 
the exercise of its suspension power or otherwise. .. . 

“The demand for this legislation among shippers and car- 
riers is impressive. There is not a single sound argument 
against it.” 





Tobey Appeals to. Truman to Veto 
S. 110, If Passed by Congress 


In an address in the Senate in which he attacked S. 110, 
the Reed bill to exempt. Commission-approved agreements of 
carriers from application of the anti-trust laws, with the as- 
sertion that it was a bill “to break down the monopoly 
statutes,” Senator Tobey, of New Hampshire, said he was mak- 
ing an “appeal to the President of the United States to make 
it clear that he will veto the attempt to wreck the anti-trust 
statutes, in case the bill for this purpose reaches him.” 

Senator Tobey exhorted his Republican colleagues in the 
Senate to adhere to the policy he said their leaders had an- 
nounced, in their support of creation of a special Senate com- 
mittee on small business, of acting ‘to redress the wrong done 
to smali business during the war.” 

“Those who spoke for the creation of these special com- 
mittees,” he said, “are soon going to have an opportunity to 
support their intention of redressing war events and helping 
small business. The forthcoming vote on the bill (S. 110) now 
pending in committee, to magnify big business at the expense 
of small business, will provide a fortunate and early occasion 
for a decisive negative vote on their part.” 

He said that S. 110 would “legislate out of existence every 
anti-trust law on our statute books” so far as they dealt with 
“any and every transaction involving monopolies, trusts, and 
restrains on trade, on the following subjects: rates, fares, 
charges, charges as between carriers, classifications, divisions, 
allowances, time schedules, routes, interchange ‘of facilities, 
settlement of claims, promotion of safety, operation or serv- 
Ice,”’ 

Senator Tobey quoted excerpts from a report that former 
Senator Wheeler, of Montana, and Senator (now President) 
Truman had made to the Senate, as members of a Senate in- 
terstate commerce subcommittee, on an investigation of rail- 
roads. From those excerpts, Senator Tobey drew the conclu- 
sions that small railroads, singly, were unable to bargain with 
powerful roads and that “the small railroad is unable to pro- 
tect itself when it deals alone with the big road—for fear of 
losing business.” He said the Wheeler-Truman report showed 
that “inflated rents” charged the railroads by private car com- 
panies concealed ‘‘waste and inefficiency for which the smaller 
Toads must pay.” 

_ “So complete is the present monopoly power of a few big 
tailroads over the smaller railroads in the middle west, the 
south and other portions of the United States,” he continued, 
“that the former can treat the presidents of small railroads as 
if they did not even exist, despite their attendance at meetings 
of the presidents of all the railroads in their association. . 
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“T appeal to the President of the United States to make it 
clear that he will veto the attempt to wreck the anti-trust 
statutes, in case the bill-for this purpose reaches him. ... He 
can prevent the undermining of the anti-trust statutes, if the 
bill should be squeezed through Congress. 

' “The reports he submitted to the Senate, with reference 
to the railroad industry, have shown that he has been in past 
years on the side of the people against monopoly. I say to 
those of my colleagues in this chamber who are on the same 
side, that we should go forward in this struggle with every 
confidence that if this bill passes the two branches of Con- 
gress, it will meet a veto in the White House. Then, if we 
have shown sufficient strength in the voting in each chamber, 
it will become clear that a veto of this bill cannot be over- 
ridden in Congress. 

“I will close with one special plea to my Republican col- 
leagues. Our leaders have said on the floor of the Senate .. . 
that our party is the party of the small business man, and not 
the party of big corporations and of monopoly. Let us avail 
ourselves of the wonderful opportunity which will come to us, 


.in all probability in February of this year, to demonstrate that 


no bill to break down the anti-trust statutes can pass through 
Congress while the Republicans hold a majority.” 


Barkley Voices Objections 


Speaking in the Senate with reference to Senator Tobey’s 
remarks, Senator Barkley, of Kentucky, who objected to con- 
sideration of the Bulwinkle bill in the closing days of the 79th 
Congress when he was majority leader in the upper branch of 
Congress, renewed his objections to such legislation. 

Senator Barkley, referring to his previous objection, said 
he was opposed to the bill because he deplored the tendency 
in the Congress to forestall decisions of the Supreme Court by 
legislation taking out of the category of corporations coming 
under the anti-trust laws any group of corporations. The ref- 
erence was to the anti-trust litigation involving the rate- 
making processes of the railroads. 

_ “In my judgment,” he said, “there is no rhore reason why 
railroads should be exempt from the anti-trust laws than that 
airplanes or bus lines or any other form of transportation that 
is charged with a public service should be exempt from those 
laws. By analogy, we might say that the automobile industry, 
which certainly is a very major factor today in our transpor- 
tation system, and is charged with a public duty, ought also 
to be exempt from the anti-trust laws, and that the steel com- 
panies, which supply products to transportation companies and 
manufacturing concerns, by reason of the fact that they are 
charged with a public interest, ought also to be exempt from 
the anti-trust laws.” 

Senator Johnson, of Colorado, inquired of Senator Barkley 
whether the industries the latter had named—the automobile 
industry and the steel industry—were regulated by a public 
service commission “which prescribes their rates and governs 
them with an iron hand.” 

Senator Barkley said no, the industries mentioned were 
not regulated, “in a sense, by a public commission set up by 
Congress for their regulation.” 

“They are regulated by the anti-trust laws,” he continued. 
“Their conduct is regulated. Certainly the airline transporta- 
tion companies are regulated by a public commission. The bus 
lines and the steamboat companies are regulated by a com- 
mission created by the Congress of the United States. So I see 
no reason why the railroads, simply becausé they are rail- 
roads, should be exempted from the application of the anti- 
trust laws.” 

Senator Barkley concluded by commending Senator Tobey 
for the speech he had made and asserted that he would vote 
against the bill if it were again brought forward “but I hope 
it will not. be brought forward, because I do not believe that 
there can be any justification for removing any one type of 
corporations, no matter what they may be, from the applica- 
tion of the anti-trust laws merely because their rates and 
practices may happen to be regulated by the Interstate Com- 
merce Commission which was created by the Congress of the 
United .States.” 


Truman Asks Congress to Extend 
War Powers Affecting Transport 


In a message to Congress, February 3, President Truman 
said it has become apparent that effective completion of recon- 
version would, in a few instances, require the continued use 
of powers (including some affecting the field of transportation) 
granted by the second war powers act, beyond March 31, the 
expiration date of this law. 

He asked, specifically, for a one-year extension of the pro- 
vision of title I of the second war powers act, including emer- 
gency powers of the Interstate Commerce Commission over 
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motor and water carriers, and of the provision of title V of the 
same act, covering waiver of navigation and inspection laws. 
He asked for a like extension of title III of the act, covering 
priorities and allocation powers, for “limited purposes” which 
he stated. 

The President discussed the freight car situation in his 
message, in connection with a contention that “allocation” was 
necessary for efficient use of freight cars and other equipment 
and facilities. He said the Office of Defense Transportation had 
eliminated all but three transportation orders. 


Operation of Ships by M. C. 


He said continuation of the authority of the Maritime Com- 
mission to operate certain steamship lines, which authority 
under present law would expire March 31, would be necessary 
“until the Maritime Commission is in a position to settle with 
companies whose ships they have taken over and operated.” 


Freight Car Shortage 


f On the subject of freight cars, the President’s message 
included the following: 


There is at the present time an extremely serious freight car 
shortage. The shortage will increase as the nation’s production in- 
creases. The reported average daily, freight car shortage now amounts 
to approximately 22,000 cars. For a number of months car loadings 
have been heavier than at any period since 1930, including the war 
years. The American railroads have about 521,000 fewer cars now than 
in 1930, and about 31,100 fewer serviceable cars than they had on 
VJ-Day. The number of freight cars being removed from service each 
month because of their being worn out exceeds on the average the 
number of new freight cars delivered to the railroads. 

The load our railways must carry is growing while the facilities 
for handling the load are dwindling. To cope with this problem with 
measureable degree of success requires a provident use of rail trans- 
portation facilities. Allocation is therefore necessary if we are to use 
the railway freight cars and other equipment and facilities that we 
have at all efficiently in this period just ahead. 


e Vessel Inspection, Etc. 


As to the need for extension of the title V provision for 


— of navigation and vessel inspection laws, the President 
said: 


Title V permits the operation of ships under less restrictive rules 
as to equipment and manning than would otherwise be the case. This 
title is necessary for troops stationed abroad, both for their demobili- 
zation and the transportation of supplies, and in connection with repatri- 
ation programs. Its extension is urged by the State, Treasury, War 
and Commerce Departments, and by the Maritime Commission. The 
Navy’s vessels are already covered by permanent legislation. 


President Truman said he considered that current import 
and export controls must be kept after March 31 “to assure this 
country a proportionate share of the commodities in which we 
are deficient while carrying out our international food alloca- 
tion arrangements.” 

“In a subsequent communication to the Congress,” he said, 
“T shall state whether there will be any need for continuing 
the export control act beyond June 30, 1947, its present expira- 
tion date.” 

The emergency powers of the Commission under title I 
of the second war powers act include authority to disregard 
the 180-day limitation in section 311 of the interstate commerce 
act on temporary operating authority for water carriers, per 
mitting the granting of such authority for periods longer than 
180 days. The Commission exercised this power in authorizing 
temporary operation of ships in the coastal trades by the Mari- 
time Commission, but the latter commission did not ask or 
obtain from the I. C. C. such authority beyond February 28, 
the expiration date of the authority granted the Maritime Com- 
mission by Congress for the operation of ships. 


EXCISE TAX BILL PASSED BY HOUSE 
The House, January 29, passed and sent to the Senate H.R. 
1030, the bill to continue the excise tax rates, including the 15 


per cent tax on amounts paid for transportation of persons 
(see Traffic World, Jan. 25, p. 269). 





SANTA FE PLANS NEW TYPE OF LOCOMOTIVE 


A new type of passenger locomotive, powered by a gas 
turbine engine using oil as a fuel, will be built this year for the 
Santa Fe Railway by the Baldwin Locomotive Works, F. G. 
Gurley, president of the railroad, has announced. Working in 
cooperation with Baldwin and the Elliott Co. of Jeannette, Pa., 
Santa Fe has been investigating the feasibility of using ‘the gas 
turbine as a prime mover since 1945. The unit is expected to 
cost approximately $500,000. Mr. Gurley said the new locomo- 
tive will burn more oil than the diesel locomotive, but that it is 
reasonable to expect a cheaper fuel can be used. Maintenance 
and repair costs are also expected to be less, he said, since the 
turbine has only rotating parts, less subject to wear than other 
types of engines having reciprocating parts. 
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New Procedure for Review of I. C. C. 
and M. C. Orders Provided in Bill 


Chairman Michener, of the House judiciary committee, has 
introduced H. R. 1468, a bill to provide “for the review of cer- 
tain orders of the Interstate Commerce Commission and the 
United States Maritime Commission and giving the United 
States courts of appeals jurisdiction in review to enjoin, set 
aside or suspend such orders.” The bill embodies the recom- 
mendations of the Judicial Conference of Senior Court Judges 
transmitted to Congress by Henry P. Chandler, director of the 
Administrative Office of the United States Courts (see Traffic 
World, Feb. 1, p. 36). A similar measure dealing with certain 
orders of the Federal Communications Commission and the 
Secretary of Agriculture was also recommended by the Con- 
ference. 

“The two bills have a common purpose to provide for re- 
view of orders of the agencies named by the circuit courts of 
appeals upon the records made before the respective agencies 
with a further optional right of review by the United States 
Supreme Court upon certiorari,” said Mr. Chandler. 

“The measures submitted grow out of a study going back 
over four years by the Judicial Conference of Senior Circuit 
Judges through a committee in cooperation with representatives 
of the administrative agencies concerned, namely the Interstate 
Commerce Commission, the United States Maritime Commis- 
sion, the Secretary of Agriculture, and the Federal Communi- 
cations Commission. From the beginning the Department of 
Justice has been consulted, and has collaborated in the develop- 
ment of the proposed legislation.” 

The Judicial Conference at its annual meeting in 1942, said 
he, “authorized the Chief Justice to appoint a committee, in- 
cluding a member of the Interstate Commerce Commission, to 
consider the mode of securing appellate review of orders of the 
Interstate Commerce Commission, and of other administrative 
orders which under the existing statutes are reviewed by a 
district court of three judges and which may be appealed as of 
right to the Supreme Court.” 

The action was taken at the instance of the late Chief Jus- 
tice Harlan F. Stone, said Mr. Chandler, who (the Chief Justice) 
said that under the existing law the time of the Supreme Court 
was being taken in the consideration of appeals of right from 
three-judge district courts in relation to orders of the Interstate 
Commerce Commission which did not involve issues important 
enough to go to that court, and that the method of review ought 
to be by certiorari optional with the court, as in most other 
cases. 


Aitchison Member of Committee 


Clyde B. Aitchison, member and now chairman of the Com- 
mission, served on the committee having the proposed changes 
under consideration. The matter has been actively under con- 
sideration for the last three years. Continuing, Mr. Chandler, 
in part, said: 


The study culminated at the annual meeting (of the Judicial Con- 
ference) in 1946, when there were submitted to the Conference and the 
Conference approved with some amendments and recommended to the 
Congress for enactment, the two bills which are now presented: one in 
relation to the review of certain orders of the Interstate Commerce 
Commission and the United States Maritime Commission, and the other 
in relation to the review of certain orders of the Secretary of Agricul- 
ture and the Federal Communications Commission. .. . 

In accordance with the plan adopted by the Judicial Conference in 
reference to all legislative proposals of the Conference affecting the dis- 
trict courts, copies of both bills in the form in which they then stood, 
were sent in December, 1945, to all federal circuit and district judges 
with a letter from the chairman of the committee, Circuit Judge Orie L. 
Phillips, requesting them to give the committee the benefit of their 
views on the legislation and any suggestions or criticisms which they 
might have. Each senior circuit judge was also requested to submit the 
bills to the judicial conference of his circuit through its legislative com- 
mittee and report the views of the legislative committee and the cir- 
cuit conference. Three letters were received from circuit and district 
judges all approving the proposed bills, and one letter from a district 
judge suggesting that review be by a three-judge court consisting of 
one circuit judge and two district judges. 


In the same way the bill in relation to the review of orders of the 
Interstate Commerce Commission had been submitted in 1944 as it then 
was to the circuit and district judges. Responses were received from 
ten judges, all but one of whom approved the bill. One suggested as an 
alternative to review by the courts of appeals, trial de novo in the 
district courts with appeal to the circuit courts of appeals. He approved 
the provision for limitation of review in the Supreme Court to certiorari. 
Copies of the 1944 report of the committee and the bill recommended 
were also mailed to large numbers of lawyers engaged in practice before 
the Interstate Commerce Commission with a request for an expression 
of their opinion. A large majority of. those who replied opposed the 
changes proposed; some suggested that certiorari be substituted for 
appeal of right to the Supreme Court. 

The two bills were considered in 1946 by three circuit conferences. 
The conference of the Fifth Circuit approved the bills in substance, the 
conference of the Tenth Circuit approved them unanimously, and the 
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conference of the Third Circuit by a vote of nine to six recommended 
that in lieu of the bills the present procedure for review by three-judge 
district courts be retained with a modification that certiorari be sub- 


stituted for the existing right of appeal from a three-judge court to 
the Supreme Court. 


Attorney General Approves 


The Attorney General informally expressed his approval of the 
method of review provided for in the bills in a letter ‘to the chairman 
of the committee, Circuit Judge Phillips, dated November 27, 1946, the 
pertinent part of which is as follows: 

“TI am in entire agreement with the objective of the Judicial Con- 
ference in eliminating the disadvantages of the three-judge district 
court and direct appeals to the Supreme Court by bringing the pro- 
cedure for review of orders of these agencies into line with the review 
procedure contained in most of the more modern regulatory statutes. 
The bills which you have prepared accordingly meet with my approval. 
I have not been advised, however, whether or not they are in accord 
with the program of the President.’’ 


Aitchison’s Views 


Commissioner Aitchison of the Interstate Commerce Commission 
concurred in the 1946 report of the committee subject to qualifications 
stated in a memorandum which appears as Appendix 1 of the 1945 report 
of the committee. . . . In this memorandum Commissioner Aitchison 
stated that his opinion had been that it was unnecessary and would be 
confusing to change the mode of view of orders of the Interstate Com- 
merce Commission from the district courts to the circuit courts of 
appeals, and that any minor difficulties in the operation of the present 
method of review could be largely overcome by less drastic means 
than the change proposed; that at the same time he was glad to recog- 
nize the study which had resulted in the draft of bill recommended and 
that assuming that the change provided for was to be made, he thought 
that the bill was about as good as could be drawn with the information 
at hand; that in view of the representations of the late Chief Justice 
Stone that the right of direct appeal to the Supreme Court was being 
abused particularly in motor carrier cases, and that the effectiveness 
of the court was being impaired by the diversion of its time from cases 
of greater public importance, he could not oppose the proposal to change 
the method of review by the Supreme Court from appeal as of right to 
certiorari. In another memorandum dated September 25, 1944, in ref- 
erence to a bill of the nature now presented which was recommended 
to the Judicial Conference by the committee in its report in that year, 
Commissioner Aitchison wrote, ‘‘I therefore concur in the report upon 
the assumption that it has been determined to substitute a review 
system along the line of the bill as worked out in the conference of 
September 23, although I prefer a continuance of the present system 
of review.’’ . 

Present Method of Review 


At present the method of review of the orders which are subject 
to court review, of the agencies involved in the pending bills, the Inter- 
state Commerce Commission, the United States Maritime Commission, 
the Secretary of Agriculture. and the Federal Communications Com- 
mission, is prescribed by many provisions scattered through different 
statutes. These provisions have a common feature, that the controversy 
in relation to the order complained of is heard and decided de novo in 
a district court. In cases in which the action is brought by the admin- 
istrative agency the case may usually be heard by a single district 
judge. But in many types of cases in which a party affected seeks to 
restrain or set aside the order of the administrative agency as illegal, 
the present law requires that it shall be heard in the district court by 
a panel of three judges, one of whom at least shall be a circuit judge 
and the others of whom may be district judges. The pattern for this is 
the Urgent Deficiencies Act. of 1913 (28 U. S, C. 47) requiring this pro- 
cedure in suits for injunction to restrain the enforcement of orders of 
the Interstate Commerce Commission. In cases under this provision 
and a number of others adopting the procedure, in which the trial in 
the district court is by three judges sitting en banc, there is a right of 
review by appeal to the United States Supreme Court. 


Proposed Substitute 


The pending bills would substitute for the present mode of judicial 
review, review by the appropriate circut courts of appeals upon the 
record made before the administrative agencies. This is the pattern 
established for review of orders of the Federal Trade Commission in 
1914 (15 U. S. C. 45 ce), and followed by the laws since then in relation 
to many other agencies including the Securities and Exchange Com- 
mission, the Bituminous Coal Commission, and the National Labor Re- 
lations Board. It is the more modern method and is generally considered 
to be the best method for the review of orders of administrative agencies. 
The other principal feature of the bills recommended is that review by 
the Supreme Court shall be discretionary by certiorari rather than as 
of right. 

The committee of the Judicial Conference considered the proposal 
which has been advanced by some persons, that the method of review 
of orders of the Interstate Commerce Commission be left as it is in 
three-judge district courts, except that review by the Supreme Court 
would be changed to optional review by certiorari ihstead of mandatory 
review by appeal of right as at present. It was the feeling of the com- 
mittee, however, that provision for one review by an appellate court 
as of right was almost traditional in our system of jurisprudence. Con- 
sequently it did not think that the problem could be solved by provid- 
ing for review by certiorari of the decisions of the district courts. 

There are some types of orders entered by the Interstate Commerce 
Commissien which are not susceptible to review by circuit courts of 
appeals on the record. These include occasional orders in emergency 
Mmaiters without a hearing and other orders legislative or administra- 
tive in nature which are made upon informal hearings in no sense 
adversary in character. Such orders cannot be reviewed adequately in 
the courts except upon a trial de novo with full opportunity to all 
Parties to introduce evidence and the circuit courts of appeals are not 
equipped to conduct such trials. Commissioner Aitchison of the Inter- 
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state Commerce Commission found from an examination in 1945 that 
apparently something less than five per cent of the suits brought 
against the Interstate Commerce Commission involved orders of this 
kind. There appears to be even less likelihood of the entry of orders by 
the other administrative agencies which may not be readily reviewed 
by the circuit courts of appeals upon the record. But care has been 
taken in drafting the bills to include in the method of review by the 
circuit courts of appeals only the types of orders in which an adequate 
record for that purpose is made before the agencies. Review of the 


exceptional orders of the other type will remain as it is in the district 
courts by trial de novo. 


Advantages Over Present Method 


The proposed method of review by the circuit courts of appeals has 
important advantages in simiplicity and expedition over the present 
method. 

First, the submission of the cases upon the records made before 
the administrative agencies will avoid the making of two records, one 
before the agency and one before the court, and going over the same 
ground twice. Under the recent Administrative Procedure Act approved 
June 11, 1946 (Public Law 404 of the 79th Congress) the record before 
the agencies will be made in such a way that aJl questions for the 
determination of the courts on review, and the facts bearing upon them 
will be preserved and the rights of the parties will be fully protected. 

Second, in many cases in which hearing in the district courts by 
panels of three judges is now required there will be a large saving of 
the judicial time and energy. It is generally recognized that three-judge 
courts are not well adapted for conducting hearings. The necessity of 
holding conferences whenever questions arise in the course of the pro- 
ceedings, as they repeatedly do in relation to such matters’as the ad- 
missibility of evidence, very much slows the trial. In addition the pro- 
cedure takes the time of three judges whereas one would be sufficient. 
The proposed review upon the record by a court of appeals would 
secure the collaboration of three judges at the stage where it is useful, 
namely in the decision, without consuming their time unnecessarily in 
the preceding phases of the case. 

Third, the provision for review by the Supreme Court in its dis- 
cretion upon certiorari, as in the review of other cases from circuit 
courts of appeals, will save the members of that Court from wasting 
their energies on cases which are not important enough to call for their 
attention, and enable them to concentrate more fully upon the cases 
which they should consider. By allowing certiorari, the court may still 
reserve for consideration those cases in relation to administrative 
agencies which involve significant constitutional issues or substantial 
public interest. But it will not any longer be required automatically to 
hear cases which are nof of a nature to merit its consideration. 

It will appear from this letter that the mode of judicial review pro- 
vided for in the bills herewith presented has been evolved through long 
study and discussion by representatives of the.federal courts with the 
administrative agencies involved. It is believed to represent an impor- 
tant improvement in judicial procedure, one that will make for econ- 
omy and expedition in the dispatch of a considerable class of business 
in the federal courts. Consequently it is hoped that the bills may re- 
ceive the favorable consideration of the Congress and be enacted. 


Text of Bill 


The text of H. R. 1468 follows: 


Be it enacted by the Senate and House of Representatives of the 
United States of America in Congress assembled, 

Section 1. Definitions.—As used in this Act— 

(a) ‘‘Commission’’ means the Interstate Commerce Commission 
when it entered the order sought to be reviewed and the United States 
Maritime Commission when it entered the order sought to be reviewed. 

(b) ‘‘Circuit court of appeals’’ means a circuit court of appeals of 
the United States, and includes the United States Court of Appeals for 
the District of Columbia; 

(c) ‘‘Clerk’’ means the clerk of the court in which the petition for 
the review of an order of the Commission is filed; 

(d) ‘‘Petitioner’’ means the party or parties by whom a petition to 
review an order of the Commission is filed. 

Sec. 2. Jurisdiction.—The circuit court of appeals shall have exclu- 
sive jurisdiction to enjoin, set aside, or suspend in whole or in part 
final orders of the Interstate Commerce Commission or orders supple- 
mentary thereto or amendatory thereof entered under the following 
provisions of the Interstate Commerce Act, as amended, namely: 

Part I: Sections 1 (9), 1 (14) (a), 1 (18), (19), (20), (21); 3 (1a); 
5 (1), (2), (3), (4), (7, (9), (14, (15), (16); 6 (11), (a), 6 (11). (b); 
6 (12); 13 (2), (3), (4); 15 (1), (3), (6), (7), (13); 20a (2), (3), (6), (7); 

Part II: Sections 203 (b); 204 (c); 206; 207; 208; 209; 211; 212 
(a); 214; 216 (e); 216 (f), (g); 218 (b), (ce); 225; 

Part III: Sections 304 (e); 307 (b), (d), (f), (g), (h), (i); 309; 314; 

Part IV: Sections 402 (f); 406 (b), (e), (f); 410 (a) to (i), inclusive; 
411 (b), (d); and 415; 

And such orders entered under authority of section 5 (b) of the 
Transportation Act of 1940, approved September 18, 1940, and the sec- 
ond paragraph of section 11 (d) of the Panama Canal Act, approved 
August 24, 1912; 

And also such final orders of the United States Maritime Commis- 
sion entered under authority of sections 15, 17, 18, and 19 of the Ship- 
ping Act, 1916, as amended (46 U. S. C., secs. 814, 816, 817, and 818), 
and sections 3 and 4 of the Intercoastal Shipping Act, 1933, as amended 
(46 U. S. C., secs. 845, 845a). . 

Such jurisdiction shall be invoked by the filing of a petition as 
provided in section 4 hereof. 

With respect to all other orders of the Interstate Commerce Com- 
mission and all other orders of the United States Marititne Commission, 
remedies now provided by law shall remain unaffected by this Act; 
and where an order is entered under one of the statutory provisions 
enumerated above and also under another statutory provision not 
enumerated above, such order shall not be reviewable under this Act, 
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and the remedies now provided by law urder the Urgent Deficiencies 
Act shall apply thereto. ° 

The pendency of a proceeding to review an order of the Commis- 
sion under this Act shall not deprive the Commission of jurisdiction to 
suspend, modify, or set aside such order or to enter a new order. 

Sec. 3. Venue.—The venue of any proceeding under this Act shall 
be in the judicial circuit wherein is the residence of the party or any 
of the parties filing the petition for review, or wherein such party or 
any of such parties has its principal office, or in the United States 
Court of Appeals for the District of Columbia. 

Sec. 4. Review of Orders.—Any party aggrieved by a final order of 
the Commission reviewable under this Act may file in any circuit court 
of appeals, wherein the venue as prescribed by section 3 hereof lies, a 
petition to review such order, The petition shal] name the Commission 
as respondent and shall contain a short and plain statement of (a) the 
nature of the proceedings as to which review is sought, (b) the facts 
upon which venue is based, (c) the facts upon which the claim for 
relief is sought, and (d) the relief prayed. Each averment of the peti- 
tion shall be simple, concise, and direct. The petitioner shall attach to 
the petition as exhibits copies of the report and order of. the Commis- 
sion. The clerk shall serve a true copy of the petition upon the Com- 
mision and upon the Attorney General of the United States by mailing 
by registered mail, with request for return receipt, a true copy to the 
‘Secretary of the Commission, and a true copy to the Attorney General. 
Within thirty days after the petition is served, unless the time is ex- 
tended by order of the circuit court of appeals, or a judge thereof, the 
Commission shall file an answer in which it shall deny or admit the 
allegations in the petition and shall set forth in simple, concise, and 
direct language the matters of fact and law relied on as defenses to 
the claim for relief and may include a motion to dismiss such claim. 
Either the petitioner or the Commission may file a motion for judgment 
on the petition and answer. 

Sec. 5. Prehearing Proceeding.—The circuit court of appeals may 
hold a prehearing proceeding or direct a judge of such court to hold a 
prehearing proceeding. 

Sec, 6, Record to Be Certified.— Within the time prescribed by, and 
in accordance with the requirements of, rules promulgated by the cir- 
cuit court of appeals in which the proceeding is pending, unless the 
proceeding has been terminated on a motion to dismiss the petition or 
a motion for judgment on the petition and answer, the petitioner shall 
file in the office of the clerk the record on review, duly certified by the 
Commission, consisting of the pleadings, evidence, and proceedings 
before the Commission, or such portions thereof as such rules shall 
require to be included in such record, or such portions thereof as the 
petitioner and the Commission, with the approval of the circuit court 
of appeals, shall agree upon in writing. 

Sec. 7. (a) Petitions Heard on Record Before Commission.—Peti- 
tions to review orders of the Commission under this Act, unless deter- 
mined on a motion to dismiss the petition or on a motion for judgment 
on the petition and answer, shall be heard in the circuit court of appeals 
upon the petition and answer and the record of the pleadings, evidence 
adduced, and proceedings before the Commission. 

(b) Additional Evidence.—If a party to a proceeding to review shall 
apply to the circuit court of appeals in which the proceeding is pending, 
for leave to adduce additional evidence and shall show to the satisfac- 
tion of such court (1) that such additional evidence is material, and 
(2) that there were reasonable grounds for failure to adduce such evi- 
dence before the Commission, such court may order such additional 
evidence and any counterevidence the opposite party desires to offer 
to be taken by the Commission, or by a division or an examiner thereof. 
The Commission may modify its findings as to the facts, or make new 
findings, by reason of the additional evidence so taken and filed, and 
may modify or set aside its order and shall file a certified transcript 
of such additional evidence, such modified findings or new findings, and 
such modified order or the order setting aside its order. 


Sec. 8. Representation in Proceeding—Intervention.—Any party in 
interest in the proceeding before the Commission, whose interests will 
be affected if such order is enjoined, set aside, or suspended, of his 
own motion and as of right, may appear and be represented by counsel 
in a proceeding to review such order. Communities, associations, cor- 
porations, firms, and individuals, whose interests are affected by an 
order of the Commission, may intervene in a proceeding to review such 
order. The Commission may be represented by its counsel throughout 
any proceeding to review, under this Act, orders of the Commission. 
The United States may intervene as of right in any proceeding to re- 
view, under this Act, any order of the Commission. In the event the 
United States intervenes, any other intervenor or the Commission may 
continue to defend the order unaffected by any action or inaction of 
the Attorney General in the proceeding. 


Sec. 9. (a) Jurisdiction of Proceeding.—Upon the filing and service 
of a petition to review, the circuit court of appeals shall have jurisdic- 
tion of the proceeding, and shall have power to make and enter, upon 
the petition and answer and upon the pleadings, evidence, and proceed- 
ings set forth in the record on review, a judgment enjoining, setting 
aside, or suspending, in whole or in part, the order of the Commission. 

(b) Stay or Suspension of Orders; Interlocutory Injunction.—The 
filing of the petition to review shall not of itself stay or suspend the 
operation of the order.of the Commission, but the circuit court of ap- 
peals in its discretion may restrain or suspend, in whole or in part, 
the operation of the Commission’s order pending the final hearing and 
determination of the petition. Where the petitioner makes application 
for an interlocutory injunction suspending or restraining the enforce- 
ment, operation, or execution of, or setting aside, in whole or in part, 
any order of the Commission, at least five days’ notice of the hearing 
thereon shall be given to the Commission and to the Attorney General 
of the United States. In cases where irreparable damage would other- 
wise ensue to the petitioner, the circuit court *°* appeals may, on hear- 
ing, after not less than five days’ notice to th Commission and to the 
Attorney General, order a temporary stay or suspension, in whole or 
in part, of the operation of the order of the Commission for not more 
than sixty days from the date of such order pending the hearing on 
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the application for such interlocutory injunction, in which case such 
order shall contain a specific finding, based on evidence submitted. to 
the circuit court of appeals, and identified by reference thereto, that 
such irreparable damage would result to petitioner and specifying the 
nature of such damage. The circuit court of appeals, at the time of 
hearing the application for an interlocutory injunction, upon a like 
finding, may continue the temporary stay or suspension, in whole or 
in part, until decision on the application. 

The hearing upon such an application for an interlocutory injunc- 
tion shall be given preference and expedited and shall be held at the 
earliest practicable date after the expiration of the notice of hearing on 
the application provided for above. 

Upon the final hearing of any proceeding to review, under this Act, 
any order of the Commission, the same requirements as to procedence 
and expedition shall apply. 

Sec. 10. Review in the Supreme Court on Certiorari or Certification. 
—An order granting or denying an interlocutory injunction under sec- 
tion 9 (b) of this Act shall be subject to review by the Supreme Court 
of the United States upon writ of certiorari as provided in section 240 
of the Judicial Code, as amended (28 U. S. C., sec. 347): Provided, 
That application therefor be duly made within thirty days after the 
entry of such order. The final judgment of the circuit court of appeals 
in a proceeding to review under this Act shall be subject to review by 
the Supreme Court of the United States upon a writ of certiorari in 
accordance with the provisions of section 240 of the Judicial Code, as 
amended (28 U. S. C., sec. 347): Provided, That application therefor 
be duly made within sixty days after the entry of such judgment. 
Either the United States or the Commission or an aggrieved party 
may file such petition for a writ of certiorari. The provisions of 
section 239 of the Judicial Code, as amended (28 U. S. C., sec. 346), 
regarding certification, and of section 8 (d) of the Act entitled ‘‘An Act 
to amend the Judicial Code, and to further define the jurisdiction of the 
circuit courts of appeals and of the Supreme Court, and for other 
purposes’’, approved February 13, 1925 (ch. 229, 43 Stat. 936; 28 U.S. C., 
sec. 350), regarding stays, shall also apply to proceedings under this 
Act. 

Sec. 11. Rules.—The several circuit courts of appeals shall adopt 
and promulgate rules governing the practice and procedure, including 
prehearing procedure, in proceedings to review orders of the Commis- 
sion under this Act, and fixing the time within which the record on 
review shall be filed in this office of the clerk. 

Sec, 12. Repeals.—All laws or parts of laws inconsistent with the 
provisions of this Act are repealed. 

Sec. 13. Effective Date.—This Act shall take effect on the thirteenth 
day after the date of its approval. However, actions to enjoin, set aside, 
or suspend orders of the Commission, Which are pending when this 
Act becomes effective, shall not be affected thereby, but shall proceed to 
final disposition under the existing law. 


The bill was referred to the House judiciary committee. 


N.& W. Traffic Employes 
Ask Repeal of Crosser Bill 


Of 106 employes in the traffic department of the Norfolk 
& Western Railway Co., Roanoke, Va., 98 favor repeal of the 
Crosser bill, a committee for employe-petitioners of the N. & 
W. Railway, headed by Beverly S. Nininger, has written Con- 
gressmen from the state of Virginia. Stating that the average 
length of service of the petitioners is 19 years, the committee 
said “we believe the sentiment expressed on the petition is 
typical of salaried railroad employes all over the country.” 

The N. & W. traffic employes object to the Crosser amend- 
ments for the following stated reasons: 

Because of the heavy drains upon carriers’ earnings under 
the Crosser amendments, the railroads may be compelled to 
withdraw their gratuitous sick and accident benefits. 

Some 7,000 employes recently have been dropped from the 
payroll of the New York Central Railroad, which ran a deficit 
on business for 1946, the best tonnage year in the railroad’s 
history. This may foreshadow other wholesale layoffs around 
the country due directly or indirectly to the Crosser amend- 
ments. 

The Crosser amendments are “a tax and a burden upon 
thrift, industry and individual initiative;” are actuarially un- 
sound; constitute pressure-inspired legislation. 

“Few, if any, railroad office employes knew or understood 
the havoc this legislation will wreck upon salaried personnel,” 
continued the committee. “A great many affected railroad 
workers had no chance to get the facts until after the Crosser 
amendments became law. There is hope that the 80th Congress 
will repeal the Crosser amendments and to this end we urge 
your support.” 


MARITIME LABOR ARBITRATOR 


Paul Kleinsorge, Stanford University professor, has been 
accepted as arbitrator in the National Maritime Union wage 
dispute with 39 Atlantic and Gulf coast steamship companies 
and agents, it was announced following a meeting last week 
at the American Merchant Marine Institute. Mr. Kleinsorge, 
now arbitrating three maritime cases on the west coast, was 
appointed on Jan. 24 to handle the N. M. U. case by Labor 
Secretary Lewis B. Schwellenbach. 
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Frank J. Taylor, chairman of the committee for the com- 
panies, and Hedley Stone, Union treasurer, signed the agree- 
ment last week accepting Mr. Kleinsorge as “arbitrator of the 
dispute between the parties under the agreement entered into 
June 14, 1946, Section 7 (d) and Article XI, Section 3 (a) of 
the agreement dated July 15, 1944, and both parties agree to 
abide by the arbitrator’s decision in the said matter.” 










Report on Rail Adjustment Board 


The National Mediation Board has made public the report 
of E. J. Connors, dated August 31, 1945, on his investigation, 
at the direction of the President, of the conditions on the First 
Division of the National Railroad Adjustment Board estab- 
lished in accordance with the railway labor act as amended in 
1934. In submitting the report, Mr. Connors said he would 
consider his assignment terminated and resume his position as 
vice-president of the Union Pacific Railroad. In making the 
report public the mediation board said the report had been 
referred to it by the White House “and is herewith reproduced 
for general information.” No explanation was made of the 
delay in making the report public. 

The First Division of the adjustment, said Mr. Connors, 
had been the subject of investigation over practically the en- 
tire period of its existence, and had “provoked serious protests 
from the chief executives of the brotherhoods representing 
engineers, firemen, conductors, brakemen and yardmen in rail- 
road service.” Mr. Connors was appointed by the late Pres- 
ident Roosevelt at the suggestion of rail labor executives fol- 
lowing “an incompleted effort of the late Joseph B. Eastman 
to whom the assignment was delegated by the President in 
November, 1942, when Mr. Eastman was director of the Office 
of Defense Transportation.” President Truman, Mr. Connors 
said, had extended the assignment to include an effort of solu- 
tion by cooperative effort of the railroads and the rail unions 
He said the problem was, as a result of this cooperation, in 
prospect of solution. He suggested to the President considera- 
tion of a meeting with the railroad and brotherhood executives 
for a general discussion of the rail labor situation, as he be- 
lieved this was warranted by the importance of continued 
amicable relations between the railroads and rail unions to 
uninterrupted, efficient and economical rail transportation in 
the reconversion period. 

Mr. Connors was directed by President Roosevelt to re- 
port with recommendations relative to the disputes filed with 
the First Division and pending undetermined there. The wis- 
dom of President Truman’s suggestion extending the assign- 
ment, said Mr. Connors, became apparent as analysis indicated 
that the First Division situation was in reality an incident of 
the fundamental problem of an excessive number of disputes 
between railroads and their employes in train, engine and yard 
service. 


“This problem is one for railroad management and the 
brotherhoods to remedy on individual railroads where disputes 
arise in excessive volume, or by coordinated action to the ex- 
tent that labor relations of the industry generally are thus 
affected,” said he. 


The report stated that in the eleven-year period to August 
31, 1945, 21,325 cases were docketed; that the division had 
never been current in its work; that there were over 6,000 
undecided cases pending in December, 1942, and that the num- 
ber generally had been in excess of 5,000 since that time. Had it 
not been for withdrawal of approximately 6,500 cases, the 
accumulation would have exceeded 10,000, said Mr. Connors. 

Decision of the Supreme Court of the United States in No. 
160, Elgin, Joliet and Eastern Railway Co. vs. Burley et al., 
June 11, 1945, resulted in the carrier members of the board 
advising the labor members that they could not participate in 
cases in which representation authorizations of affected em- 
ployes had not been shown in accord with the court’s decision. 
This had the effect of suspending the division’s activity until 
the authorizations contemplated were obtained and the docket 
was “at least temporarily cleared,” said Mr. Connors. The 
report showed that 16 railroads with one-third of the employes 
accounted for 75 per cent of the total awards, said he, adding 
that this indicated the problem of reducing disputes was re- 
solved to an excessive volume from certain railroads. As to 
organizations 40 per cent of the cases were from the trainmen, 
13 per cent from the conductors, 16 per cent from the firemen 
and 10 per cent from the engineers. 

Unless situations on railroads from which a majority of 
the disputes come could be corrected by appropriate revision 
of agreements, or otherwise, system boards should be estab- 
lished, said Mr. Connors. As to referees in deadlocked cases, 
he recommended that provision be made for “referees of ex- 
tended experience, selected from a group or appointed panel, 
at sufficient salary to attract men of qualifications and apti- 
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tude for continuous service and participation with the railroad 
and labor members in hearing and deciding cases.” 


MEDIATION BOARD VACANCIES 


The term of H. H. Schwartz, of the National Mediation 
Board, expired February 1. Mr. Schwartz, formerly United 
States senator from Wyoming, will continue to serve, for the 
time being, as chairman of the National Railway Labor Panel 
from which members of emergency boards in certain instances 
are selected. 

Frank P. Douglass is now the only member of the board, 
the other member, George A. Cook, having retired some time 
ago. 


I. C. C. Should Control Carrier 
Wage Rates, Suggests Chandler 


A proposal that the rates of pay for employes of all forms 
of common carriers and communications systems operating 
interstate be placed under control by the Interstate Commerce 
Commission through the establishment of a department of labor 
relations within the Commission has been made to the interstate 
and foreign commerce committees of the House and Senate, 
by F. M. Chandler, commerce attorney, of Louisville, Ky. 

Under the proposal submitted recently by Mr. Chandler, 
all requests for wage rate increases made upon any common 
carrier would first be filed with the Commission 60 days prior 
to such complaint being made upon any carrier, “to enable the 
Commission to ascertain whether or not the carrier is operat- 
ing at a profit or has an empty pocketbook. 


“Tf the public, believing a freight rate to be unreasonable 
under the act, must file complaints with the Commission and 
must prove its case, there is no sound reason why any group 
of employes, believing the wage rate to be unreasonable, should 
not abide by the same set of rules and file a wage complaint 
first with the Commission which should be the governing in- 
strumentality,” contended Mr. Chandler. 

He suggested that the interstate commerce act be amended 
to make it unlawful for any common carrier under the juris- 
diction of the Commission to accept any proposal for a wage 
increase without its first being filed with the Commission, and 
after the expiration of 60 days, “during which time the Com- 
mission can .. . ascertain whether or not the carrier in- 
volved . . . can afford such increase. . . . Both parties, the 
employes and the carrier, should be notified of the findings of 
the Commission. Then, within the next 30 days, the carrier 
should make application for the increase ... or if the carrier 
finds that competitive features would not allow him to increase 
the rate without destroying or diverting its business to other 
carriers, then it shall so notify the Commission of its intention 
to place an embargo against all freight, both carload and less 
carload, immediately upon notice of any strike through the 
Commission from the employes, such strikes to be allowed 
only upon 30 days notice to the Commission.” 


Would Block Industry-Wide Strikes 


Mr. Chandler proposed that individual complaints for each 
carrier at different times should be filed and that there be no 
industry-wide complaint for certain sections of the country. 
Commenting upon occurrences where freight and passengers 
have been delayed in transit because of strikes, he said that 
“after work is resumed, there follows an application to the 
Commission by the carrier to increase its rate to meet opera- 
tion expenses,” adding: 


What possibly could have been settled before the strike for just 
a sufficient amount to meet the increased labor costs, say one-half or 
one cent per hundredweight on everything handled by the carrier, is 
then presented by the carrier in a request for a 22.5-25 per cent in- 
crease, amounting to a much greater increase than would have been 


necessary had the amount involved been presented through a wage 
complaint to the Commission. 


Mr. Chandler proposed that his remarks be directed also to 
the motor carrier industry, coastwise and intercoastal steam- 
ship services, air carriers, and telephone and telegraph com- 
panies, and that the interstate commerce and railway labor 
acts be so amended. He asked the Congressional committees to 
appoint members to draft a bill embodying his suggestions. 


CHICAGO TRUCKERS SIGN WITH MECHANICS 


A new two-year contract between the AFL Automobile 
Mechanics Union Local 701 and the Illinois Motor Truck Oper- 
ators Association, the Cartage Exchange of Chicago, and the 
Central Motor Freight Association, has been negotiated, pro- 
viding for a straight 25-cent-an-hour increase for all classifica- 
tions. Effective April 1, the agreement provides for a 48-hour 
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guaranteed work week, six paid holidays yearly, and a 10-cent 
differential for night workers. 

Approximately 2,500 mechanics of 1,400 Chicago trucking 
companies are covered. With the increase the hourly wage 
scale will be: Shop foremen, $1.70; automotive machinists, $1.65; 
mechanics, $1.60; helpers, $1.20; apprentices, $.95 to start and 
$1.45 at the end of four years. 


Trucking Industry Counsel Urges 
Labor Law Revision — 


Testifying before the Senate committee on labor and public 
welfare, Roland Rice, general counsel of the American Trucking 
Associations, Inc., February 4, urged prompt congressional ac- 
tion to guarantee “equality before the law for both parties to 
every individual working agreement.” ; 

Specifically, he recommended that new labor laws: Outlaw 
secondary boycotts and jurisdictional strikes; make unions, as 
well as employers, suable for breach of contract; make the 
Wagner act’s provisions equally applicable to labor, as well as 
to management; permit industry-wide bargaining only when 
both sides agree; abolish the closed shop or regulate unions as 
monopolies, and set up a federal mediation board independent 
of the Labor Department. 

Mr. Rice declared the secondary boycott had worked great 
economic hardship on segments of our economy utterly uninter- 
ested in the particular controversy and that “organized labor 
has used the trucking industry as an effective tool in forcing 
es of workers in manufacturing and processing 
plants.” 

_ “The members of this committee,” he said, “cannot over- 
estimate the importance of the motor truck in this picture since 
the overwhelming bulk of freight moves to or from the ultimate 
place of sale by motor vehicle. .. . 

“In other words, the interstate commerce of the country 
ceases to flow even though the transportation agency and ship- 
pers wishing to send freight, or consignees wishing to receive 
it are in no way involved in the dispute.” 

Turning to the Wagner act, Mr. Rice said unions now were 
so powerful as to be able merely to present their demands, 
insist upon them, and refuse to bargain further. 


A glaring example, he continued, was the recent two-month 
truck strike in New York City, where the original demands 
were presented, never modified and “no attempt was ever made 
to discuss a reasonable solution on a collective bargaining basis.” 


“It is widely believed in our industry today, unfortunately, 
— syed — are simply demanded and not bargained 
or,” he said. 


_ The closed shop, he argued, “throttles the employer, 
jeopardizes society and smacks of dictatorship.” 


“The situation offers only two alternatives,” he added. ‘‘The 
closed shop must either be outlawed along with the union shop 
and maintenance of membership, or’ it must be regulated with 
reluctantly-suggested further laws, either state or national. 
Regulations of union monopolies means more government ma- 
chinery, but the monopoly of the closed shop is as sinister as 
any of the old economic monopolies, whether in transportation, 
public utilities, oil, or otherwise.” 


Mr. Rice said any federal mediation board should be inde- 
pendent of the Labor Department and added: 


So far as cur industry is concerned we think that the Government 
should not go beyond providing competent and adequate mediators 
available upon invitation. At the same time the parties themselves 


should be encouraged to mediate their own difficulties independently at 
their own expense. 


Rail Wage Statistics 


Class I steam railways, exclusive of switching and terminal 
companies, reported total compensation of $366,412,243 paid to 
1,376,245 employes as of the middle of October, 1946, accord- 
ing to a compilation of wage statistics of those roads, state- 
ment M-300, prepared by the Commission’s Bureau of Trans- 
port Economics and Statistics. 

The employment was a decrease of 20,458, or 1.46 per cent, 
under the number reported for October, 1945. The total num- 
ber of hours paid for was 3.4 per cent less and the total com- 
pensation was 16.09 per cent more in October, 1946, than in 
October, 1945. A comparison of the number of employes who 
received pay in the month with the total hours paid for showed 

hours an employe in October, 1946, and 213 hours in Octo- 
ber, 1945. Employes paid on an hourly basis in October, 1946, 
received pay for 18,475,215 hours of overtime, which was 6.86 
per cent of the straight time paid for. The corresponding per- 
centage for October, 1945, was 9.83. 


TRAFFIC WORLD 


Compensation for “time paid for but not worked” for 
October, 1946, was reported as follows: Executives, officials’ 
and staff assistants, $95,930; professional, clerical, and gen- 
eral, $359,676 (daily basis), $2,276,413 (hourly basis); main- 
tenance of way and structures, $31,989 (daily basis), $715,831 
(hourly basis); maintenance of equipment and stores, $132,202 
(daily basis), $2,252,945 (hourly basis); transportation (other 
than train, engine, and yard), $73,313 (daily basis), $875,951 
(hourly basis); and transportation (yardmasters, switch ten- 
ae. and hostlers), $91,733 (daily basis), $87,984 (hourly 
basis). ; 

In the train and engine service, compensation for October, 
1946, was reported as follows: Straight time actually worked, 
$70,421,616; straight time paid for, $85,218,409; overtime paid 
for, $10,813,442; constructive allowances, $5,312,634; total, 
$101,344,485. Miles actually run totaled 524,224,307 and miles 
paid for but not run totaled 63,532,712. 


1. C. C. PRACTITIONERS 


The following have been admitted to practice before the 
Commission: 


Philip Blacher, New Brunswick, N. J.; Robert Bruce Butler, Jr., 
Houma, La.; John Alden Christie, Hackensack, N. J.; Clyde Nelson 
Comstock, Cleveland, O.; Berrrard Freedman, Newark, N. J.; James 
Bernard Gitlitz, Binghamton, N. Y.; Charles Samuel Helm, Seattle, 
Wash.; Bardon Higgins, Duluth, Minn.; Thomas M. Hodges, Gary, Ind.; 
H. Albert Hyett, Atlantic City, N. J.; Louis A. Kohn, Chicago, I11.; 
Herbert Mallamo, Phoenix, Ariz.; Ralph S. Mason, Princeton, N. J.; 
Victor C. Miller, Marshall, Ill.; A. Deutsche O’Neal, Houma, La.; Arthur 
Hampton Reed, Seattle, Wash.; Edwin Wells Sale, Kankakee, Ill.; Paul 
Hampton Sanders, Atlanta, Ga.; Frank Arthur Sinon, Harrisburg, Pa.; 
William Joseph Syring, Washington, D. C.; Clogne E. Tate, Champaign, 
Ill.; Houston Wilson, Georgetown, Del. 


SAN FRANCISCO I. C. C. PRACTITIONERS 

The San Francisco chapter, Association of I. C. C. Prac- 
titioners, has voted to hold its meetings, on the last Monday of 
each month, and invited members of other chapters to attend 
its meetings. Information on the time and place of meeting may 
be obtained from Secretary J. H. Morrison or Chairman Marvin 
Handler. Pete Dawson, district director, Bureau of Motor Car- 
riers, spoke on “Activities, Duties and Functions of. the Bureau 
of Motor Carriers’ Field Staff,” at the January 27 meeting. 





MICHIGAN I. C. C. PRACTITIONERS 


Ken A. Moore, general traffic manager, Automobile Manu- 
facturers Assn., Detroit, was elected chairman of the Michigan 
chapter, Association of I. C. C. Practitioners, at the recent 
annual meeting held in Detroit. Others elected are: Vice- 
chairman, H. D. Fenske, director of traffic, Great Lakes Steel 
Corporation, Ecorse; secretary-treasurer, H. Z. Frederick, man- 
ager of traffic, R. C. Mahon Co., Detroit; executive committee: 
Glenn C. Wilbur, Allen Dean, Walter R. Frizzell, and John 
Gaughran, all of Detroit. 


BALTIMORE I. C. C. PRACTITIONERS 


Wilbur LaRoe, Jr., of the Washington law firm of Clark 
and LaRoe, spoke on “The United States Government. and Our 
Transportation Agencies,” before the January 27 meeting of the 
Baltimore chapter, Association of I. C. C. Practitioners, in the 
Association of Commerce Building. Mr. LaRoe, terming the 
present financial condition of the carriers as “unhealthy,” 
stated that the government and the public must develop a sound 
transportation policy to preserve the carriers as private enter- 
prises. The chapter will hold its next meeting February 24. 


BEARD ON A. T. C. FOUNDATION 


The Association Traffic Clubs of America is proceeding with 
its program to professionalize the field of industrial traffic 
management, Charles H. Beard, association president and gen- 
eral traffic manager of the Union Carbide & Carbon Corpora- 
tion, told the January 23 meeting of the Metropolitan Traffic 
Association of New York, at the Hotel Pennsylvania. The 
A. T. C. grew swiftly as a result of the recent war, stated Mr. 
Beard, and industry has become more aware of the importance 
of traffic management. 

The A. T. C.’s production committee has appointed a Chi- 
cago advertising firm to direct an advertising campaign designed 
to educate the public to the importance of industrial traffic 
management, said the speaker. Mr. Beard announced that 35,000 
members of clubs affiliated to the Associated Traffic Clubs of 
America would be represented at the annual association con- 
vention, October 6-8, in Baltimore. 

John J. Lenahan, of the Canadian Pacific Railway, presided 
at the meeting of the Metropolitan Traffic Association. The 
speaker was introduced by E. J. Vohs, of the Alton Railroad. 
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Air Service Applications 


Pan American Airways, Inc., and Northwest Airlines, Inc., 
have filed applications with the Civil Aeronautics Board for 
certificates of public convenience and necessity authorizing 
direct air transportation of mail, passengers and property be- 
tween the Pacific northwest and the Hawaiian Islands. 

In No. 2783, Pan American asks authority to add Seattle, 
Wash., as a co-terminal point to its present Pacific terminals of 
Los Angeles and San Francisco, by amendment to its certificate 
between the U. S. and Asia, if the board decides that a direct 
air link between the Pacific northwest and the Hawaiian Islands 
is required in the public interest. : 

Northwest, in No. 2784, asks authority to establish sched- 
uled operations between Seattle, Wash., and Portland, Ore., on 
the one hand, and Honolulu, on the other. 

The two applications which were filed with the board on 
January 30, together with an application filed on September 26, 
1946, by Matson Navigation Co. “f6r similar service, in docket 
No. 2537, were made the subject of a prehearing conference on 
questions concerning inauguration of Pacific northwest-Hawaii 
air service held January. 30 before board examiner Warren 
—. The Matson application formed the basis of the con- 
erence. 

Pan American, in a statement, said its action followed the 
board’s notice that hearings be held to determine “whether a 
public need exists for the establishment of such a route,” and 
added that in filing the application, it took no position on the 
question of whether a route from Seattle to Honolulu was 
needed in the public interest. : 

All information available to Pan American, the application 
stated. “indicates that, in the light of the potential air traffic 
available to a carrier operating a direct air service between the 
Pacific northwest and Hawaii, the service would have to be 
initiated on a very modest frequency.” 

In such case, the application continued, the board might 
determine that it would be in the public interest to certificate 
Pan American to operate the route since the company was 
already established in both Honolulu and Seattle. Certification 
of a carrier that would have to set up bases at both ends of 
the route, it added, might not be in the public interest. 

The application concluded that Pan American was willing 
to operate a direct air transportation service between the Pacific 
northwest and the Hawaiian Islands if the board should deter- 
mine that such a service would be in the public interest. 

Northwest said it proposed to use the latest models of long- 
range, multi-engined aircraft, completely equipped with all the 
latest over-ocean devices and equipment in the contemplated 
service. 

Other new applications filed with the board for air rights 
and services are: 


No. 2776, Philippine Air Lines, Inc., Manila, Philippine Islands, for 
a foreign air carrier permit authorizing it to engage in scheduled air 
transportation of persons, property and mail between the Philippine 
Islands and San Francisco. 

No. 2777, British Commonwealth Pacific Airlines, Ltd., Sydney, 
Australia, for a foreign air carrier permit authorizing it to engage in 
foreign air transportation in the course of scheduled and non-scheduled 
flights on a route, in both directions, from New Zealand via the Fiji 
Islands, Canton Island, Honolulu, to San Francisco, and (optional) 
beyond to Vancouver. 

Nos. 2779, 2780, 2781, and 2782, J. E. Barnard and Co., Inc., Chicago, 
Ill., for certificates to engage in transportation of property as a freight 
forwarder over scheduled and non-scheduled domestic and international 
routes of existing or future air lines, or, In the alternative, for exemption 
from the provisions of section 1(2) and/or 416 of the civil aeronautics act. 
















































AIR TRAFFIC CONFERENCE 


The Civil Aeronautics Board has extended its approval of 
United States air carrier participation in the Traffic Conferences 
of the International Air Transport Association (IATA) for a 
Period of one year to and including February 28, 1948. 

“These conferences provide a machinery for consultation 
and agreement between United States air carriers and those of 
other nations with respect to rates and other tariff matters in 
international air transportation,” it said, adding: 

The board’s limited experience during the past year in acting upon 
resolutions of the IATA Traffic Conferences are required by statute has 
shown the need for prompt action on these resolutions. Such prompt 
handling may be impeded in the absence of certain collateral informa- 
tion on the resolutions. In the board’s opinion United States air car- 
tlers should submit to the board copies of minutes of all meetings of 
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IATA and of the Traffic Conferences of IATA in which such air carriers 
participate and the proposed form of tariffs that they intend to file to 
put into effect specific resolutions of the Traffic Conferences requiring 
tariff filings. This material should be submitted within 10 days of the 
date of filing of the resolutions. 

The submission of such information will also enable the board to 
be in a better position to ultimately evaluate the machinery of the 


IATA conferences on the basis of actual experience gained from their 
operation, 


, PHILIPPINES-SAN FRANCISCO AIR SERVICE 


Examiner Barron Fredricks, of the Civil Aeronautics Board, 
in a proposed report in No. 2570, Far Eastern Air Transport, 
Inc., has recommended that the board issue a foreign air car- 
rier permit authorizing Far Eastern Air Transport, Inc., in- 
corporated under the laws of the Philippines, to engage in for- 
eign air transportation between Manila, Republic of the Philip- 
pines, and San Francisco, Calif., via Guam, Kwajalein Island, 
Johnston Island and Honolulu, Hawaii. The examiner suggested 
that authority be given for such transportation so long as air- 
lines designated by the U. S. for the route between the U. S. 
and Manila enjoy permission from the Republic of the Philip- 
pines to operate such route. 


AIR REGULATIONS AMENDMENT 


Effective March 1, the Civil Aeronautics Board has 
amended section 44.3 of its civil air regulations, relating to 
aircraft airworthiness, to read: 


Each air carrier aircraft shall be possessed of a currently effective 
certificate of airworthiness issued by the country whose nationality it 
possesses. The air carrier shall not operate any airplane within the 
United States at weights in excess of the maximum weights authorized 
by the country of origin of the airplane model involved. 


It appeared, said the board, that foreign governments 
“may and do certificate aircraft which have been manufactured 
in the United States at weights in excess of the maximum 
weights for which the aircraft are certificated by the United 
States, and that such aircraft are operating in air carrier serv- 
ice into the United States while carrying these excess weights.” 
It said it found that the operation of foreign air carrier air- 
craft in the U. S. carrying-such excess weights constituted a 
hazard to public safety, necessitating amendment of its regula- 
tions to prohibit such operations. 


U. S.-CANADA AIR TRAVEL RULES 
Following a meeting in Washington, the Civil Aeronautics 
Administration has announced that minimum customs and im- 
migration restrictions now governing air travel between the 
United States and Canada may soon be lowered even further as 
a result of recommendations submitted to both governments by 
industry-government representatives. It said the recommenda- 
tions “will be considered by the two countries in the drafting of 

new laws where international air travel is involved.” 


AIR MAIL RATE SHOW CAUSE ORDERS 


The Civil Aeronautics Board, in No. 2210, Caribbean-At- 
lantic Airlines, Inc., has ordered the airlne to show cause why 
the fair and reasonable rate for the cariage of mail over its 
system should not be 19.50 cents a revenue plane mile on and 
after October 1, 1946. The board said that this rate would 
vide an earnings element of 6.09 cents a revenue mile, or ~ 
010, and added that inasmuch as the carrier was not subject to 
insular income taxes that this probably was equivalent to 
approximately 8.27 per cent per annum on the recognized in- 
vestment of $278,102. The carrier holds a certificate authorizin 
it to engage in air transportation of persons, property, and maf 
between Puerto Rico and the Virgin Islands and intermediate 
points on both islands. 

In No. 2564, Chicago and Southern Air Lines, Inc., the 
board has ordered the carrier to show cause why a fair and 
reasonable temporary rate of 50 cents an airplane mile should 
not be fixed for transportation of mail on and after November 
1, 1946, over its Latin-American routes. Such rate, it said, was 
to apply pending determination of a final rate. 





U. S.-CANADA AIR AGREEMENT 


The State Department has announced that following talks 
between Canadian and United States aviation officials certain 
modifications have been agreed upon with regard to the 1945 
air agreement between the two countries. The United States 
carrier serving Ottawa and Montreal in separate flizhts from 
Washington and New York was authorized to serve the former 
cities on the same flight. The Canadian carrier now operating 
between Toronto and Chicago was authorized to stop at 
Windsor, Canada, and was also authorized to operate from 
Toronto to Sault Ste. Marie, Michigan, on its way to Winni- 
peg. 

Further arrangements hereafter to be announced wil] 
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affect non-scheduled operation between the two countries. 
Other matters relating to routes and the facilitation of traffic 
between the two countries continue to be under discussion, 
according to the department. 

In these discussions the United States was represented by 
Ray Atherton, U. S. ambassador to Canada; James M. Landis, 
chairman, and Oswald Ryan, vice-chairman, Civil Aeronautics 
Board. Canada was represented by C. D. Howe, Minister of 
Reconstruction, R. A. C. Henry, chairman, Air Transport 
Board, and J. H. Symington, president, Trans-Canada Airlines. 


HEAVY TRANSPORT PLANES FOR SALE 


Prices of $15,000, $12,500, and $10,000 each, depending on 
condition, have been set by the War Assets Administration 
on 635 surplus Curtiss Commando C-46 A and D twin-engine 
heavy transports, effective immediately. 

Planes in the $15,000 bracket are classed as- “better than 
average” and have welded fuel tanks. The $12,500 level in- 
cludes “average” aircraft with welded fuel tanks and. better- 
than-average planes having riveted fuel tanks. The lowest price 
tag covers all remaining flyable aircraft regardless of type 
fuel tanks in the planes. 


SURPLUS AIRCRAFT SALES 


A total of 31,198 surplus aircraft of types that could be 
licensed for use in civil aviation were sold by War Assets Ad- 
ministration and its predecessor surplus disposal agencies up 
to the end of 1946, according to W. A. A. These sales included 
3,710 liaison types; 599 utility cargo planes; 2,776 light, 1,246 
medium, and 441 heavy transports; and 11,299 primary, 6,858 
basic, and 4,269 advanced trainers. The sales were in addition to 
5,376 planes used in the War Training Service which were sold 
by the Reconstruction Finance Corporation. for Civil Aero- 
nautics Administration. 

As of the same date War Assets had left on hand 3,741 
planes of these types. Those included 36 liaison types; 312 
utility cargo planes; 32 light, 41 medium, and 648 heavy trans- 
ports; and 311 primary, 1,746 basic and 615 advanced trainers. 

War Assets also has disposed of more than 25,000 tactical 
aircraft which could not be certificated for civil flight opera- 
tions. Approximately 21,000 of these planes, located at five 
major storage fields, were sold last fall to high bidders for 
scrap and salvage. The remaining planes are being crushed 
to meet commitments for scrap aluminum. 


Aircraft Industries Association 
Announces Officers 


Formal election of Major General Oliver P. Echols, U. S. A., 
(Ret.) as president of the Aircraft Industries Association, and 
as a member of its board of governors, has been announced (see 
Traffic World, Jan. 18, p. 195). 

The four other new members of the A. I. A. board are: 
E. B. Newill, general manager of the Allison Division of General 
Motors; H. M. Horner, president of United Aircraft Corpora- 
tion; Mundy I. Peale, president of Republic Aviation Corpo- 
ration; and Harry T. Rowland, executive vice-president of the 
Glenn L: Martin’ Company. 

Mr. Horner also becomes a vice-president of A. I. A. Mr. 
Peale succeeds. Alfred Marchev, recently elected chairman of 
the board of Republic. Mr. Rowland succeeds Glen L. Martin, 
president of the Glenn L. Martin Company. 

E. E. Wilson, who recently retired as vice-chairman of 
United Aircraft Corporation, was re-elected chairman of the 
A.-I. A. board. T. Claude Ryan, president of the Ryan Aero- 
nautical Company, was elected a vice-president of A. I: A., and 
Harrison Brand, Jr., was re-elected secretary-treasurer. 


The A. I. T. executive committee will consist of Mr. Wilson; 
General Echols; Mr. Ryan; William M. Allen, president of the 
Boeing Aircraft Company; and Mr. Horner. Elected to the 
finance committee were Lawrence D. Bell, president of Bell 
Aircraft Corporation; Malcolm P. Ferguson, president of Bendix 
Aviation Corporation and La Motte T. Cohu, chairman and gen- 
-~ 1 ag of Northrup Aircraft, Inc., and retiring president 
of A. I. A. 


The complete list of officers and directors of A. I. A. follows: 


Directors: E. E. Wilson, chairman; Oliver P. Echols, president; 
John Friedlander, president, Aeronca Aircraft Corp.; E. B. Newill, gen- 
eral manager, Allison Division, General Motors Corp.; Victor Emanuel, 
chairman, The Aviation Corp.; Lawrence D. Bell, president, Bell Air- 
craft Corp.; Malcolm P. Ferguson, president, Bendix Aviation Corp.; 
William M. Allen, president, Boeing Aircraft Company; Harry Wood- 
head, president, Consolidated Vultee Aircraft Corp.; Guy W: Vaughan, 
president, Curtiss-Wright Corp.; Donald W. Douglas, president, Douglas 
Aircraft Company, Inc.; J. Carlton Ward, Jr., president, Fairchild 
Engine & Airplane Corp.; Robert E. Gross, president, Lockheed Air- 
craft Corp.; Harry T. Rowland, executive vice-president, The Glenn L. 
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Martin Company; J. H. Kindelberger, president, North American Avia- 
tion, Inc.; La Motte T. Cohu, chairman, Northrop Aircraft, Inc.; Mundy 
I. Peale, president, Republic Aviation Corp.; T. Claude Ryan, presi- 
dent, Ryan Aeronautical Company; R. E. Gillmor, vice-president, 
Sperry Corp.; H. M. Horner, president, United Aircraft ag 

Executive Committee:.E. E. Wilson, chairman; Oliver P. Echols; 
William M. Allen; T. Claude Ryan, H. M. Horner, 

Officers: E. E. Wilson, chairman of the board; Oliver P. Echols, 
president; H. M. Horner, vice-president; T. Claude Ryan, vice-presi- 
dent; Harrison Brand, Jr.. secretary-treasurer, 





Glass Named President of 
Air Cargo, Inc. 


Fred M. Glass, vice-president—traffic of Capital Airlines- 
PCA, has been named president. of Air Cargo, Inc., permanent 
ground-service organization set up by the scheduled domestic 
airlines to promote the efficiency of air cargo operations be- 
tween all points in the United States. 

Announcement of the selection was made February 4 by 
Vice Admiral Emory S. Land, president of the Air Transport 
Association of America. Mr. Glass will assume his new duties 
February 15. In explanation of the organization, A. T. A. said: 


Air Cargo, Inc., is designed to handle all phases of ground opera- 
tions in connection with air cargo for the scheduled airlines, which set 
up the corporation several years ago primarily as a research unit. The 
proposed program of the reactivated organization embraces a series of 
projects that will go far toward revolutionizing the entire transporta- 
tion field. 

Its initial functions will be to provide for pick-up and delivery 
service within terminal areas at all domestic airline points, and employ 
joint facilities and personnel for the cargo operation of city and airport 
terminals, similar to the plan of Airlines Terminal Corp. to consoli- 
dated passenger and servicing facilities. 

The reorganized cargo division will also offer miscellaneous services 
such as the preparation of shipping documents, operation of local clear- 
ing houses for the collection of shipping charges and central purchasing 
of air cargo forms, supplies and other material. In addition, it will 
serve as attorney-in-fact for the scheduled airlines in negotiating 
through-service arrangements with surface carriers. The agency ulti- 
mately will assume responsibility for carrying out many improvements 
to expedite the interline transport of airborne goods. 


Pointing to the importance of the newly created post, Presi- 
dent Land declared that Mr. Glass would have free rein in 
setting up his administration and pushing the development of 
accelerated ground service for air cargo carried on a common 
carrier basis, and added: 


We in the scheduied air transport industry foresee a bright future 
in air cargo, The tremendous growth of both air express and air freight 


during recent years is indicative of its vast possibilities lying just 
ahead. 


Our airlines feel that the most profitable manner to transport air 
cargo is on a well-coordinated and systematic procedure from the ground 
up. The answer to that is Air Cargo, Inc., which will place the han- 
dling of air cargo on the same plane with the simplified passenger 
ticketing and baggage systems used between nearly 500 points over 
more than 90,000 miles of domestic routes. 


Mr. Glass has had varied experience in the field of aviation 
since receiving the degrees of Bachelor of Laws and Master of 
Laws from Northwestern University in 1936. He left the prac- 
tice of law in St. Louis, Mo., in 1938 to become chief attorney 
for the Air Safety Board in Washington and later joined the 
legal staff of the Civil Aeronautics Board. 


Prior to joining the Army Air Transport Command in 1942, 
he served as counsel for American Airlines, Inc. During the 
war he served with the ATC in England and India before be- 
coming Chief of Staff of the Pacific Division with the rank of 
Colonel. He joined Capital Airlines-PCA in April-of 1946 as 
regional vice-president in charge of the southern division and 
was elevated to vice-president in charge of traffic and sales last 
July, a post he has since held. A native of Winona, Miss., he 
received his degree of Bachelor of Arts from the University of 
Mississippi before entering Northwestern where he majored in 


‘aviation law. 


INTERNATIONAL AIR EXPRESS IN 1946 


The increasing use of air transport to introduce American- 
made products to foreign markets and to promote foreign trade, 
is reflected in the 1946 figures for international air express, 
according to the air express division of Railway Express Agency. 
Shipments flown between the U. S. and foreign cities last year 
broke all records in the 12-year history of the service, ringing 
up a 47.3 per cent gain over 1945, the agency reported. A total 
of 480,780 shipments were interchanged through the interna- 
tional airports, compared with 326,214 shipments in 1945. Com- 
modities shipped regularly by air include advertising material, 
blueprints, cotton and tobacco samples, films and photo sup- 
plies, optical goods, nylons, printed matter, drugs and pharma- 
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ceuticals, the report indicated. .Exports to Mexico, Central and 
South America, Europe and Asia, continued to have a three-to- 
one ratio over air imports. 

December’s international air express volume set a new 
all-time monthly high with 50,085 shipments, an increase of 36.3 
per cent over December, 1945. Additional air shipping routes 
to foreign countries were opened up during 1946, facilities being 
extended to Berlin and Frankfurt, Germany; Copenhagen, Oslo 
and Stockholm; also to Anchorage, Alaska, and to Havana, 
Cuba. 
















Air Traffic Statistics 


The Civil Aeronautics Board has announced that the mail 
ton-miles flown by the 20 domestic airlines for the 10-month 
period ended October 31, 1946, decreased 51.91 per cent, and 
express ton-miles increased 47.28 per cent from the correspond- 
ing period in 1945; and that revenue miles increased 51.36 per 
cent. The number of revenue passenger-miles increased 80.69 
as compared with the corresponding 10-month period a year 
ago. } 

The airlines flew 96.70 per cent of their scheduled mileage 
in the first 10 months of this year. Of the 24.65 average avail- 
able seats a mile about 81.30 per cent were occupied by revenue 
passengers, as compared with 19.64 average available seats of 
which 88.84 per cent were occupied by revenue passengers for 
the corresponding 10 months last year. 

The C. A. B. gave major figures for the 10 and 12 months’ 
period ended October 31, 1946, as follows: 


10 Mos. 12 Mos. 

Ending Ending 

Oct. 31, Oct. 31, 

1946 1946 
Revenue Miles Flown......... 258,242,079 297,000,964 
Revenue Passenger Miles..... 4,970,670,147  5,582,179,210 
Tee gk aa aS rae a 26,949,120 36,007,362 
Express Ton-Miles ............ 27,783,842 31,116,562 
Revenue Passenger Load Factor 
(per cent of seats occupied). 





















12 Mos. 
Ending 
Oct. 31, 
1945 
197,460,172 
3,156,415,799 
66,154,246 
22,196,504 











81.30 81.69 





88.51 






Cc. & S. HAVANA-MEMPHIS FLIGHT 


A Chicago & Southern Air Lines plane, recently flying non- 
stop from Havana to New Orleans, continued on to land in 
Memphis when minimum flight conditions brought a halt to 
operations at the New Orleans airport. The passengers and 
crew, became the first air travelers to be cleared at Memphis 
through U. S. customs service. Because no immigrations depart- 
ment representative was available in Memphis, clearance was 
delayed for many hours. “The situation pointed up the in- 
adequacy of governmental facilities for handling international 
passengers in Memphis,” stated air line officials. 















SANTA FE SKYWAY CONTRACT SERVICE 


Santa Fe Skyway, Inc., on February 3 inaugurated a con- 
tract air-freight service between San Francisco and the middle 
west, with the dispatch of a plane load of calculating machines 
and cut flowers to St. Louis and Chicago. Skyway service be- 
tween Los Angeles and the Chicago area has been in operation 
since July, 1946. The Santa Fe Railway sponsored organization 
now has seven air-freighters in service. 
















BEKINS COMPLETES LARGE AVIATION JOB 


In moving the complete operational facilities and equipment 
of four major airline companies from Lockheed air terminal in 
Burbank, Calif., to the Los Angeles municipal airport in Ingle- 
wood, 25 miles away, Bekins Van & Storage Co. recently com- 
pleted the largest mass move in the history of the aviation 
industry, according to W. C. Elliott, vice-president and manager 
of Bekins western division offices. A fleet of more than 30 vans 
and flatbed trailers, and a crew of nearly 100 men were used 
to move approximately 500 tons of varied goods. Advance plan- 
ning and timing permitted the airlines to maintain all scheduled 
fights during the move. The Bekins company is now handling 
an average of 200 tons of home furnishings by air each month 
in the Los Angeles area, and the new Los Angeles airport is 
expected to expedite airvan orders, said Mr. Elliott. 





. 

















TIMKEN-DETROIT FACTORY CONFERENCE 


The Timken-Detroit Axle Co.’s regional representatives 
from all sections of the country have just completed a five-day 
conference at the factory, according to Ralph Trese, vice-presi- 
dent. Sales, service, advertising and merchandising plans for 







last year 









axles were revealed. A full-length color film was shown, de- 
Picting the development, construction and advantages of Tim- 
ken’s new line of axles. 












introducing the company’s new complete line of 3-for-1 rear 
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Quarter-Century Growth of Trucking 
Industry Reviewed by Rodgers 


At the 25th anniversary meeting of the Traffic Club of 
Springfield, Mass., February 3, Ted V. Rodgers, president of 
American Trucking Associations, Inc., speaking on the subject, 
“Motor Carriers and the Traffic Manager,” reviewed the pangs 
of growth of the trucking industry and discussed the relation- 
ship of the industrial traffic man to the transportation indus- 
tries. 


Through the years, said Mr. Rodgers, tremendous improve- 


ments in performance, durability and economy of motor vehicles 
had been made. 


“For every dime the operator of a modern truck has to 
spend on service, per mile, the.operator 25 years ago would have 
had to spend a dollar,” said ‘he. “Truck engines then were over- 
hauled about every 20,000 to 40;000 miles, but present engines 
designed for use in truck and bus service are expected by the 
operator to run at least 75,000 to 100,000 miles before requir- 
ing major service. In addition, there has been,» big reduction in 
the cost of servicing engines when it does.heecome necessary... . 

_ “Many a truck on the highway today:;has passed the million- 
mile mark and 100,000 to 400,000 miles: per truck is considered 
‘easy.’ In the 1920’s, an annual mileage of 10,000 to 20,000 was 
something to brag about, but today many trucks cover 100,000 
miles and more each year.” 


In a single generation, said he, “we have seen the emergence 
of a new transportation business, a new public service with an 
enormous employment capacity.” 


. Speaking particularly of the traffic manager, Mr. Rodgers 
said: 


Coinciding with the growth of highway transportation has been the 
growth in professional stature of the traffic manager, However, ‘it took 
World War II, a war. of material and supply, to.show America how 
really dependent industry is upon the knowledge and experience of the 
men who route the goods. It took waiting convoys tied up at dockside 
and it took the yawning mouths of assembly lines to awaken industry 
generally to the importance of you men, the men who know best, how 
to get the stuff there when time is fleeting and men’s lives are at- stake. 

All authorities agree that our war-time transportation job:.simply 
could not have been done if there had not been a large body of experi- 
enced industrial traffic men in existence to whom the carriers and the 
Government could turn for intelligent assistance when the pressure of 
war traffic seemed iikely to break down our transportation system. 


Value of Traffic Management 


Much has been done to convince American industry as a whole of 
the value of industrial traffic management—to bring deserved recogni- 
tion to traffic management as a profession which ranks with all other 
top professions in industry. There still remains a lot of work along 
that line to be done by men of energy and intelligence, but what has 
been accomplished so far is highly gratifying to anyone who has made 
transportation his life work. Our industry has lost no opportunity to 
pay tribute to traffic men and their contributions to transportation 
progress. 

Efficiency in transportation springs from wisdom in the choice both 
of the facilities and routes, with that wisdom tempered by a sense of 
economy. All this requires that the traffic man possess a wide knowledge 
of rates, available carriers and open routes—an extensive and complex 
body of knowledge. By Paes 

Rates alone seldom, if ever, reflect the true cost of transportation 
service to any shipper. Any clerk in a traffic manager’s office can_ learn 
in short order to find the lowest rate. Consideration of all the other 
factors makes a traffic manager’s job important. He must know, for 
example, whether truck service will enable him, as a consignor, to lay 
down his product at the buyer’s door so the buyer in turn.can beat his 
competition to the punch, And he must know what that.service is worth 
to his firm as a means of cutting down sales resistance’ ;for*his own 
sales department. eg Bors 

He must consider the shipping department’s problems and;the value 
of using truck service to cut down crating and packaging operations. 

Probably the most important factor that the good traffic manager 
has to consider today is the possibility of rapid changes in market con- 
ditions. He must know the value of using fast, overnight truck service 
so his production department can maintain a low inventory. of. essential 
material. As long as the entire price structure is wobbly and: subject 
to quick and radical changes, he must know the value of motor ecar- 
rier service in keeping his outlets supplied adequately but not over- 
stocked. 

You can continue those examples indefinitely out of your own ex- 
perience but they emphasize just one point—that a good traffic man- 
ager, surveying the over-all operations of his industry, is far more 
than a mere rate checker. He is a production man and a salesman and. 
a management man who knows that rate alone is just the beginning of. 
a transportation cost sheet. A good traffic manager knows and honors 


the intimate problems of his fellow department heads right up .to. top 
management. ; 


Traffic Man and Profit 


Today, more than ever before, industry is looking to the traffic man 
for its profit. Labor costs once were a variable factor in production 
but that holds true no longer. We apparently are committed. to an 
economic philosophy which holds that a preconceived high level of 
wages must prevail regardless of any return on invested capital. 

One solution lies in the hands of the industrial traffic manager. 
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Working through his knowledge. of transportation, the purchasing de- 
parement can operate on a hand-to-mouth basis, keeping a bare mini- 
mum of essential materials on hand, or it can go into a favorable market 
quickly and buy a stockpile. All the other phases of his business can be 
operated similarly, to achieve maximum economies. 

It is obvious, then, that the traffic manager is not merely a valuable 
workman to industry, but is fast becoming essential to its very exist- 
ence. 

His partners in this job are the transportation agencies. Our rail- 
roads today are the greatest mass movers over long distances in all the 
world’s long history of land transportation. Our water carriers provide 
an unmatched and essential service in performing low-cost transporta- 
tion of bulk commodities. The passenger and freight service offered by 
our air carriers is far out in front of competitors in other parts of the 
world. And our motor transport system, which uses more than half of 
all the world’s vehicles, provides the traffic manager with a flexible, 
speedy and economical medium of transportation which has proven its 
value through its phenomenal growth. 

Motor trucks are an integral part of our business, whether you run 
your own vehicles or hire them. The railroads have recognized that and 
the evidence lies in the fact that they are the largest private carriers 
in the trucking industry, operating some 100,000 trucks. 

Why is it that the volume of freight transported by truck has in- 
creased so greatly during the last two or three decades? The answer lies 
in the relationship between motor carriers and business—what the 
former have to offer the nation’s businessmen to assist them in achiev- 
ing their aims. We are partners in the three-sided job of producing, 
selling and delivering the things which America is demanding. And, as 
we are your partners, so are the other transportation agencies. Every 
type of carrier has its place; the field of each is a definite one and its 
sphere of operations well indicated. 

Why do you use motor carriers? Here’s the answer: primarily be- 
cause of the speed and flexibility of service. Truck lines offer you quick 
dispatch at rates predicated on a cost of service basis. Use of truck 
lines cuts down the handling of your products in transit. Door-to-door 
service, most often in one continuous operation, is tailored to your 
precise transportation needs. 

When your shipping problems are responsive to the service offered 
by motor truck, I am satisfied that you will use trucks. When these 
considerations justify the rates charged by truck lines we will get the 
business. When other conditions interpose in which other carriers offer 
advantages to you which we do not offer, we will not get the business 
and we should not expect to get it. 


Mr. Rodgers spoke of further improvements expected in 
motors and equipment, claims reduction, city terminal con- 
gestion, and highway transport terminal facilities. 

“To sum it all up, a slow movement of goods will throttle 
business in many large cities, unless terminal congestion is 
corrected,” said he. 


Motor Carrier Revenue Situation 


In his concluding remarks, Mr. Rodgers commented on the 
motor carrier revenue situation as follows: 


From a profit standpoint, the picture has been gloomy for more 
than a year. Through the war years, motor carrier earnings declined 
until, in 1945, they had their worst year in history. That situation car- 
ried over into the first quarter of 1946, but I am happy to say that the 
second and third quarters show marked improvement in earnings. 

Long-delayed rate increases finally began to show up in the car- 
riers’ revenue reports, and their operating ratios—the ratio of expenses 
to gross income—began to drop from around the 100 mark to pre-war 
levels which were in the low nineties. Third quarter figures, for ex- 
ample, showed that expenses were taking 94.7 cents out of every gross 
revenue dollar, leaving a little more than a nickel out of each dollar as 
net revenue before payment of income taxes. Although that still is not 
@ good operating ratio, it compares with a figure of 99.1 for the third 
quarter of 1945, which meant the carriers had less than one cent of 
profit for each dollar of gross revenue, with income taxes still to be paid. 

It is generally agreed by transportation authorities that, because 
of its naturé, the trucking industry cannot operate as a stabilized busi- 
ness with ah operating ratio above 90. It is a simple matter of arith- 
metics that no business cari operate with costs averaging 100 per cent 
of revenues. 

The problem is partly licked. Further economics that will come 
from operation of new equipment and retirement of old, unserviceable 
vehicles will mean further improvement in the profit picture. The re- 
sult, I know, will be better service to the shipping public by an in- 
dustry that has been built on service, 


MORGAN OF A. T. A. DEAD 


Charles G. Morgan, Jr., 53, manager of the department of 
operations of the American Trucking Associations, Inc., died 
February 4 in Washington, D. C., of a back ailment which had 
kept him hospitalized for more than two months. Burial was 
in Arlington National Cemetery. Mr. Morgan was executive 
secrétary of the District of Columbia Trucking Association for 
more than 13 years, and for 25 years was secretary of the Civi- 
tan Club and a member of the National Press Club. As secre- 
tary of A. T. A.’s safety and operations section, Mr. Morgan 
devoted more than 14 years to the association’s work in highway 
safety. He was one of the sponsors of the original short course 
for motor vehicle fleet supervisors and, as chairman of the Na- 
tional Committee for Motor Vehicle Fleet Supervisor Training, 
assisted in national expansion of the program to the point where 
courses now are offered in 30 colleges and universities through- 
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out the country. One of the oldest employes of A. T. A. from 
point of service, Mr. Morgan directed development of the Na- 
tional Truck Driving Roadeo, an annual competition to select 
the nation’s safest and most capable drivers. One of Mr. Mor- 
gan’s last duties was to supervise the first post-war Roadeo in 
October, 1946, at Chicago. In World War I, he served as a 
lieutenant in the U. S. Army tank corps. 


A. T. A. CLAIM COMMITTEE TO MEET IN CHICAGO 


The general freight claim committee of the American 
Trucking Associations, Inc., has announced it will hold general 
sessions from February 13 to 15 at the Hotel Sherman, Chicago, 
to discuss freight claim problems and progress in the associa- 
tion’s claim prevention program. 

John M. Miller, secretary of A. T. A.’s freight claim section, 
announced the three-day session would include a meeting of 
thegeneral committee with representatiyes of freight forwarders 
to discuss handling of freight forwarder claims. 

The program also will include a “claim prevention clinic,” 
to be conducted by T. W. O’Neill, chairman of the claim preven- 
tion committee. It will include discussion of marking, packag- 
ing, checking of freight and other freight handling problems 
that might result in claims. 


Repeal of Automotive Excise 
Taxes Sought by A.A.A. 


“Motor vehicle owners have paid the gigantic sum of $6,- 
000,000,000 to the federal government in special automotive 
excise taxes since these were enacted as ‘temporary’ levies in 
1932,” said the American Automotive Association in announcing 
it had asked Congress to take these “discriminatory levies’ off 
the statue books. 

In a letter to the chairman of the Senate finance committee 
and the House ways and means committee, H. J. Brunnier, of 
San Francisco, Calif., president of the A.A.A., asked immediate 
repeal of the federal tax of 1% cent a gallon on gasoline and 
recommended that other federal automotive excise levies be 
reduced or repealed in line with policy or special excise taxes 
of similar character on other commodities. He said in part: 


The fact cannot be too strongly emphasized that the federal auto- 
motive levies are in addition to what the motorist pays as a general 
taxpayer and also in addition to the special motor vehicle taxes he pays 
to states and, in some instances to units of local government. 

It is generally recognized, both in Congress and out, that the federal 
automotive taxes are discriminatory and inequitable and that nothing 
but grave national emergency could justify the entry of the federal 
government into a field of taxation properly belonging to the states. 
Special automotive levies—the gas tax, particularly—were devised to 
aid states in their costly undertaking of building and maintaining ade- 
quate highways. For the federal government to continue in this over- 
exploited field would be a threat to the entire structure of American 
highway financing and administration. 


December Truckloading All-Time High; 
1946 Loading Slightly Under 1943 


The volume of freight transported by reporting motor car- 
riers in December, 1946, was at the highest level of any De- 
cember of record, according to statistics compiled by the re- 
= department of the American Trucking Associations, 

nc. 

Although the volume in December was 1.6 per cent under 
November tonnage, it was 3.2 per cent higher than in Decem- 
ber, 1945, said the A. T. A., and continued: 


The A. T, A. index figure for the month, computed on the basis of 
the average monthly tonnage of the reporting carriers for the three 
year period 1938-40 as representing 100, was 188. The highest previous 
December index was the 185 recorded in December, 1942. 

Bearing out earlier predictions, the truckloading index for the 
full year of 1946 reached 184, the highest of any peacetime year, and 
exceeded only by the 186 established in the record war year 1943. 

According to W. A. Bresnahan, A. T. A.’s director of research, one 
of the factors in the high volume of tonnage moved by trucks in 1946 
was increased movement of freight in less-carload lots to meet urgent 
consumer demand for many short articles as quickly as they were 
produced. 

“It is significant,’’ he said, ‘‘that, while railroad carloadings as 
a whole were down in 1946 as compared with 1945, their carloadings of 
merchandise in less-carload lots increased more than 14 per cent. 
Moreover, in the last half of 1946 the average rail loading per car of 
less-carload freight was greater than in 1945, despite relaxation of gov- 
ernment requirements governing minimum loading of cars.’’ 

Comparable reports received by A. T. A. from 185 carriers in 33 
states showed these carriers transported an aggregate of 1,868,907 tons 
in December, as against 1,898,469 tons in November, and 1,411,873 tons 
in December, 1945. 

Approximately 88 per cent of all tonnage transported in the month 
was hauled by carriers of general freight. The volume in this category 
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decreased 1.1 per cent below November, but increased 3.3 per cent 
over December, 1945. 

Transportation of petroleum products, accounting for about 7 per 
cent of the total tonnage reported showed an increase of 2.4 per cent 
over November and 17.3 per cent over December, 1945. 

Carriers of iron and steel hauled about 2 per cent of the total 
tonnage. Their traffic volume decreased 3.6 per cent below November, 
but increased 64.2 per cent over December, 1945. 

About 3 per cent of the total tonnage reported consisted of miscel- 
laneous commodities, including tobacco, textiles, groceries, wood, motor 
vehicle parts, motor yehicles, school supplies, household goods and 



































ber, but increased 3.17 per cent over December, 1945. 

The December tonnage of carriers reporting from the eastern dis- 
trict represented a decrease of 1.7 per cent below November,. but in- 
creased 36.7 per cent over December, 1945. Carriers in the southern 
region reported a decrease of seven-tnths of one per cent below Novem- 
ber, but an-increase of 30.4 per cent over December, 1945. 

Tonnage reported from the western district devealed a decrease of 


1.6 per cent below November, but increased 24.4 per cent over Decem- 
ber, 1945. 














































CONSOLIDATED FREIGHTWAYS’ PORTLAND TERMINAL 


Consolidated Freightways has opened its new terminal in 
Portland, Ore., Leland James, president of the Portland agency, 
has announced. The new terminal building is T-shaped, 460 feet 
long, with a dock area measuring 400 by 80 feet. The terminal 
is said to be the first mechanized motor freight dock in the 
Pacific northwest. An 800-foot “merry-go-round” overhead 
chain conveyor system keeps the freight moving at a speed of 
100 feet a minute. There are 54 takeoffs on the chain to engage 
the vertical masts of four-wheel carts, each with a maximum 
capacity of one ton. Telescopic cart masts are easily raised or 
lowered to engage or disengage from the takeoffs. This method 
of freight handling converts the dock into a form of assembly 
line, cutting manpower. Hand trucks have been virtually elim- 
inated, stated Mr. James. The freight is taken from pick-up 
trucks, placed on carts which attach to the conveyor and are 
then routed to the proper zones for loading in outgoing trucks. 

Other features of the terminal include dock lights which 
are swivel-mounted for safety; a flexible public address system; 
pneumatic tubes to speed paper work; a “sharp cold” room for 
— and perishable foods; and power aids for handling heavy 
reight. 

Shipments of pipe, steel and heavy equipment are handled 
by a 10-ton overhead traveling crane. Among the provisions for 
personnel welfare are lunch rooms, recreation rooms, locker 
facilities and dressing rooms. An average of 1,500,000 pounds 
of freight have been handled daily at the terminal since it was 
opened. The elimination of excess handling and the consolida- 
tion of 1.c.l. freight on single cars have led to greatly reduced 
claims, reported Mr. James. 





























CONSOLIDATED HOUSEHOLD GOODS TO WEST COAST 

A new service, that handling consolidated household goods 
shipments to the west coast by rail has been added by Stevens 
Brothers, of Saginaw, Mich., that company announced. Under 
the slogan of “pool car shipping by compartment car packing,” 
the company’s new car pack service extends to all points in ten 
west coast states and British Columbia. According to Archie 
Stevens, the service was added “because of a continuous and 
steady demand, both from the public and our agents in the 
middlewest, to provide a needed service for west coast house- 
hold goods shipments.” 

Shipments of all sizes are accepted. No crating is neces- 
sary in the car packing, with the exception of heavy, fragile 
articles such as stoves, refrigerators, and washers, said Mr. 
Stevens. No agreement is necessary, he stated, and “trans- 
actions are not in conflict with the agency agreements of na- 
tional van lines, as the pool car shipments are by rail.” 

All shipping details are taken care of by the company, 
which does all its consolidation of shipments at the midwest 
terminal of the home office in Saginaw. Other companies are 
Paid line-haul charges from origin to the Saginaw terminal by 
Steven Brothers in the event these charges are not prepaid by 
the customer, or the company will pick up shipments in any 
of the 35 states in which Stevens Vanliners operate, on the 
usual commission basis. Complete delivery, unpacking of con- 
tainers, and setting up at destination is arranged by the com- 
pany through its west coast agent. 































MICHIGAN INTRA-STATE MOTOR TARIFF BUREAU 
A. F. Mathews was elected president of the Michigan Intra- 
State Motor Tariff Bureau, Inc., at the annual meeting January 
22 in the Porter Hotel, Lansing. Other officers and directors 
elected are: Vice-president, G. H. Duncan; secretary-treasurer, 
C. B. Seitz; and directors: F. L. Hooker, T. D. Knox, C. C. 
Prichard and G. W. Shook. The bureau held its annual dinner 
January 23, the guests including commissioners of the Michigan 
Public Service Commission, representatives of the Interstate 
Commerce Commission and members of the Michigan Trucking 





















chemicals. Tonnage in this class decreased 18.9 per cent below Novem- ° 





Maritime Commission Appointment 


The White House announced that President Truman would 
send to the Senate February 7 the nomination of Joseph K. 
Carson, Jr., formerly mayor of Portland, Oregon, to fill the 
vacancy on the Maritime Commission caused by the expiration 
of the term of John M. Carmody. Mr. Carson, a Democrat, was 
strongly urged for appointment by both west coast Republicans 
and Democrats, it was stated. 

Four members of the California delegation in the House of 
Representatives called on President Truman at the White House, 
January 28, for the purpose, as stated by them to newspaper- 
men after their conference with the President, of advocating 
nomination of Thomas F. Keating, a San Rafael, Calif., attorney 
and state senator in the California legislature, for appointment 
as a member of the Maritime Commission, in the commission 
post left vacant since expiration of the term of former Commis- 
sioner Carmody. The House members who called on the Presi- 
dent were Representatives Lea, King, Engle and Miller. They 
indicated that President Truman had given them no assurance 
he would accept their recommendation. 


Los Angeles C. of C. Gives Views 
in M. C. Terminal Rate Inquiry 


The Los Angeles Chamber of Commerce, intervener in No. 
640, In the Matter of Terminal Rate Structure—California 
Ports, has filed its brief and argument in that proceeding, con- 
tending that the Maritime Commission should require that the 
respondent terminals continue to publish their rates for both 
wharfinger and non-wharfinger services as is done at present in 
tariffs freely available to the public, that such rates should be 
subjected to at least annual revision based on the costs of pro- 
viding the services to which the rates pertain, and that no return 
be permitted on properties owned by the state or any mu- 
nicipality. 

In this proceeding, instituted by the Maritime Commission 
November 7, 1944, the commission has under consideration “the 
operations of the terminal companies and organizations named 
herein for the purpose of obtaining information as to (1) a 
proper basis for the segregation of those services, and costs 
thereof, rendered for the account of the vessel from those ren- 
dered for the account of the cargo, (2) a proper basis for allo- 
cating costs assignable to the vessel as between dockage, service 
charge and other services rendered to the vessel, (3) a proper 
basis for allocating costs assignable to the cargo as between 
wharfage, wharf demurrage and storage, and other services 
rendered to the cargo, (4) a proper basis for determining carry- 
ing charges on waterways, land, structures, and other terminal 
property devoted to furnishing wharfage, dock, warehouse or 
other terminal facilities in connection with a common carrier 
by water, and (5) any other services and costs necessary to a 
determination of the above-mentioned bases.” 

Those named as respondents in the commission’s order of ' 
investigation were Board of State Harbor Commissioners for 
San Francisco Harbor, Board of Harbor Commissioners of the 
City of Los Angeles, Board of Port Commissioners of the City 
of Oakland, Board of Harbor Commissioners of Long Beach, 
Harbor Commission of the City of San Diego, Stockton Port 
District, Howard Terminal, Encinal Terminals, Parr-Richmond 
Terminal Corporation, and Outer Harbor Dock and Wharf Co. 

The respondents, members of the California Association of 
Port Authorities, under U.S.M.C. agreement No. 7345, had peti- 
tioned the commission by resolution of June 23, 1944, for an 
investigation for the purpose of determining the cost and the 
value of the services rendered by the various members, with 
the object of establishing an authoritative and, as far as prac- 
ticable, uniform method of measuring, determining and justify- 
ing what the charge for each service would be, if it was to be 
fair to the various users and to the members of the association, 
as well as reasonable and compensatory. 

The commission previously had issued an order April 14, 
1944, in No. 632, Wharfage and Dockage Increases—California 
Ports, against the same respondents to show cause why agree- 
ment No. 7345 should not be modified or disapproved because 
of action taken thereunder to increase wharfage and dockage 
rates at their respective docks and wharves. On protests, re- 
spondent’s suspended indefinitely the proposed increases and 
requested the investigation indicated. 

The commission ‘employed Howard G. Freas, consultant, of 
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San Francisco, to make a study for it in this proceeding, the 
purpose of the study being to meet the objectives of the investi- 
gation in No. 640. Mr. Freas submitted a report of his study 
including a formula consisting of six schedules. Schedule I 
provides respectively for the development and separation of 
carrying charges; schedule II for the further separation of the 
carrying charges developed in schedule I and for the develop- 
ment and separation of the dock operating and general and 
administrative expenses; and schedules III, IV and V for the 
further breakdown respectively of the costs assignable to service 
charges, tolls, and wharfage demurrage. Schedule VI sum- 
marizes the results of the other five schedules. 

The Los Angeles Chamber of. Commerce said that its 
position was that no unjustly discriminatory basis should be 
established for the future determination of any terminal rates 
of any nature whatsoever, including wharfinger, carloading, 
unloading, haridling, demurrage and accessorial service rates, 
which might in any way adversely affect the free movement of 
commerce through the ports of Los Angeles and Long Beach on 
a freely competitive scale in relation to other ports of that state 
and the United States. Continuing the chamber, in part, said: 


The cost study of California ports made by Mr. Freas contemplates 
the provision of a common basis up which a rate structure for these 
ports may be formulated. We do not believe that the cost study as 
presented can be fairly applied to both public and private terminals, to 
those which do and those which do not function as carloaders, to those 
which own and those which do not own their own waterways and to 
those which possess and derive their principal revenues from non- 
wharfinger activities as against those whose business is limited to 
particular wharfinger functions. 

The record in this proceeding has not adequately shown that rates 
derived from any formula on a basis broad enough to comprehend such 
fundamental differences would be truly representative of the separate 
ports, considering existing differences of capitalizing, original land 
acquisition, physical resources, and the like. 


Effect on Rate Structures 


Our immediate concern is not the degree of change contemplated in 
the rate structure in the California ports embraced in Mr. Freas’ study. 
We: are far more concerned with the change of basis for those rates, 
which bids fair to disrupt to a very large measure those very industries 
which the terminals were built to serve. A terminal increase in wharf- 
age or carloading or any other terminal charge at one terminal with a 
concurrent ‘‘holding of the line’’ at the lower rate level at a competitive 
terminal will clearly tend to discourage new industries and to drive away 
the trade of old established businesses at the former port. This action 
can certainly not be justified by any revision of rates on any basis 
whatever. The whole question of an assumed return of 7 per cent should, 
we believe, be carefully considered by the commission in the light of 
the vastly different situation of the several ports. As was brought out 
in the course of the hearing on at least two occasions, public terminals, 
whose origins lie in the allotment of state owned properties as in the 
instance of San Francisco’s Embarcadero, or in construction through 
the medium of municipal taxation (as in the instance of the port of Los 
Angeles), do not per se require a 7 per cent return to continue in opera- 
tion. Indeed, as long as they are able to provide revenues to cover 
normal operating cost, excluding a return of any kind, it may be said 
that they are individually self-sustaining as regards wharfinger opera- 
tions. Any additional revenues charged against either cargoes or ves- 
sels at these terminals would be an unjustified burden. 

But is it proper to consider individual cargoes at ports to which 
shippers are restricted by physical location as part of a unit state-wide 
port economy? In our opinion, certain ports must always be worked 
at greater operating ratio than others, and this fact must underlie any 
future rate structure established individually or jointly by California 
terminals. 


Case of Long Beach 


The Los Angeles Chamber said that Long Beach in com- 
paratively recent years had obtained tremendous financial re- 
sources from rich oil lands owned by the city. It said the 
discovery of these oil properties was fortuitous and they had 
been utilized for the improvement and maintenance of the Long 
Beach public terminals. Mr. Freas, by the uniform application 
of his formula, said the Chamber, denied for all practical pur- 
poses, the existence of these oil properties. 

“There is a uniform insistence in both the text of his report 
and his testimony in the hearing at Los Angeles that the 
wharfinger operation at each terminal must make its own way,” 
it said. ‘What, then, is to become of the supplementary 
revenues derived from such sources as that of Long Beach? 
And what about the taxation power of the City of Los Angeles, 
which shares the same harbor area, and with which Long Beach 
necessarily competes for tonnage? Surely, these sources will 
continue to be tapped for port uses.” 

After further discussion of the Freas proposals, the Chamber 
said it was generally sympathetic to the theory behind Mr. 
Freas’ position to the effect that all wharfinger costs, with the 
exception of those for holding cargo beyond free time, should 
be charged against the vessel for inclusion with the off-shore 
rate assessed against the cargo. It could not, however, it said, 
agree that such consolidation of rates was either practical or 
desirable at this time. 

The Chamber quoted from the Freas report, the following: 
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“It is the shipper that bears the transportation burden in the 
end. It should be passed on to him in the simplest and most 
direct manner.” It then said: 


No argument was made in opposition to this recommendation in the 
present hearing. It is possible that the resulting addition of detail in 
the preparation of steamship tariffs might find compensation in the 
benefits arising from quotation of composite ship-terminal rates, unified 
billings of charges, and reduction of duplicate accounting work insofar 
as respondent terminals are concerned. These benefits, however, are 
certainly nullified by the abuses which are inherent in such a consolida- 
tion. Particularly, it would be manifestly improper to recognize on 
the one hand that wharfinger costs differ at the various terminals and 
that differing rates should, therefore, be justly permitted at the several 
ports; and on the other hand, to. permit a uniform composite rate struc- 
ture for all California ports. 

There is an enduring precedent for the equalization of steamer rates 
applicable to and from the Pacific coast as a whole. This trend is 
notably absent from the fluctuating terminal rates, which vary not only 
from port to port but also among terminals within the ports. This 
variation is reasonable, and as we have pointed out herein, we are con- 
vinced that competitive forces between terminals should be recognized 
and the differences based upon cost variables maintained. 


Cement Industry Criticizes Study 


The Pacific Coast Cement Institute, a protestant before 
the Maritime Commission in No. 640, said the Freas study 
failed to consider the fact that the Commission by which he was 
employed, had, in 1942, after hearing and investigation, denied 
the East Bay Terminal increased rates based on costs and 
revenues for 1941 and the first three months of 1942. This, it 
said, would indicate that “they must have been in similar 
position in 1940.” 

It said release to the press about 60 days prior to hearing 
of the Freas formula and comments, in view of the fact that 
the study was not officially approved by the commission, was 
“poor advertising against California ports and eastern port 
competitors, who maintain offices in Chicago, and who undoubt- 
edly used same as argument to favor routing shipments by 
their ports.” 

After saying Mr. Freas had admitted he never had any 
active employment by steamship companies, port authorities, 
or dock companies, and that if shippers had engaged similar 
experts the recommendations would have been different, the 
protestant said Mr. Freas believed assignment to vessels of 
all costs incurred in providing dockage, wharfage, ships services 
and free time storage would be desirable, but would be difficult 
to accomplish. It added that ‘‘on cross-examination he was not 
aware of the fact that this is the identical manner in which 
the Number One Public Port of the United States, New York, 
and adjacent private terminals would handle the rent and 
other charges.” 

Among other things, the protestant said Mr. Freas failed 
to take into-consideration that, if the wharves were not con- 
structed in the first instance by public money, there would be 
no revenue frjom other related business; and that he had stated 
the extent rates should be increased could not conclusively be 
determined from his study. 

It said the Port of San Francisco was in excellent financial 
shape, citing the fact that a low rate of 1% per cent interest 
had been agreed to in the sale of $1,700,000 of bonds in Sep 
tember, 1946. Similarly, it said Los Angeles Harbor was in 
healthy financial condition and quoted earnings of Encinal 
Terminals and Howard Terminal. 

The protestant said the year 1939-40 was not representative 
of present and future conditions and said additional study should 
be held in abeyance until conditions became normal. Again 
citing the favorable situation of public terminals owned by 
California and the cities of Los Angeles and Long Beach, the 
protestant said citizens of California would not agree to assess 
ing rates, taxes, etc., based on 7 per cent of the value or cost 
of varoius city and state owned projects and institutions that 
were not operated for revenue purposes. 

It also said that there should be some definite understand- 
ing between port authorities, California Railroad Commission 
and the Maritime Commission as to which body had jurisdiction 
over terminal operators operating in foreign commerce before 
the study was disposed of and, if there was any doubt as to 
that jurisdiction, the court should be called on to settle it. 


Chilean Nitrate Sales Corp. 


The Chilean Nitrate Sales Corporation said, after perusal 
of the Freas study and attendance at hearings it had reached 
a conclusion that, as importers of Chilean nitrate of soda “our 
product should be treated separately in determining the rates 
to be assessed on terminal operations in connection therewith.” 

The product should not be given the status of general mer 
chandise, it said, adding that it was a low-priced commodity, 
imported in volume, and in normal times subject to severe 
competition. It was of the utmost importance, it continued, to 
the industry and to the American farmers and industrial users 
that ways and means be found to keep terminal expenses t0 





Febri 


a mi 
Chile 
it sai 
tonn: 
item: 
bagg 
the ¢ 


what 
free 

with 
beings 
indiv 
posit 


to al 
of ré 
the f 
and 
day 


redu 
of cz 
appr 
It sa 
“by ( 
ment 


For 


Com: 
Port 
begir 
660 | 
Chic: 
iner 

at N 
will 


missi 
regu) 
and | 
with 
freig 
of bi 
freig 
respe 
asses 
said, 
act, 


was | 
rupte 
that 

The 

to ar 
busir 
forw: 
of N 
Supr 
State 
Inc., 

Ing t 
act ( 
decis 
for f 





YRLD 


in the 
1 most 


1 in the 
etail in 
in the 
unified 
insofar 
fer, are 
nsolida- 
nize on 
als and 
several 
e struc- 


er rates 
rend is 
10t only 
s. This 
are con- 
cognized 


before 
3 study 
he was 
denied 
sts and 
This, it 
similar 


hearing 
act that 
on, was 
rm _ port 
indoubt- 
ents by 


nad any 
horities, 
similar 
ent, the 
ssels of 
services 
difficult 
was not 
n which 
w York, 
ent and 


as failed 
not con- 
vould be 
1d stated 
sively be 


financial 
; interest 
s in Sep 
r was in 

Encinal 


sentative 
ly should 
1. Again 
wned by 
each, the 
to assess 
le or cost 
ions that 


.\derstand- 
ymmission 
irisdiction 
‘ce before 
ubt as to N 


ttle it. 


“xr perusal 
d reached 
soda “our 
the rates 
herewith.” 
neral mer 
ommodity, 
to severe 
itinued, to 
trial users 
cpenses t0 













February 8, 1947 


a minimum. A special study of the costs related to cargoes of 
Chilean nitrate of soda at California ports should be provided, 
it said, and that the increases sought might be unfair as to large 
tonnage cargo items as compared with general merchandise 
items. It contended for elimination of the handling charge on 
bagged nitrate on direct movement from ship’s tackle across 
the dock and into box cars. f 

It said it did not favor the Freas recommendation that all 
wharfinger costs with the exception of holding cargo beyond 
free time should be charged against the vessel for inclusion 
with the offshore rate assessed against the cargo, its position 
being that ocean freight costs and terminal rate charges for 
individual services should be kept separate. Making of a com- 
posite rate, it said, would be to the detriment of its product. 

It also objected to the Freas theory of a 7 per cent return 
to all terminals whether private or public owned. Uniformity 
of rates, it said, must be based on efficiency of operation for 
the protection of the shipping public. Rate making proceedings 
and resulting rates would be largely negatived under present 
day conditions, it asserted, unless production standards could 
be set and met that would insure operating efficiency and a 
reduction in the man hours a ton now required for the handling 
of cargo. It suggested an incentive pay system as a proper 
approach to the solution of “these constantly increasing costs.” 
It said the Maritime Commission could be of great public service 
“by dedicating part of its efforts to such effort for the improve- 
ment of management-labor relationships.” 





Foreign Freight Forwarding Inquiry 


Following settlement of jurisdictional issues, the Maritime 
Commission has announced that further hearing in No. 621, 
Port of New York Freight Forwarder Investigation, will be held 
beginning at 10 a. m., central standard time, February 18, room 
660 Board of Trade Building, 141 West: Jackson Boulevard, 
Chicago, Ill., before Chief Examiner G. O. Basham and Exam- 
iner A. L. Jordan. It said notice of further hearing to be held 
at New York would be announced later. A proposed report 
will be issued in this proceeding. 

The proceeding is an investigation instituted by the com- 
mission, on its own motion, concerning the lawfulness of rules, 
regulations and operations of Foreign Freight Contractors, Inc., 
and 228 other forwarders named as respondents, in connection 
with the receiving, handling, storing and delivery of cargo and 
freight in foreign commerce, issuing contracts under the guise 
of bills of lading, although nog carriers, purporting to establish 
freight rates and engaging in other acts and practices with 
respect to contracts made with shippers and the method of 
assessing and collecting charges, all of which, the commission 
said, appeared to be in violation of section 17 of the shipping 
act, 1916, as amended. 

The proceeding was instituted August 21, 1942, and hearing 
was begun December 9, 1942, at Brooklyn, N. Y., but was inter- 
rupted due to the contention of the foreign-freight forwarders 
that they were not subject to the jurisdiction of the commission. 
The validity of a commission order requiring the forwarders 
to answer a questionnaire concerning certain aspects of their 
business transactions was brought in issue in a suit filed by the 
forwarders in the federal district court for the southern district 
of New York which enjoined enforcement of the order. The 
Supreme Court of the United States in No. 44, the United 
States of America, appellant, vs. American Union Transport, 
Inc., et al., February 25, 1946, reversed the district court, hold- 
ing that the forwarders involved were subject to the shipping 
act (see Traffic World, March 2, 1946, p. 587). Following this 
decision, Maritime Commission officials proceeded to arrange 
for further action in the investigation. 


U. S.-PUERTO RICO RATES ADJUSTMENT 

By special permission No. 3370, the Maritime Commission 
has authorized member lines of the U. S. Atlantic and Gulf- 
Puerto Rico Conference, through th ir agent, J. A. Finsterle, 
to publish, post and file tariff schedules; designated U. S. M. C. 
os. 7 and 8, establishing, effective on not less than ten days’ 
notice, changes in rates and provisions applicable to the trans- 
portation of freight between U. S. Atlantic and Gulf ports and 
Puerto Rico and between ports in Puerto Rico. The carriers 
applied for permission to effect an over-all adjustment of the 
present rate structure, resulting in both increases and reduc- 
Jons, in tariffs.to be made effective February 17, on short no- 
ce, to meet views of the Puerto Rican Government and to 
off-set operating losses sustained in private operation (see Traf- 
lic World, February 1, p. 351). 


M. C. CARLOADING PROCEEDINGS ~ 
The Maritime Commission has announced that hearing in 
No. 639, Status of Carloaders and Car Unloaders,. will be held 
February 17, in room 360, Mills Tower Bldg., .220 Bush St.; 
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San Francisco, Calif., and that hearing in No. 651, Carloading 
at Southern California Ports (Agreement No. 7476), will be 
held February 24 at Los Angeles, Calif., at a place to be speci- 
fied later. It said both hearings, which would be held by 
Examiner Robert Furness, were for the purpose of considering 
cost studies relating to car servicing work performed by the 
respondents in the respective proceedings, with a view to de- 
termining proper car servicing rates and rules, regulations, and 
practices in connection therewith, and for the purpose of de- 
termining what reparation, if any, should be made as a result 
of any unfair-or unreasonable charges assessed by respondents 
under their tariffs on file with the commission. These hearings, 
it added, would be held pursuant to findings and directions con- 
tained in previous reports issued by the commission in the 
respective proceedings. — 

The hearing in No. 651 will be held in the U. S. Post Office 
and Court House building. 


Luckenback Assails U. S. 
Ship Building Policy 


The United States is once again following that “narrow 
shipping policy which will put us in the same position that we 
were in before World War I and World War II,” according to 
J. Lewis Luckenbach, re-elected president of the American 
Bureau of Shipping last week. Addressing the annual meeting 
of the board of managers of the bureau in New York, Mr. 
Luckenbach urged a planned building program to keep the 
American merchant marine up to date.and to retain the ship- 
building skills so easily lost. 

Reviewing the year’s shipbuilding, he pointed out that only 
83 merchant vessels of 2,000 gross tons and over were completed 
in U.S. shipyards during 1946, including nine combination types, 
66 cargo ships, and eight tankers. This production represented 
645,706 gross tons, 934,150 deadweight tons. 

“Other nations are taking full advantage of our slumber- 
ings,” he said, in reference to the slowness of the war-built 
ship disposal program and the lack of new construction. He 
added that only 51 major ships were scheduled for construction 
in 1947, thereby “practically consummating every shipbuilding 
contract for large seagoing vessels now in existence in the 
United States’’. 

At the meeting, David Arnott was reelected vice president 
and chief surveyor. Having reached the retirement age he will 
be leaving the service of the bureau some time in the course 
of the year. He will, however, be retained in a consulting ca- 
pacity. Walter L. Green, formerly a vice-president of the 
bureau, who left it in 1939 to associate himself with the Seattle- 
Tacoma Shipbuilding Corp., was elected vice-president, and 
he will assume his new duties early in the year. Reelected as 
honorary vice-presidents were Joseph W. Powell and William D. 
Winter. Jerome B. Crowley was elected secretary-treasurer and 
Kenneth D. Hull as assistant secretary-treasurer. 

The following were reelected for the three year term, ex- 
piring in January, 1950, to the board of managers: William H. 
Collins, A. H. Ferbert, Harold Jackson, Willard F. Jones, 
Charles Kurz, Frederick B. McBride, Joseph A. Moore, John D. 
Reilly, H. Harris Robson, and Joseph S. Wood. 

The following were elected to membership: Harry G. Schad, 
vice-president and general manager of transportation for the 
Atlantic Refining Co.; Theodore Brent, president of the Missis- 
sippi Shipning Co.; Solon B. Turman, executive vice president 
of Lykes Bros. Steamship Co. 

Mr. Luckenbach’s criticism of government policy came hard 
on the heels of a statement by John Green, president of the 
C. I. O. Union of Marine and Shipbuilding Workers, who called 
the present merchant marine policy of the government one of 
“a penny-pinching false economy.” Noting that only six 2-3’s 
and three passenger vessels could be built with the $80,000.000 
provided the Maritime Commission in the 1947 federal budget, 
Mr. Green called on his union members and “all other public 
spirited groups and individuals to carry the shipbuilding issue 
to Congress”. 

“There is little likelihood,” he said, “that the Commission 
or any other government agency will go over President Tru- 
man’s head in relation to this budget. and therefore the only 
way in which the American Merchant Marine can be preserved 
is by a direct appeal to Congress by all interested parties”. Mr. 
Green noted with alarm the shipping industry’s reported un- 
willingness to invest in new ships. 


GOVERNMENT SHIP OPERATION ACTION 


‘Although President Truman has asked Congress to extend 
authority for Government operation of domestic ocean shipping 
for four months beyond the present expiration date of February 
28, the Maritime Commission, February 5, telegraphed all its 
general agents in the domestic trades to advertise no sailings 
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of voyages initiating after that date and accept no form cargo 
bookings. The telegram was dispatched by Gerald H. Helmbold, 
managing director of the Commission’s operations department. 
The commission said that about 50 merchant ships in the coast- 
wise and intercoastal trades would be. affected unless Con- 
gressional action made cancelation of the order possible. 


RETURN OF ISBRANDTSEN SHIPS 


The Maritime Commission has announced an agreement 
with the Isbrandtsen Company, Inc., returning to the operation 
of the company the twenty vessels whose charters were can- 
celed January 9, 1947, adding: 

The cancellations followed a hearing granted the Isbrandtsen Com- 
pany, Inc., by the commission wherein it was determined that the 
company had been in violation of its obligations under the fleet charter. 
The Isbrandtsen Company, Inc., subsequently asked permission to apply 
for a new charter, giving firm assurances that such violations would 
not be repeated. 

The new agreement is in the form of a special addendum to the 
charter contract with the Isbrandtsen Company, Inc. The addendum, 
signed by the representatives of the company on January 21, binds the 
company to abide by all regulations and instructions of the commission 
concerning rates and employment of vessels chartered from the com- 
mission under the contract. 


GERMAN CONCRETE SHIPBUILDING REPORT 


Three-hundred-ton concrete motor freighters of extraordi- 
nary strength and repairability were built by the Germans, 
according to a report now on sale by the Office of Technical 
Services, Department of Commerce. Of 50 hulls constructed in 
the period of the war, it said, 25 were placed into coastwise 
service. Fourteen overall plans showing the types of cement 
ships built by the Germans are included in the report. Orders 
for the report (German Concrete Ship Building During the War, 
PB-44660, photostat. $2, microfilm, $1, 23 pages), should be 
addressed to the Office of Technical Services, Department of 
Commerce, Washington 25, D. C., and should be accompanied 
by check or money order, payable to the Treasurer of the 
United States. 


Steamship Passenger Service 
on the Increase 


According to advice received from the American Merchant 
Marine Institute, 18 passengers and combination passenger and 
cargo liners carrying more than 12 passengers are now sailing 
from American ports on the Atlantic and Gulf coasts on cruise 
voyages to the Caribbean and South American areas. Eighteen 
more new or reconditioned vessels are expected to enter this 
service within six months, with at least half a dozen others 
in prospect within the next year or two. 


Four new vessels are being added to the Moore-McCormack 
Lines fleet, according to company president Albert V. Moore. 
Three are of the familiar C-2 type; the fourth is a C-3. The 
reconversion of three of the company’s large luxury liners and 
the completion of seven new C-3’s, with the acquisition of these 
four vessels, rounds out the company’s fleet for its three trade 
routes, according to Mr. Moore. 


The Santa Sofia, last of nine new Grace Line combination 
passenger and cargo liners, sailed Thursday, January 30, on 
her maiden voyage. With a deadweight capacity of 8,800 tons 
and accommodations for 52 passengers, the new liner will call 
at Cartagena and Barranquilla, Colombia; and Maracaibo and 
La Salino, Venezuela. Her larger companion liner, the Santa 
Rosa, meanwhile received a rousing reception when she arrived 
in New York last Monday after reconditioning. She will sail 
ong York on her first 12-day Caribbean cruise on Friday, 

eb. 7. 


“While it is encouraging to note the presence of these 
vessels,” an Institute spokesman pointed out, “it should not be 
forgotten that the entire fleet now existent and anticipated 
in the near future remains considerably smaller in tonnage and 
passenger capacity than the pre-war cruise fleet operating from 
Atlantic and Gulf Coast ports to the Caribbean and Latin 
America. The backlog of passengers seeking space on these 
vessels remains large, and prospective travelers must plan 
months ahead.” 


PITTSBURGH WORLD TRADE CONFERENCE 


The first Pittsburgh world trade conference, sponsored by 
the Chamber of Commerce of Pittsburgh, will be held March 
31 at the Hotel William Penn, Harry E. Zwinggi, councial secre- 
tary, has announced. The conference will discuss such subjects 
as documentation, packing and marking, importing, insurance, 
forwarding, customs, and tariffs. 


TRAFFIC WORLD 


House Members Ask Why Ships Loaned 
Abroad Have Not Been Returned 


Questioned as to why the Maritime Commission has 
not “done something” about returning to American operation 
some 300 U. S.-owned merchant ships loaned to Britain in. the 
war period, Chairman William W. Smith, of that commission, 
told a subcommittee of the House merchant marine and fish. 
eries committee that commission representatives had met with 
the British and with the State Department but that the Com. 
mission had not taken action to effect the return of the ships. 

_ The matter was not directly in the hands of the commis. 
sion, said Chairman Smith, adding that the State Department 
was in charge of winding up the ship-loan agreements and the 
Maritime Commission acted as an advisory expert at the re. 
quest of the State Department. 

Representative Alvin F. Weichel, of Ohio, chairman of the 
subcommittee investigating the question of the return of ships 
loaned to foreign countries, and presiding at the hearing on 
February 5. asked Admiral Smith what the commission had 
done since the end of the war with Germany, to see what these 
U. S.-owned ships were doing in the way of carrying cargo in 
competition with the American Merchant Marine. Admiral 
Smith said he doubted whether the commission knew what 
these ships were doing and Representative Weichel pressed the 
question further as to why the Maritime Commission, which 
he described as being charged with the protection of the Amer- 
ican Merchant Marine, had not done something about return 
of the loaned ships. Admiral Smith said the commission had 
plenty to do and Mr. Weichel wanted to know if there was 
anything more important,for the commission to do than to get 
these ships returned to-:their American owners. 

On questioning by CHairman Weichel, Admiral Smith de- 
veloped that out of a total of approximately 417 U. S.-owned 
merchant ships now in the possession of foreign powers, Britain 
had 306, Russia had 95, China 12, Chile 3, and Poland 1. Mr. 
Weichel asked the Maritime Commission chairman what terms 
of payment were in effect with the British for the use of the 
306 ships. Admiral Smith said the loan arrangements had not 
been made through the Maritime Commission and read for the 
record a statement reviewing the “Land-Leathers” agreement 
of November 24, 1944, and other negotiations with Britain. 


‘U. S.-British Agreements 


The Land-Leathers agreement, he said, was apparently the 
outgrowth of an understanding reached between the late Pres- 
ident Roosevelt and Prime Minister Churchill in 1943. He said 
the agreement covered the arrangements for transfer to the 
United Kingdom of certain merchant vessels pursuant to requi- 
sitions received from the lend-lease authorities. 

“There were no lend-lease funds available for the purposes 
of the original agreement after November 30, 1945,” said Ad- 
miral Smith. “Accordingly, arrangements were made between 
the War Shipping Administration ané&‘the Ministry of War 
Transport for the retention by the British of the vessels com- 
ing under the terms of the Land-Leathers agreement on 4 
charter payment basis for the duration of*his agreement.” 

The arrangement, he continued, was ‘an implementation 
of decisions reached as a result of discussions and negotiations 
between representatives of the British Ministry of War Trans- 
port and representatives of the U. S. State and Treasury De 
partments, the Office of War Mobilization and Reconversion 
and the W. S. A. On November 1, 1946, he said, British rep- 
resentatives appeared before a joint meeting of Maritime Com- 
mission members and Undersecretary William L. Clayton, of 
the State Department, at which time the British submitted a 
proposal for winding up the arrangements covered by the 
aforementioned agreements. 

“This British proposal,” said Admiral Smith, “covered 4 
scheduled redelivery over a period extending through 1949 of 
the vessels acquired under the terms of the Land-Leathers 
agreement. The British proposal contemplated the purchase 
of certain of the vessels ‘in question. The commission did not 
favor this proposal and took no action pending determination 
of the commission’s legal jurisdiction in the premises.” 

Admiral Smith said it would appear from the commission's 
records that the W. S. A., in negotiating and executing the 
aforementioned transactions with the United Kingdom, was 
acting solely in the capacity of an agent for the lend-leas 
authorities to whom certain powers of the President under the 
lend-lease act had been delegated. He added that inasmuch 4 
the W. S. A. was acting as agent for lend-lease authorities 
with respect to the transactions, the commission’s genera 
counsel, after consultation with State Department “legal at 
thorities,” concluded that the Maritime Commission had 1 
jurisdiction to negotiate the return of the vessels in question 
Admiral Smith concluded his statement by saying the commis 
sion, as present constituted. inherited the obligations of the 
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“Replicant: One Who 


Makes a Rejoinder” 


Editor, The Traffic World: 

Your January 11 issue, page 93 column 1, reports the word 
“replicants.” That one is not in my book. I suppose it means 
“repliers.” But after all, if “applicant” means “applier,” why 
shouldn’t “replicant” mean “replier’? If there be any game in 
which you have to make yourself a world sometimes, it would 
be in traffic. 

J. T. Preston, 
Commercial Traffic Manager. 

Roanoke, Va., January 14, 1947. 


The Young Railroads and the A. A.R. 


Editor the Traffic World: 

Following the publication of my letter in your issue of 
December 28, 1946, several of my friends ‘have asked me how 
the Congressional declaration of policy as written into the 
statutes affords regulated carriers the character of protection 
a the anti-trust laws as contemplated by the Bulwink'e 

Let me say first that I’m not an attorney; but, my answi.. :3 
this: Among the positive and affirmative provisions of the law 
as written are these: 


(1) That all rates, including joint rates, be just and reasonable; 
(2) that there be no unfair discrimination among persons, localities, 
commodities, regions, districts, territories, ports, gateways and transit 
points; (3) that there be no unfair discrimination against connecting 
lines in the matter of rates or divisions; (4) that there be no unfair 
competitive practices. 


These provisions of the law operate directly up on all regu- 
lated carriers jointly and severally; hence, there must be a 
“meeting of minds” not only of each type of carrier but of all 
carriers that are directly or indirectly interested in the thing 
we call the rate adjustment. 

It should be selfevident to the blindest of the blind that 
these positive and affirmative provisions of law compel the regu- 
lated carriers to cooperate and to coordinate their efforts in 
rate making. Whether the meeting of minds be called a “bu- 
reau”, an “association” or a “committee” is wholly immaterial. 

If one law by affirmative provisions can force the regulated 
carriers to cooperate and coordinate their rate-making plans to 
the end that the inherent advantages in each type of transport 
may be preserved and for the maintaining of an adequate na- 
tional transportation system, it certainly doesn’t make sense to 
say that another law (the anti-trust statute) prohibits the very 
things required by a regulative law that was written and 
amended after the anti-trust statute was enacted. 

This may be a rather amateurish exposition of views on a 
big question of law, but to my way of thinking it is the only 
line of reasoning that makes sense out of our present “confusion 
of tongues” as revealed by various statutes. 

I want one of the smart boys, especially a New-Deal lawyer, 
to explain how he would go about getting a joint rate on citrus 
fruit from McAllen; Texas, to Boston, Mass., over more than 
one of the several hundred reasonably direct rail routes; how he 
would apportion the revenues among the numerous connecting 
lines; how the rate would be related to the rail rate from Flor- 
ida and California to Boston; how all of these rates would be 
related to the ocean rates from Texas, Florida and California 
to Boston, and how the inherent advantages of each type of 
transport could be considered and preserved without some kind 
of meeting or conference of the regulated carriers. 

And, I'd like for Mr. New Dealer to say precisely how many 
tariffs he would publish. Would he publish one tariff for each 
single, complete route? If he did this, he would have far more 
tariffs than rates. This is where the cost of tariff publication 
enters into the asinine arguments of the New Dealers in rate- 
making. 
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. It would cost far less to publish two or three rates to Boston 
and make them applicable over several hundred routes, accord- 
ing to type, than’.to publish several hundred tariffs—one for 
each of the whole routes involved. Must we have a Bulwinkle 
bill to prevent the waste in tariff publication inherent in the 
theories of the New Dealers? I think not, if the present laws 
are sensibly interpreted by the court of last resort. 

H. B. Cummins 
Houston, Texas, January 7, 1947 


Jobs in Traffic for College Graduates 


Editor the Traffic World: 

Mr. Wilder of Philadelphia in a letter in the January 11 
issue complains of the restricted opportunities for-him, as a 
college gradute, in the traffic field and expresses his bitterness 
at his experience. His letter highlights the importance of proper 
preparation of the traffic student to take his place in the traffic 
field. The failure is not wholly Mr. Wilder’s but largely that 
of the educational system of which he is a product. . 

It is true, as Mr. Wilder points out, that some of our col- 
leges and traffic training schools fail to represent the true 
situation as to jobs to the prospective traffic student, because 
some schools are often more interested in obtaining students 
than in exploring the need for the training they are giving. The 
result of such a system is not a supply of trained and properly 
integrated traffic personnel in excess of the demand, but a de- 
mand which far exceeds the supply of THAT KIND OF TRAF- 
FIC STUDENT. With or without a diploma, too many students 
are being ground through the school mills and dumped on the 
open market for jobs, without having -been informed of the 
importance of applying their knowledge and fitting their knowl- 
edge into the scheme of things, or of how to sell the results of 
their college training to the prospective traffic employer. 

I do not know Mr. Wilder. But I do know the average col- 
lege man who has in the past and will in the future apply to me 
for work. In my experience, this is the probable cycle of events: 

1. Mr. X, with a college education, will be certain that he 
is already prepared to hold one of the top executive positions. 

2. Assuming that hurdle is cleared, Mr. X will require a 
minimum of $75 a week to start, a 40-hour work week, no 
Saturday work, two weeks’ vacation with pay the first year, a 
private office, a secretary and a free hand with his untried ideas. 

3. Mr. X will assume a tolerant attitude towards the own- 
ers of the business. 

4. ‘The chances are four to one that he will tangle with a 
senior employe within ten days after he starts, on a, matter of 
which he has only slight knowledge. He will demand a show- 
down through top management, and will find his feelings hurt 
when he receives a lecture on teamwork and organization and is 
put back in his place. 

5. He will now develop a persecution complex. 

6. Mr. X will come up with his first brilliant idea, to which 
not enough research and hard study have been given. He will 
be deeply hurt when his bright idea is rejected. He will stop 
nearing new ideas and will substitute criticism for constructive 
effort. ‘ 

7. If he has not yet resigned or been let go, he will settle 
into the routine of things (which he calls a rut). Just as he has 
shown some signs of returning to his employer a partial meas- 
ure of compensation for the first 60 days of‘his work effect, 
which has now cost his employer $600 in salary, he will be 


convinced there is no opportunity for his talents, and will take 
them élsewhere. 


These are not exaggerations, I have seen them happen sev- 
eral times during the eleven years I have held my present posi- 
tion. College graduates appear to be more interested in im- 
pressing one with their sheepskins than with the training they 
are supposed to have received. College training no longer in 
presses me. My company will shortly require me to hire a mal 
at a starting salary of $75 or more. I shall not even question 
applicants as to their college attendance. 

The trucking industry, of which I am a part, has vast 
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collective economy. It offers more opportunities than almost 
any other branch of the traffic field. It needs good men. Our 
trade papers and journals are filled with eager 
fied men. Yet we must regretfully turn away 
cants because they prove themselves hopeless misfits. So many 
of these are college men. I feel sure that if Mr. Wilder’s ability 
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opportunities. It is the last stronghold of individualism in a 
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deserves attention, he will get it, and he will find that the good 
old-fashioned virtues, so much sneered at today, will stand him 
in good stead. 

The days of rags to riches are past. On the other hand, 
the beginner today finds higher starting pay and better working 


‘conditions than his predecessors. Mr. Wilder has these advan- 


tages. He should use them. If he qualifies as part of a team by 
working hard and producing results, he will find his reward 
more quickly than he may think. I did not have his advantages. 
Seventeen years ago I threw away the alarm_clock, stepped into 
a $95-a-month job as checker for a railroad, and with only an 
eighth grade education proceeded to learn the things I didn’t 
know, which was plenty, and not to forget the things my mother 
taught me, which was plenty too. P 

Alexander Markowitz, 

General Traffic Manager, 

New York & New Brunswick Express Co. 

New Brunswick, N. J., January 27, 1947 


Coal Committee Answers Its Critics 


Editor the Traffic World: : f 

A considerable number of coal men, including some mem- 
bers of our committee, are criticizing our committee for not 
being more aggressive against the so-called excess Ex-Parte 162 
rate increases on coal. ' ‘ 

Although our Committee is in no way connected with or 
affiliated with any other group or association, we are of course 
friendly with all coal and railroad groups, as our entire aim is 
to protect our livelihood, our committee being entirely composed 
of wholesale coal salesmen. At present our membership is re- 
sponsible for the sale of over 4,000,000 tons annually. 

; We were informed of the hearings of Ex-Parte 162 and 
some of our members attended some of these hearings. We 
conferred with railroad officials and studied the reports. Al- 
though we did recognize the extra hardship these requested in- 
creases would place on sale of solid fuels for shipment by rail, 
the majority of our committee members believed the railroads 
needed more revenue vitally, in some cases to avoid abandon- 
ments, in all cases to allow improvements in services and 
equipment. 

We did not expect the Commission to grant increases in 
excess of those requested by the railroads. 

It has been suggested that we join or intervene with the 
Coal Property Owners’ Committee in protesting these “excess 
rate increases on coal”. This suggestion is being studied and 
discussed by our committee, at this time. 


Among the protests and criticism received is some sug- 
gestion that perhaps the reason why National Coal Association 
did not fight these increases is because some railroads are con- 
tributors to the N. C. A. coal research activities. We have no 
authority to speak for N. C. A. Our opinion is that there is no 
truth to such thoughts. The money contributed to N. C. A. coal 
research programs by certain railroads is with the thought of 
promoting railroad coal traffic. The total contributed by rail- 
Toads to N. C. A. is very small in comparison to contributions 
by coal operators. Frank Estes, traffic manager for N. C. A. at 
Washington, is very much interested and well advised on Ex- 
Parte 162 increases but N. C. A. has never become involved in 
rate matters. 


Our committee is prepared to join with or assist wherever 
these increases are causing genuine hardship on appeals to the 
Commission and courts. 


Our committee: has been permitted to intervene in I. C. C. 
Docket No. 29647 in which the Sun Oil Company is asking for 
railroad rate reductions on petroleum fuel, in direct competition 
with coal, amounting to approximately 30 per cent, which would, 
if granted, more than nullify the Ex-Parte 162 increases. 

_ Our committee started with Docket 29600 and is continuing 
hegotiations to obtain train-load rates, terminal privileges and 
other such benefits for coal shipped by rail as is now enjoyed by 
petroleum products shipped by rail. 

To our critics, who accuse us of lethargy in this matter, we 
apologize for our errors and short-comings, and promise to pro- 
Mote our object as aggressively as we are capable. 

Ship Coal by Rail Committee, 
Homer W. Clark, Secretary 
East Syracuse, N. Y., January 17, 1947. 








LOSS OF OR INJURY TO GOODS 


(City Court of Albany.) An action by bus passenger for 
value of bag taken by driver at beginning of trip from New 
York to Rhode Island, and subsequently lost, involved “inter- 
state commerce,” and federal legislation and rules must govern. 
Carmack Amendment to Hepburn Act, Sec. 7(11, 12). 

The Carmack Amendment gave the federal jurisdiction 
control over interstate commerce, and made supreme federal 
legislation regulating liability for property transported by com- 
mon carriers in interstate commerce. Carmack Amendment to 
Hepburn Act, Sec. 7(11, 12), 49 U. S. C. A. Sec. 20(11, 12). 

The Carmack Amendment, providing for limitation of 
liability under certain circumstances, applies to passengers’ 
baggage. Carmack Amendment to Hepburn Act, Sec. 7(11, 12), 
49 U.S. C. A. Sec. 20(11, 12). 

A carrier’s regulation limiting liability for loss of bag- 
gage, when filed pursuant to Interstate Commerce Act, is bind- 
ing on carrier and passenger, though passenger had no knowl- 
edge thereof and though carrier did not inquire as to value of 
the baggage, Carmack Amendment to Hepburn Act; Sec. 7(11, 
12), 49 U. S. C. A. Sec. 20(11, 12). 

Limitations on carrier’s liability for loss of baggage must 
be included in regulations and rates filed with Interstate State 
Commerce Commission and.approved by it, and a choice of 
rates, dependent upon valuation, must be given. Carmack 
Amendment to Hepburn Act, Sec. 7(11, 12), 49 U. S. C. A. 
Sec. 20(11, 12). 

The court can take judicial notice of National Bus Traffic 
Association’s Baggage Tariff. 

The limitations on liability for lost baggage contained in 
National Bus Traffic Association Baggage Tariff in effect be- 
fore 1946 were applicable only to checked baggage. Carmack 
Amendment to Hepburn Act, Sec. 7(11, 12), 49 U. S. C. A. 
Sec. 20(11, 12). 

In event of doubt as to meaning of a tariff, all ambiguities 
should be resolved against the carrier which prepared it. 

Where bus driver took interstate passenger’s bag without 

giving a check or receipt, though passenger had not offered bag 
to him, passenger did not “check” her bageage within terms of 
regulations and filed tariff limiting lability for lost checked 
baggage. Carmack Amendment to Hepburn Act, Sec. 7(11, 12), 
49 U.S. C. A. Sec. 20(11 12). 
? The word “check” applied to baggage has a common mean- 
ing from ordinary usage. implying that a receipt is given. Car- 
mack Amendment to Hepburn Act, Sec. 7(11, 12), 49 U. S. 
C. A. Sec. 20(11, 12). 

A bus company was at least a bailee of bag which driver 
took from passenger without being asked, and was liable as 
bailee, rather than carrier, for negligence only in loss of bag. 

Where bus passenger gave bag to driver at his request, 
bus company’s failure to deliver bag upon demand was prima 
facie evidence of negligence, and, in absence of explanation 
therefore, company was liable for full value of the property. 

Mere statements by bus company in posters, time tables, 
and the like denying liability for baggage not checked, did not 
prevent liability to interstate passenger for loss of baggage 
given to driver at his request, since company became a bailee. 
Carmack Amendment to Hepburn Act, Sec. 7(11, 12), 49 U. S. 
C. A. Sec. 20(11, 12). 

Evidence authorized recovery of $242.09 as reasonable 
value of baggage lost by bus company. (Sayles vs. Interstate 
Busses Corporation 66 N. Y. Sup. 2d 377.) : 


Cc. & N. W.’s BOOKLET ON EMPLOYE COURTESY 


“Mind Your P’s and Q’s” is the title of a new booklet on 
employe courtesy which is being distributed by the Chicago & 
North Western System to all its employes who have contact 
with the public. The illustrated booklet handles the importance 
of courtesy in an entertaining fashion. It was prepared by the 
railroad’s public relations department for company employes 
and is not available for general public distribution. 










































Tariff Interpretation — Application of 


Tariff of Increased Rates and 
Charges No. 162-X 


Kansas.—Queéstion: Your opinion and 
interpretation would be appreciated on 
the following question: 

The’ basic rate on aluminum moldings 
in carloads, from Lafayette, Ind., to 
Wichita, is fourth class, or $1.10 cwt. 
The question involved is the proper in- 
crease to be applied. 

Item 19 of Tariff of Increased Charges 
X-162 provides for the application of 
Table 1, maximum 12c per cwt., on sev- 
eral items of aluminum, involving alu- 
minum articles, NOIBN, which appears 
to cover aluminum moldings. However, 
application (a) of Table 2 reads: “Line- 
haul carload rates on commodities in 
Note 5.” Moldings are specifically listed 
under the heading of Aluminum in Note 
5, and it is contended that this eliminates 
the application of Item 19, since the 
term NOIN is explained to mean “Not 
otherwise indexed by name and not 
more specifically provided for in this 
tariff,” and that the rate mentioned is 
subject to the full increase as provided 
in Table 2 

The other question is: Does the listing 
in Note 5 affect the application of Item 
19 on Moldings under the description 
“Aluminum Articles NOIBN” on rates 
in other territories covered by Table 1? 


Answer: Item 19 of the tariff to which 
you refer refers to Table 1 for increases 
on the articles covered by this item. 

Note 5 is referred to in Table 2, and 
has no application in connection with 
Table 1. 

Table 2 is limited in its application to 
certain territory as described 33 of the 
tariff and has no application in: the ter- 
ritory to which Table 1 is applicable. 

Therefore, Note 5 and Item 19 are 
not in ‘conflict. 

Tariff interpretation — Mixed Carload 
Shipment 


Minnesota.—Question: We would like 
to submit the following question: A ship- 
ment moved in November, 1944, from 
A to B. The tariff is governed by the 
Western Classification, but has a rule 
that Rule 10 of the classification will 
not apply. 

The shipment consisted of twenty bar- 
rels of sand weighing 7,000 pounds, and 
258 sacks of gravel and sand weighing 
26,000 pounds. 

It was originally claimed that the 
Class E rate and a minimum of 40,000 
pounds should be protected. However, 
when it developed that Rule 10 was not 
applicable, then the claim would have 
to be based upon the LCL rate. 

The above rates are carried in Items 


21940 and 21950 of the classification. 
Now it is claimed that the fifth class 
rate at a minimum of 36,000 pounds 
should be protected, as per Item 36370 of 
the classification. It seems that this last 
item provides for a mixed carload of any 
of the items in this particular item. 

Will you kindly advise your interpreta- 
tion of these items and whether or not 
there is any carload rate that can be 
applied on the shipment in question. 

Answer: Had the shipment consisted 
of sand in barrels and gravel in sacks, 
the applicability of Item 36270 might be 
an issue. 

However, it appears that the shipment 
consisted of sand in barrels and gravel 
and sand in sacks. If so, it is our opinion 
that the rating provided for in Item 
36370 is not applicable. 


Bills of Lading— Right of Possession 
by Consignee 


Georgia.—Question: Can the consignee 
demand of the shipper the original 
straight uniform bill of lading on a 
shipment already made and delivered? 
The consignee received only a memoran- 
dum bill of lading, but desires the origi- 
nal. 

Answer: The possession and surrender 
to the carrier of a straight bill of lading 
is not, under the Bills of Lading Act, a 
condition precedent to the duty on the 
part of the carrier to deliver to the party 
named as the consignee therein the goods 
covered by the bill of lading. 

Under Section 8 of the Bills of Lading 
Act, a carrier, in the absence of some 
lawful excuse, is bound to deliver goods 
upon demand made by the consignee 
named in the bill of lading and under 
Section 9 is justified in delivering goods 
to one who is the consignee named in 
a straight bill of lading. 

There is nothing in the Bills of Lading 
Act which requires the surrender by the 
consignor to the consignee of a straight 
bill of lading, nor do we know of any 
provision of the law to that effect. It 
may be, however, that if possession of 
the bill of lading by the consignee is 
essential to the enforcement of a right 
on his part that the courts would require 
the consignor to turn over to the con- 
signee the bill of lading. 


Jurisdiction of Commission and Courts— 
Overcharges Based on Erroneous 
Weight 


Ohio.—Question: We have had con- 
siderable controversy over the settle- 
ment of a claim on a carload of lumber, 
the claim being based on the weight. It 
now looks as though it will be necessary 
for us to take legal action to obtain any 
result, and we are wofidering if we 
should bring our suit in a civil court, or 
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do we have a right to go before the In- 
terstate Commerce Commission with this 
claim? We are wondering which is the 
proper step to take, and we will thank 
you to advise us fully covering the sub- 
ject. 

Answer: Section 9 of the Interstate 
Commerce Act provides that any per. 
son or persons claiming to be damaged 
by any common carrier subject to the 
provisions of the act may either make 
a complaint to the Commission or bring 
suit in his or their behalf for the recov- 
ery of the damages for which such com- 
mon carrier may be liable under the pro- 
visions of the act, in any district court 
of the United States of competent juris. 
diction; but such person or persons shall 
not have the right to pursue both of said 
remedies, and must in each case elect 
which one of the two methods of pro- 
cedure he or they will adopt. 

In National Pole Company vs. M. & IL 
Railway Co., 33 I1.C.C. 372, it is held that 
excess charges based on _ erroneous 
weights are analogous to overcharges, 

In Wheeler Lumber, Bridge and Sup- 
ply Co. vs. A. & C. R. R. Co., 20 LC.C. 10, 
the Commission said: 


Defendants have raised the question of the 
Commission’s jurisdiction to hear and deter- 
mine a cause of this nature, but we are con- 
vinced that their objection is not well founded, 
In Laning-Harris Coal & Grain Co. ys. St. L. 
& S. D. R. R. Co., 15 I. C. C. Rep. 37, the Com- 
mission determined that it has authority ‘‘to 
award damages in a case whére a carrier col- 
lects a greater sum on an interstate shipment 
than is fixed by its published tariffs,” and 
entered an order requiring the refund by the 
carrier of what is commonly known as a 
straight overcharge. When a carrier publishes 
a rate in cents per 100 pounds and applies such 
rate to a weight in excess of the actual weight 
of the shipment, the total charges collected 
are in excess of the amount provided by its 
tariffs, and the Commission may order the 
carrier to refund the amount so exacted. 


The courts, either federal or state, 
have primary jurisdiction of an action 
against a carrier to recover charges ex- 
acted under an interstate tariff, when 
the rights of the parties depend entirely 
upon a legal construction of the tariff, 
and the words of the tariff are used in 
their ordinary meaning. Great Northern 
Ry. Co. vs. Merchants’ Elevator Co., 259 
U. S. 289, 42 S. Ct. 477. An action in 
court may be maintained against a car- 
rier to recover overcharges when the 
only issue is one of fact as to whether 
or not the carrier furnished a service 
that entitled it to the higher rate 
charged. Kansas City Southern Ry. Co. 
vs. Wolf, 272 Fed. 681, revérsed on other 
grounds, 261 U. S. 132, 43 S. Ct. 259. 

While we can locate no case in which 
the question was specifically at issue, it 
is our opinion that the Commission and 
the courts have concurrent jurisdiction 
of an action for the recovery of an over- 
charge based on the application of the 
tariff rate to a weight in excess of the 
actual weight of the shipment. 


Freight Bill Auditing Organizations 


Michigan.—Question: In recent weeks 
we have noted in the “Traffic World” 
the reporting of new complaints involv- 
ing motor carriers and which have been 
instituted by freight bill auditing organ- 
izations. 

According to our recollection, rail car- 
riers, at one time, requested that all 
audit claims be supported with powers 
of attorney. d 

It appears that were a motor carrie! 
confronted with one of these audit bu- 
reau complaints, that the carrier would 
be within its legal rights before defend 
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To list the several parts separately on 
one bill of lading will not render the 
rule inapplicable, if in fact the several 
parts comprise one or more complete 
articles, for which there is a commodity 
rate of classification, rating applicable 
from and to the point of origin and des- 
tination shown in the bill of lading. 

If, however, there is no commodity 
rate or classification rating which covers 
the complete article, the: rate or rating 
applicable to the several parts may be 
applied, even though the parts are listed 
severally on the Same bill of lading. See 
Brunswick Radio Corporation vs. Chi- 
cago, B. & Q. R. Co., 188 I. C. C. 162; 
Westinghouse Electric Supply Co. vs. 
Alton & S. Ry. Co., 223 I. C. C. 273. 

To entitle the shipper to the lower 
rating on the component parts, separate 
bills of lading for the parts should be 
taken out. K2nyon Dredging Co. vs. 
Houston, E. & W. T. Ry. Co., 139 I. C. C. 
38: Parkersburg Rig & Reel Co. vs. B. & 
O. R. R."Co,, 325.2 & C: Sao. 


Traffic Interpretation 


Louisiana—Question: May we ask for 
an opinion as to the correct interpreta- 
tion of the following item of Agent W. S. 
Curlett’s I. C. C. No. A-838 (Freight 
Tariff No. 141-B)? 

Item No. 26347%, page 179: 


Liquors, alcoholic, noibn, in containers, in 
barrels and boxes, or in bulk in barrels: 
Wine, in glass in wicker baskets, covers 
sealed, in containers, in barrels and boxes, 
or-in bulk in barrels: 
Min. wt. 10,000 lbs. (Note A)....C.L. Class 72 
Min. wt. 15,000 lbs. (Note A)....C.L. Class 55 
Min. wt. 20,000 lbs. (Note A & B) C.L. Class 44 
Note A—Subject to circle reference ‘‘(100)’’ 
Note B—On weight in excess of 20,000 lbs. 
apply class 35 provided that the total weight 
shall not exceed the stenciled capacity of the 
car furnished on one shipment and Rule 24 
of Southern Classification will not apply. 


To the writer the provisions of “Note 
B” have caused considerable confusion. 
Two separate interpretations are ad- 
vanced. For example a shipment weigh- 
ing 40,000 pounds according to one opin- 
ion might be rated: 

(a) 20000 Ibs. @ class 44 
20000 lbs. @ class 35 


40000 Ibs. 


or 
(b) 40000 lbs. @ class 35 


It will be noted that “Note B” begins 
with the qualification “On weight in ex- 
cess of 20,000 lbs. apply class 35.” The 
carriers have honored the method “(a)” 
whereas the writer contends method 
“(b)” is proper and to place any other 
construction on the publication would 
tend to penalize a shipper with a pre- 
mium rate on his first 20,000 Ibs. See 
violations of Sec. 1 (5)(a), part 1 of the 
Interstate Commerce Act. 

In might be pertinent to cite refer- 
ence to Item 26347 Note B, Exceptions 
No. 23, Item 26346, E. H. Dulaney’s 
I. C. C. 99, Note 5. There the author of 
the item attempts to use a more posi- 
tive language as to the use of the class 
35 rating. 

Answer: The provisions of Items 26346 
and 26347 of Agent Dulaney’s I. C. C. 
9, read as follows: 


Item 26346—Liquors, alcoholic, NOIBN, in- 
cluding wine, in glass, ete. CL min. wt. 20,000 
ibs. (See Notes 4 and 5, Item 26347)—44 Item 
26347. F 

Note 5—Carload minimum weight 20,000 
pounds, Class 44. On weight in excess of 
20,000 pounds, apply Class 35 provided that 
the total weight shall not exceed the stenciled 
capacity of the car furnished on one ship- 
ment and Rule 24 of Southern Classification 
will not apply. 


ing such a complaint, in demanding that 
a power of attorney be executed by the 
firm that paid the freight charges which 
would indicate that they had authorized 
such proceedure. , ; 

Answer: A freight bill auditing or- 
ganization, in so far as it has been 
authorized to represent the interests of 
third parties in dealing with the car- 
riers before the Interstate Commerce 
Commission or in the courts, has the 
same status as any other party who has 
been authorized by another party, to 
represent him before a commission or a 
court if the members or member of the 
auditing organization have been licensed 
to appear in the courts or before a com- 
mission. 

Such auditing organizations, or the in- 


. dividual members thereof have the same 
rights and privileges as any other party 


‘authorized to represent a third party. 

They cannot enforce the collection of 
money due another for their own ac- 
count, of the party whom they have been 
authorized to represent, unless the right 
of action has been assigned to them by 
that party. 

There are prepared forms for the 
presentation of claims to rail carriers 
and similar information should be given 
to motor carriers, while the Interstate 
Commerce Commission and state com- 
missions have established rules and prac- 
tices to be followed in the presentation 
of claims. The courts, likewise, have 
rules of practice which govern the pres- 
entation of matters to them for their 
consideration. 


The rules of practice before the Inter- 
state Commerce Commission set forth 
the manner in which a claim presented 
by a party representing the claimant 
shall be subscribed and verified, and 
rules of a like nature are enforced in 
the presentation of claims before state 
commissions and the courts. 


There is, therein, no requirement that 
a power of attorney be executed by the 
party paying the freight charges author- 
izing the auditing organization to file the 
complaint, but, necessarily, proper proof 
must be made of the right of the com- 
plainant to the amount of the Commis- 
sion’s reparation award. 


Tariff Interpretation—Application of 


Rule 20 of Classification 


Missouri.—Question: We received a 
shipment billed as follows: 


25 Bdls bedstead ends, NOI .......... 900 Ibs. 
25 Bdls 50 bedstead rails, I/S 


We were billed at the rate of 1st class, 
as per Item 19630 of ‘Consolidated 
Freight Classification No. 17, ‘which 
reads—Beds, K. D. (ends and rails), 
or bed ends, noibn. 

We contend that the proper rate to 
apply is 3rd class on the 25 bdls. 50 bed- 
stead rails I/S, as per Item 19635 of 
Consolidated Freight Classification No. 
17. However, the carrier contends that 
we cannot get this rate due to Rule 20 
of Consolidated Freight Classification 
No. 17. Our belief is that, since this 
shipment is weighed separately and the 
carrier has no way of actually knowing 
that the Items named make a complete 
bedstead K. D., the separate ratings on 
the two articles should be applied. 

Answer: If all parts of one article 
for which there is a commodity rate or 
classification rating published for ap- 
plication between given points are de- 
livered to a carrier for transportation 
under one bill of lading, the commodity 
rate or classification rating on the com- 
plete’ article must be applied. 


TRAFFIC WORLD! 


While, as you state the abvoe quoted 
provisions are more specific than those 
of Agent Curlett’s I. C. C. A-838, it is 
our opinion that Item 26347% of the 
latter tariff provides a rating of Class 
44 for 20,000 Ibs. and Class 35 on weight 
in excess of that amount. 

This interpretation gives effect to the 
evident intent of the item to accord 
lower ratings as the weight of the ship- 
ment increases. 


Conversion—Liability Of Carrier for 
Delivery on Unindorsed Bill of Lading 


Virginia.—Question: An order notify 
shipment was forwarded by one of the 
lines operating through the Panama 
Canal to a Pacific Coast port of the 
United States. The order notify bill of 
lading through error, was not indorsed, 
nor placed through the bank, but was 
sent directly to the customer with the in- 
voice. 

The bill of lading was indorsed by 
the truckman to whom it had been given 
to pick up the shipment, with the signa- 
ture of the shipper and his name under- 
neath it, and the material delivered to 
the party to be notified, who went into 
the receiver’s hands- almost immediately 
thereafter. 

What liability, if any, exists with the 
steamship company who delivered that 
shipment without the indorsement of the 
party to be notified? Also what liability 
is there against the representative of the 
truckman who, without authority, in- 
dorsed the order notify. bill of lading 
with the name of the party to whose 
order it was forwarded? ; 

Answer: It has been held that where 
an order notify bill of lading contains a 
provision to the effect that the surrender 
of the original bill of lading properly 
indorsed shall be required before the 
delivery of the, property, the shipper’s 
mistake in sending the original bill of 
lading instead of the memorandum bill 
direct to the order notify party unin- 
dorsed does not relieve the carrier from 
requiring it to be properly indorsed be- 
fore delivery of the shipment to the 
order notify party. See Keystone Grape 
Co. vs. Hustis, 122 N. E. 269 (Mass.); 
Voghel vs. N. Y. N. H. & H. R. R. Co, 
103 N. E. 286; First National Bank vs. 
Oregon-Washington Railroad & Naviga- 
tion Co., 136 Pac. 792, and Judson vs. 
M. & St. L., 154 N. W. 506. 


We presume that the order notify bill 
of lading covering the shipment in ques- 
tion contained such a provision. If so, 
under the decisions cited above, the 
steamship company is liable in conver- 
sion in not requiring the surrender of 
the order notify bill of lading properly 
indorsed, it being our opinion that the 
fact that the truckman’s name appeared 
under the indorsement of the shipper 
should have put the carrier on notice 
that the bill of lading had not been prop- 
erly indorsed by the shipper. 


It is also our opinion that the truck- 
man is liable in conversion, conversion 
being any distinct act of dominion 
wrongfully exerted over another’s per- 
sonal property in denial of or inconsist- 
ent with his rights therein, such as the 
tortious taking of another’s chattels, oF 
any wrongful exercise or assumption of 
authority, personally or by procure 
ment, over another’s goods, depriving 
him of the possession, permanently oF 
for an indefinite time. The act must be 
essentially tortious, but it is not essent! 
to conversion sufficient to support the 
action of trover that the defendant should 
have the complete manucaption of the 
property, or that he apply the property 
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to his own use, if he had exercised 
dominion over it in exclusion of, in 
defiance of, or inconsistent with the 
owner’s rights. 

Furthermore, one who aids and abets 
another in keeping property from its 
rightful owner is guilty of conversion, 
and the fact that he acted as agent for 
another is no excuse. Scott vs. Perkins, 
48 Amer. Decisions 470; Mohr vs. Lan- 
gan, 63 S. W. 409; Kimball vs. ae 
92 American Decisions 581. 


Tariff interpretation 


Louisiana.—Question: May we ask 
your opinion on the following tariff pub- 
lication: 


Southwestern Lines Tariff No. 254-B, 
Agent“Peel’s I. C. C. No. 3571, Item 600, 
page 228, a? ay (b) stated in part— 
Apply the class rates published in 
s listed in paragraphs (d), etc. 
Paragraph (d) includes Agent W. P. 
ee Tariff No. 27-E, I. C. C. No. 


Do you understand that the term 
“class rates” bars the use of the com- 
modity rate column basis in connection 
with the arbitraries in Item 600 of South- 
western Lines Tariff No. 254B, Agent 
Peel’s I. C. C. No. 3571. 


Answer: Agent W. P. Emerson’s Tariff 
No. 27E,.I. C. C. No. 336 publishes both 
class and commodity rates. 

As the provision in Southwestern Lines 
Tariff No. 254B, quoted above, refers 
only to class rates published in Agent 
W. P. Emerson’s Tariff No. 27E, it is our 
opinion that the commodity rates in the 
latter may not be used. 


Weights on Commodities Shipped in 
Tank Cars 


Tennessee.—Question: We are inter- 
ested in knowing what practices are fol- 
lowed in the chemical industries to ar- 
rive at the correct weight of refined 
chemicals in tank cars. That is, which 
is more commonly used—railroad track 
scale weights, or calculated weights? 

If you are unable to give us this in- 
formation, we shall appreciate your ad- 
vising us who can. 

Answer: You are no doubt aware of 
the provisions of Section 3 of Rule 35 
of Consolidated Freight Classification 
No. 17, which cover the ascertainment 
of weights for commodities loaded in 
tank cars. 

Under this section of Rule 35 four 
methods of ascertaining the weight are 
provided for, depending upon applicable 
tariff provisions or other conditions. 

The information you desire can prob- 
ably be obtained from the several weigh- 
ing bureaus maintained by the carriers. 


Elkins Act—Purpose of 


Montana.—Question: When a rail car- 


rier pleads the three year statute of 
limitations as a bar to the refund of an 
overcharge on an interstate shipment, 


_why isn’t the carrier in violation of the 


Elkins Act? Will you cite decisions con- 
trolling ? 

Answer: The purpose of the Elkins 
Act is to establish a rate duly published, 
known to all, from which neither the 
shipper nor the carrier may depart. 
Armour Packing Co. vs. United States, 
209 U. S. 56, 28 S. Ct. 428. 
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The Elkins Act proceeds upon broad 
lines, intended to effectuate the purpose 
of Congress to require all shippers to be 
treated alike, and that the only rate 
charged to any shipper for the same 
service, under the same _ conditions, 
should be that established, published and 
posted as required by law. The intention 
was to prohibit any and all means that 
might be resorted to to obtain or receive 
concessions and rebates from the fixed 
rates duly posted and published. Armour 
Packing Co. vs. United States, 209 U. S. 
56. 

It was the purpose of the Elkins Act to 
require the publication and posting of 
tariff rates, open to public inspection, 
and at the service of all shippers alike, 
to prohibit and punish rebating, prefer- 
ences, and all acts of undue discrimina- 
tion. American Exp. Co. vs. United 
States, 212 U. S. 522, 53 L. ed. 633, 29 
Sup. Ct. Rep. 315, affirming United 
States vs. Wells Fargo Exp. Co., 161 
Fed. 606. 

The retention by a carrier of an over- 
charge, by reason of the bar of the 
statute of limitation does not fall within 
prohibitions of the Elkins Act. As a mat- 
ter of fact the Supreme Court of the 
United States has held that the lapse of 
the limitation period destroys the remedy 
for its recovery by the shipper. Kansas 
City Southern Ry. Co. vs. Wolf, 261 U. S. 
133. A carrier must plead the limitation 
period of the statute. See National Tube 
Co. vs. Director General, 129 I. C. C. 
515. i tal @ 


the WEST 


and SOUTHWEST 


Contact our nearest office 
ee? — the complete story. 


ipper Carloading Company 
oun & Trenton, Philadelphia 
Cumberland 8-3600 


The Weekly TRAFFIC BULLETIN 


gives you prompt, complete and accurate information on 
both freight rate and classification chnges. 
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MOTOR TRUCK SALES AT ALL-TIME HIGH 











































broad Motor truck and coach sales for 1946 totaled 940,830, es- 
urpose § tablishing 1946 as top sales year of all time for civilian. trucks, 
to be § the Automobile Manufacturers Association, of Detroit, has an- 
y rate § nounced. This total, however, was 11.3 per cent below the 1941 
same § figure of 1,060,948 (including 218.880 military. vehicles). 
litions, Last year 930,739 motor trucks and 10,091 motor coaches 
ed and § were sold. Of the motor trucks, 744,610 motor trucks were 
ention § sold in the domestic market, and 186,129 were sold abroad. 
s that § Following are the truck sales classified by gross vehicle weight 
receive § in pounds: 5,000 and under, 330,730 trucks; 5-10,000, 88,235 
» fixed § trucks;. 10-14,000, 247,912 trucks; 14-16,000, 200,574 trucks; 
rmour § 16-19,500, 24,162; 19,501-26,000, 25,252 trucks; and over 26,000 
) U. S. | pounds, 13,874 trucks. 
Act to WESTERN AIR’S TWIN CITIES SERVICE 
ing of Delivery time on air mail, air express and air freight will 
ection, § be cut in half between Los Angeles and Minneapolis-St. Paul, 
; alike, | when Western Air Lines inaugurates its new service to the Twin 
prefer- | Cities on April 1, company officials have announced. Western’s 
‘imina- § flights will for the first time provide a direct one-carrier service 
United | between Minneapolis-St. Paul and California, said Arthur C. 
533, 29 § Smith, Western’s cargo traffic manager. Cargo, mail and pas- 
United J senger service now moves between the two areas on circuitous 
o., 161 § routes via Chicago, Omaha, or Seattle. Western proposes to 
feed into the Twin Cities and draw traffic from that area by a 
n over- § service pattern which will move transport aircraft to and from 
of the § Great Falls, Mont., making connections to the Pacific northwest, 
within | 2nd to and from Denver, providing a one-company operation 
into southern California. 
a mat- 
of the CALIFORNIA EASTERN AIRWAYS SERVICE 
apse of California Eastern Airways carried more than 500,000 
remedy § pounds of cargo across the nation in its overnight coast-to-coast 
Kansas § contract cargo service during December, President J. J. O’Brien 
1U.S has announced. The December total of 578,831 pounds brought 
>: § the eight-month ton-mile total to 3,293,858. The Burbank on- 
nitation § loads included 18,000 pounds of leather jackets flown to Min- 
al Tube § neapolis. Chicago loadings included full-plane shipments of 
. Cc. Cc. § pianos, furniture, hardware and wearing apparel. St. Louis 
i fad shipped raw furs, shoes and drugs. New York shipments ranged 





from 18,000-pound loads of women’s wearing apparel and 
Parisian perfumes to radios, fabrics and drugs. The airways 
has applied to the Civil Aeronautics Board for a certificate to 
operate a scheduled air freight service to serve the entire nation 
on a 200-mile-an-hour flexible area pattern. 




















TEXAS & PACIFIC CREDIT CARDS 


Credit cards for train travelers will soon be issued by the 
Texas & Pacific Railway, W. G. Vollmer, president, has an- 
nounced. Under a plan'‘now before the Commission for approval, 
the T. & P. will issue credit cards to financially responsible in- 
dividuals, firms and corporations for the purchase of rail, sleep- 
ing car and parlor car tickets at all T. & P. ticket offices. Hold- 
ers of credit cards will be able to purchase tickets by telephone, 
telegraph or by letter, and tickets will be delivered to offices or 
to passengers on trains. The cards permit holders to sign for 
meals in T. & P. dining cars and restaurants, as well as for 
charges assessed on excess weight or valuation of baggage, and 
on baggage storage. Accounts of credit card holders will be 
payable monthly. It is expected the use of T. & P. credit cards 

i ry effective February 17, subject to Commission 
approval. 









































INDUSTRIAL GROWTH ON FRISCO LINES 
Industrial development along the tracks of the St. Louis- 
San Francisco Railway proceeded swiftly during 1946, with in- 
vestments in new properties exceeding the previous year by 
more than $3,000,000, President Clark Hungerford announced. 
He said there were 322 new industrial installations along the 
yey: Ra the year just endded, representing an investment of 













CHANGES IN DOCKET 

Hearing in MC 100741, Sub. 4, assigned for February 4, at Kansas 

ity, Mo., was cancelled. ; 

Hearing in MC 107790, assigned for February 5, at Peoria, Ill., was 
transferred to February 5, at Hotel Morrison, Chicago, Ill., before 

xaminer Myers. 

Hearing in MC 7962, Sub. 1, assigned for February 6, at Memphis, 
Tenn., was cancelled. 

Hearing in MC 62914, Sub. 1, assigned for March 4, at Chicago, IIl., 
was advanced to February 5, at Hotel ‘Morrison, Chicago, Ill., before 
Examiner Burns. 

Hearing in MC 108049, assigned for February 5, at Salt Lake City, 

tah, was postponed indefinitely. 

Argument in 29083, assigned for February 5, at Washington, D. C., 
was cancelled and reassigned for February 6, at Washington, D. C. 

Hearing in |. & S. 5447, assigned for February 7, at Chicago, IIl., 
was cancelled and reassigned for February 21, at Sherman Hotel, Chi- 
cago, Ill., before Examiners Stiles and Boisseree. 












































~ When time is money 
NOTHING 
is as cheap as AIR EXPRESS 









Nothing saves time like Air Express. Planes carrying 
your Air Express shipments are now bigger and faster 
than ever—and there are more planes in service, too. 
The results? Speeds up to five miles a minute now make 
overnight coast-to-coast shipments routine for Air 
Express, and frequency of service, both domestic and 
international, has been greatly increased. 

The cost of this super-fast service, so essential to to- 
day’s business needs, is surprisingly low. Air service to and 
from points abroad is just as speedy and inexpensive, too. 


Specify Air Express-its Good Business 


eLow rates. @Special pick-up and delivery at no extra cost. 
eDirect by air to and from principal U. S. towns and cities. 
@Air-rail to 23,000 off-airline communities. 
eDirect air service to and from scores of foreign countries. 
Just phone your local Air Express Division, Railway Express 
Agency, for fast shipping action ... Write today for Air Express 
Rate Schedules containing helpful shipping aids. Address Air 
Express, 230 Park Avenue, New York 17, N. Y. Or ask for them 
at any Airline or Railway Express Office. Air Express Division, 
Railway Express Agency, representing the Airlines of the U.S. 







GETS THERE FIRST 

Rates are low 
‘To Air Express a 10-lb. package 
1549 niles costs only $4.65! 
Heavier weights are similarly 
inexpensive. Investigate! 





ADD to Personals for Traffic World.... 

Egbert I. Rogers, former president of 
the Peoria & Pekin Union Railway, died 
February 3 at the Methodist Hospital in 
Peoria, Ill. Services were held February 
6 at the Scottish Rite Cathedral, with 
cremation services the following day at 
Chicago, and interment at San Antonio, 
Tex. Mr. Rogers, who retired in April, 
1945, began his railroad career in 1897 
as a section hand with the Illinois Cen- 
tral Railroad. He joined the P. & P. U. 
as chief engineer in August, 1921, and in 
October, 1929, was named president of 
that road. 

* * * 

W. H. Adams has been appointed 
traffic manager at San Francisco for the 
Shell Oil Co., succeeding Claude E. 
Donaldson who is retiring after 30 years 
of service. 

s & * 

O. L. Culbreth has been appointed 
traffic manager at Terre Haute, Ind., 
for the Commercial, Solvents Corp. 


Harry E. Seel has been appointed 
general traffic manager of Olin Indus- 
tries, Inc., East Alton, Til. 


R. J. Weir has been appointed traffic 
manager at Conshohocken, Pa., for the 
Alan Wood Steel Co. and Rainey-Wood 
Coke Co., succeeding R. J. Stephens. 


Daniel R. Frost, who has been with 
the Northern Pacific Railway at St. 
Paul, Minn., since 1913, has retired as 
general attorney. He is being succeeded 
by Reginald Ames. 

* * * 

L. J. Kidd has been appointed general 
agent in the freight department, Seattle, 
Wash., for the Chicago, Milwaukee, St. 
Paul & Pacific Railroad, succeeding G. 
R. Webster. G. R. Webster has been 
appointed traveling freight and passen- 
ger agent, Butte, Mont., succeeding V. 
E. Strauss. Mr. Strauss has been ap- 
pointed division freight agent, Tacoma, 
Wash., and the position of assistant gen- 
eral freight agent, Tacoma, Wash., has 
been abolished. Harry Rowe, assistant 
general freight agent, Tacoma, Wash.., 
retired at his own request February 1 
after more than 40 years of service, and 
the position of assistant general freight 
agent has been abolished. H. D. Colling- 
wood has been appointed division freight 
and passenger agent, Aberdeen, Wash., 
succeeding F. W. Watkins, promoted. 

* ok * 


Col. Charles F. H. Johnson, president 
of Botany Worsted Mills, Passaic, N. J., 
has been elected to the board of direc- 
tors of the Erie Railroad, filling a va- 
cancy made by. the resignation of 
Charles T. Fischer, Jr., president, Na- 
tional City Bank of Detroit. 

* * * 

Andrew F. McIntyre has been ap- 
pointed general manager of the New 
York zone, at New York City, for the 
Pennsylvania Railroad, succeeding H. T. 
Frushour, who has been advanced to 
assistant vice-president and chief engi- 
neer of the New York zone. Charles E. 
Adams succeeds Mr. McIntyre as gen- 
eral superintendent of the southwestern 
division at Indianapolis. Jacob D. Fuchs 


has been appointed superintendent of the 
eastern division at Pittsburgh, succeed- 
ing John W. Leonard, who becomes su- 
perintendent of passenger transportation 
of the eastern region at Philadelphia. 
William H. Mapp succeeds Mr. Fuchs 
as superintendent of the Columbus di- 
vision. H. B. Stetson succeeds Mr. Mapp 
as superintendent of the Monongahela 
division. Edwin Linthicum has retired 
as western freight agent at Los Angeles 
after more than 56 years of service, one 
of the longest records in this railroad’s 
history. John G. Griffith has been ap- 
pointed district freight claim agent at 
Baltimore, succeeding E. L. Hershber- 
ger. 
* %* * 

Frank P. Wagner has been appointed 
eastern traffic manager in New York 
City for the Chicago Great Western 
Railway. Louis J. Smith, Jr., succeeds 
Mr. Wagner as general agent at Los 
Angeles. J. J. MtLaughlin has been ap- 
pointed acting general agent at Minne- 
apolis. 

* * * 

The Missouri-Kansas-Texas Railroad 
announces the following appointments: 
R. C. Trovillion, general traffic manager, 
to assistant vice-president—traffic, at 
St. Louis and Dallas (the position of 
general traffic manager abolished); C. 
P. Bowsher, assistant freight traffic 
manager, to freight traffic manager, at 
St. Louis (the position of assistant 
freight traffic manager abolished); H. 
W. Landman, assistant general freight 
and passenger agent at Fort Worth, to 
general freight and passenger agent in 
that city; C. A. Birge, superintendent 
of safety, Dallas, to division superin- 
tendent in Denisony Tex.; Paul O. Ellis, 
assistant superintendent of safety, to 
succeed Mr. Birge as superintendent of 
safety in Dallas; G. L. Stricklin suc- 
ceeds Mr. Ellis as assistant superin- 
tendent of safety; C. W. Campbell, su- 
perintendent, Denison, Tex., goes to 
Wichita Falls, Tex., as superintendent; 
E. L. Zahm becomes water engineer, 
succeeding J. H, Davidson, retired; Wil- 
liam A. Little becomes industrial agent 
in the industrial research and develop- 
ment department at St. Louis. 

* * * 


John R. Mills, freight traffic manager 
for the Kansas City Southern Lines, has 
retired after 59 years of railroad work. 
He has been with this railroad since 
1901. 

* * * 

H. K. McNamara has been appointed 
division freight agent, at Long Beach, 
for the Santa Fe Railway Coast Lines, 
succeeding George S. Scott who resigned 
after 30 years of service. 

* *. * 


J. P. Derham, Jr., has been appointed 
freight traffic manager in charge of so- 
licitation and service, at Norfolk, for 
the Seaboard Air Line Railroad Co., 
succeeding F. H. Bryant, who at his 
own request and because of the condi- 
tion of his health, has been appointed 
general agents of the traffic department 
at Fort Myers, Fla. E. W. Long has 
been appointed freight traffic manager 
in charge of solicitation in the north and 
west. The position of assistant freight 
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traffic manager, heretofore occupied by 
Mr. Long, has been abolished. W. H. 
Hill has been appointed commercial 
agent at Athens, Ga., succeeding C. §, 
Compton, who is retiring after 41 years’ 
service. E. G. Stephens has been ap. 
pointed commercial ‘agent at Winter 
Garden, Fla., succeeding J. F. Williams, 
who. has been promoted. 

* * 


N. F. Cuthriell has been transferred 
to the general office of the Virginian 
Railway Co. at Norfolk, Va. A. E. Su- 
ter succeeds Mr. Cuthriell as coal freight 
agent in New York City. Harry D. Eth. 
eridge succeeds Mr. Suter as general 
agent at Beckley, W. Va. John M. 
O’Connor succeeds Mr. Etheridge as 
traveling coal agent at Norfolk, Va. 


Sawyer H. Vincent has been appoint- 
ed assistant foreign freight agent at 
New Orleans for the Southern Railway 
System. 

* * * 

R. E. Hardy has been appointed in- 
spector of transportation for the Minne- 
apolis & St. Paul Railway, Minneapolis, 
Minn., succeeding O. F. Johnson, who 
is retiring after > Sears of service. 


Robert. C. Donovan has been ap- 
pointed assistant general freight agent 
at Boston for the Boston and Maine 
Railroad. 

* * * 

L. B. Freeman has been appointed 
general agent at Birmingham, Ala., for 
the Grand Trunk Railway System, suc- 
ceeding A. G. Lees. Mr. Lees has been 
appointed general agent at Detroit, suc- 
ceeding H. W. Hanes, promoted. 


C. B. Kincaid, assistant general pas- 
senger agent at Washington, D. C., for 
the Chesapeake & Ohio Railway, has 
been promoted to the new position of 
general passenger agent in charge of 
sales at Richmond, Va. James B. Ed- 
munds will succeed Mr. Kincaid as 
assistant general passenger agent in 
Washington. 

* * 

C. H. Keller has been appointed su- 
perintendent, Chicago terminal division, 
for the Wabash Railroad, succeeding 
E. Lind, who is retiring at his own re- 
quest. 

* ok * 

John F. Davidson, who managed 
American Airlines’ transatlantic war 
contract, is in charge of operating per- 
sonnel on the newly-inaugurated con- 
tract airfreight service of Santa Fe Sky- 
way, Inc. ‘ 

* * 


Stanley Page, formerly with Pan 
American Airways, has been appointed 
to the traffic department of the Inter- 
ocean Steamship Corp., San Francisco. 
In addition to his duties in the freight 
traffic department, Mr. Page will super- 
vise passenger activities to Europe, the 
Orient and South America. Peter C. 
Holm has been appointed general freight 
agent in charge of solicitation in north- 
ern California, succeeding W. T. Hunter, 
deceased. 

* * * 

William S. Ducey has joined the traf- 
fic department, at New York City, of 
the Moller Steamship Co. Mr. Ducey is 
also secretary of the Foreign Commerce 
Club of New York. 


* * * 


_The Railway Business Woman’s Asso 
ciation of Chicago will give a dinnet 
dance at 6:30 p. m. February 15 in the 
Hotel Continental, Chicago. Mrs. W. 
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Glenn Suthers will speak on “Tonight’s 


Celebration —'Tomorrow’s Responsibili- - 


ties.” On February 16 a tea will be giv- 
en at the Illinois Club for Catholic 
Women. Mrs. Arthur M. Houser, Jr., 
will speak on “45 Minutes on Broad- 
way.” 

* * * 

Raymond M. Schuster has been ap- 
pointed vice-president and elected to the 
board of directors of Harborside Ware- 
house Co., Inc., Philadelphia, Pa. 


Fred W. Parker has been appointed 
assistant to the president of the Timken- 
Detroit Axle Co., Detroit, Mich. Ken- 
neth P. Hayes succeeds Mr. Parker as 
director of service. 

ok * * 


The Propeller Club of the United 
States held a ladies’ night dinner and 
dance, February 8, at the Sheraton- 
Belvedere Hotel, Baltimore, Md. 


* * * 


The Oakland Foreign Trade and Har- 
bor Club, Oakland, Calif., held a meet- 
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ing Feb. 6 at the Athens Athletic Club. 
Enrico Dell’Osso, assistant district at- 
torney, Alameda County, spoke on “Mili- 
tary Government .in.Germany and Ger- 
many’s Future Trade.” 

Carlos J. Indest, Jr., Texas & Pacific 
Lines, was installed as new president of 
the Passenger Club of New Orleans, at 
the recent annual banquet. Others 
elected and installed are: Vice-president, 
Russell T. Martin, New York Central 
System; secretary-treasurer, Roderick 
H. Teal, Burlington Lines; members of 
advisory board: Chairman, Noel J. 
Spicuzza, Southern Railway; Merlyn G. 
Bel, Nickel Plate Road; J. D. Benda, 
Union Pacific Railroad; Thomas J. Du- 
gan, Pennsylvania Railroad; Byrd D. 
Fowler, Jr., Southern Pacific Lines; and 





The Transportation Bureau of the 
Hartford Chamber of Commerce will 
hold its annual dinner February 12, at 
the Hotel. Bond, Hartford. Toastmaster 
will be Ellsworth S. Grant, vice-presi- 
dent, Allen Manufacturing Co. Eugene 
E. Wilson, former vice-chairman of the 
United Aircraft Corporation, will speak 
on “Transportation and Security.” 





W. J. Thorworth, general agent at 
Mobile, Ala., for the Frisco Lines, has 
been elected pres- 
ident of the Mo- 
bile Traffic and 
Transportation 
Club. Mr. Thor- 
worth a native 
of St. Louis, was 
educated in that 
city and began 
his railroading ca- 
. reer in 1916 asa 
messenger for the 
Rock Island-Fris- 
co Terminal Co. 
In 1919 he be 
came reconsign- 
ing clerk in the 
Rock Island’s 
commercial office 
in St. Louis. Later Mr. Thorworth was 
employed in the Frisco office in St. 
Louis, and in July, 1938, was appointed 
general agent of the Frisco Lines in 
Mobile. 





W. J. Thorworth 





The Traffic Club of St. Louis held a 
meeting, February 3, in the Hotel Jef- 
ferson. Phillip J. Hickey, superintendent 
of instruction, board of education, was 
the guest speaker. At the next meeting, 
Dr. C. Oscar Johnson, D.D., will speak 
on his recent trip through the Orient. 





The Traffic Club of Fort Worth held 
its “Texas Christian University Day” 
meeting at the Blackstone Hotel, Febru- 
ary 3. C. A. Burch, of the University’s 
department of religion, gave an interest- 
ing talk on transportation and other 
phases of life in China. 





The Transportation Club of Dallas will 
observe a “Fat Stock Show Day,” Feb- 
ruary 24, at the Adolphus Hotel. 





The Woman’s Traffic Club of Chicago 


William J. Rainey, Louisville & Nash- 
ville Railroad. 
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* * &* 


C. J. Moran, formerly manager of the 
outward freight department of the 
Cunard White Star Line, and more re- 
cently director of the British ministry 
of war transport, has joined with E. E. 
O’Connor in the capacity of assistant 
general freight manager. R. J. Hunt has FS 
been promoted to manager of the out- 3m 
ward freight department, and will be RS 
assisted by Kenneth W. M. Ross. A. R. | 
Perrin is now manager of the inward 
freight department, assisted by L. Bol- 
lardi. Charles J. Sperl has been ap- Fe* 
pointed manager of the bill of lading 
department, replacing A. Picozzi, ap- 
pointed manager of the company’s office 
in Detroit. 


will hold a dinner and dance at the 
Drake Hotel, February 17. Art Briese, 
the humorist, will headline the evening. 
Roy A. Milbourne, general agent, New 
York Central System, will be _ toast- 
master. 





The Miami Valley Traffic Club will 
hold its annual dinner February 13, in 
the Biltmore Hotel at Dayton, Ohio. Col. 
Ralph L. Wolfe of Columbus, Ohio, will 
speak on “A Veteran Looks Back.” 





The Women’s Traffic Club of Milwau- 
kee held a dinner meeting at the Schroe- 
der Hotel February 10. O. F. Stern, 
regional cargo sales manager of the 
Capital Air Lines, spoke on “The His- 
tory of P.C.A.” 





The South Bend Transportation Club 
will hold a railroad night February 10 
in the LaSalle Hotel. At the last meet- 
ing the following officers were elected: 
President, Milton Schulz; first vice-pres- B- 
ident, G. H. Frank; second vice-pres- F7@ 
ident, Lee A. Day; third vice-president, FS= 
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CHICAGO 
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Wm. L. Carney; secretary-treasurer, F. 
B. Ingersoll; director, W. A. Strange. 
The annual dinner will be held March 
20 in the Oliver Hotel. 





The Calumet Transportation Associa- 


tion will hold its annual motor carrier ~ 


night meeting February 19, at Phil 
Smidt’s, Hammond, Ind. Wilbur F. 
Crowley, assistant states attorney of 
Cook County, Ill., will be the speaker. 





The. Women’s Traffic Club of Oakland 
will hold a bingo game, February 11, at 
the El Curtola. On February 15 there 
will be a tour of the Children’s Home 
Society. 





The Transportation Club of Decatur, 
Ill., will hold a motor carrier night meet- 
ing February 11, at the Orlando Hotel. 
Howard W. Hartup, branch manager, 
International Harvester Co., will speak 
on “The Motor Truck—Arch of Ameri- 
can Transportation.” 





The Women’s Traffic Club of Los An- 
geles held a dinner meeting February 5, 
at the Mayfair Hotel. Eugene Biscailuz, 
sheriff of Los Angeles County, spoke on 
“Law Enforcement in the Early Cali- 
fornia Days.” 





The Traffic Club of New York will 
hold its annual dinner, February 21, at 
the Hotel Commodore. 





The Pacific Traffic Club of San Fran- 
cisco will hold a meeting, February 11, 
at the Bellevue Hotel, honoring past 
presidents of the club. Robert Regala, 
Consul General of the Republic of the 
Philippines will speak. : 





The new president of the Camden Traf- 
fic Club is Christian T. Ebensperger, 
: joint agent of the 
Pennsyl- 
vania Railroad 
and Penna- Read- 
ing Seashore 
Lines in Camden. 
Mr. Ebensperger 
was born in 
Chews, N. J., and 
graduated from 
the public schools 
in Gloucester 
City, N. J. He 
began railroad 
work in 1900 as 
an agent at Audu- 
bon, N. J., for the 
Atlantic City 
Railroad Co. He 
was later an agent for the West Jersey 
& Seashore. In 1923 he became freight 
agent at Camden for the Pennsylvania, 
and in 1933 was appointed to his present 
post. Mr. Ebensperger is a past presi- 
dent of the Camden Rotary Club and a 
director of the Camden County Cham- 
ber of Commerce. 


Cc. T. Ebensperger 





The Transportation Club of Spring- 
field will hold a meeting, February 12, 
at the St. Nicholas Hotel. George C. 
Hoffman will speak on “Lincoln the 
Lawyer.” DeWitt Crow, attorney, will 
be dinner chairman, 





The Junior Traffic Club of Metropoli- 
tan St. Louis held a meeting, February 
5, at the DeSoto Hotel. Boaz Watkins, 
attorney and member of the faculty of 
St. Louis University, spoke. 





The Birmingham Traffic and Trans- 
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portation Club will hold a meeting and 
election, February 17, at the Tutwiler 
Hotel. 





The Triple Cities Traffic Club will elect 
new officers at a meeting, February 10, 
in the Arlington Hotel, Binghamton, 
N. Y. 





The Junior Traffic Club of Chicago 
held a motor night meeting at the Mor- 
rison Hotel, February 6. Gene Flack, 
director of advertising and trade rela- 
tions counsel of Sunshine Biscuits, Inc., 
spoke. 

The Lima Traffic Club will hold a 
Westinghouse night meeting February 
19, at the Kirwan Hotel. George B. 
Faviers, communication sales engineer, 
Westinghouse Electric Co., will speak. 





The Traffic Club of Minneapolis held 
its annual Boy Scout program meeting 
February 6 in the Hotel Nicollet. Theo- 
dore B. Knudson, assistant county at- 
torney, spoke. 





The Traffic Club of Denver will hold 
its annual meeting February 14 at Daniels 
& Fisher Sea Room. C. O. Gustafson, 
Minneapolis & St. Louis Railway, is en- 
tertainment chairman. 





The Western North Carolina Traffic 
Club was organized January 28 in Ashe- 
ville, N. C. Officers elected are: Presi- 
dent, M. Leonard Bauer, Ecusta Paper 
Corp.; vice-president, Robert D. Darden, 
Southern Railway; secretary - treasurer, 
Tom Reeves, Champion Paper and Fibre 
Co.; directors: Frank L. Vincent, Beacon 
Manufacturing Co.; Hugh Mease, Cham- 
pion Paper and Fibre Co.; Thomas R. 








FOR FEWER FREIGHT CLAIMS 


ACME UNIT-LVAl9) BAND 


® anc. vu. 8. PAT. OFF. 


Ges Se). ~x— 


The Acme Unit-Load process is ap- 
proved by the A.A.R. for bracing 
straight, mixed, pool and stop over 
cars, and bracing car doors. 


ATME STEEL COMPANY 


NEW YORK 7 ATLANTA CHICAGO 8 LOS ANGELES 11 


FOR FOLKS 
AND FREIGHT 


A Frisco representative is as 
near as your phone. Call him 
for information. 


LOUIS SAN FRANCISCO RY. 








Febru 


Good 
South 
ican | 
Expre 
Airlir 


The 
will | 
Febrt 
Clair 
Clair 
speak 
on P 






RLD 


¥ and 
wiler 


elect 
y 10, 
mton, 


licago 
Mor- 
“lack, 
rela- 
-Inc., 


old a 
ruary 
ze B. 
ineer, 
2ak. 


; held 
eeting 
Theo- 
ty at- 


l hold 
aniels 
afson, 
is en- 


Traffic 
Ashe- 
Presi- 
Paper 

arden, 

asurer, 

Fibre 

3eacon 

Cham- 

nas R. 















February 8, 1947 


Good superintendent, Asheville division, 
Southern Railway; A. H. Lathrop, Amer- 
ican Enka Corp.; J. H. Jones, Railway 
Express Agency; Paul Nabors, Delta 
Airlines. 












The Chippewa Valley Traffic Club 
will have as its guest speaker, at the 
February 12 meeting in the Hotel Eau 
Claire, Prof. Henry Kolka of the Eau 
Claire State Teachers College, who will 
speak on “The Public’s Point of View 
on Present Transportation.” 




















The Los Angeles Transportation Club 
members heard an interesting talk by 
a representative of “Alcoholics Anony- 
mous” at the February 3 luncheon ‘in 
the Hotel Biltmore. 








The Traffic Club of Washington, D. C., 
will hold its annual dinner at the 
Mayflower Hotel, February 12. Robert 
Ramspeck, executive vice-president of 
the Air Transport Association, will speak. 





The Mobile Traffic & Transportation 
Club will hold a meeting February 11 
in the Admiral Semmes Hotel, at which 
a film, “America Sails the Seas,” will 
be shown through the courtesy of the 
National Federation of American Ship- 
ping, Inc., Washington, D. C 








The Transportation Club of Des Moines 
held its annual dinner dance February 
8 in the Savery Hotel. 



























NOTE—lItems in the docket marked with an 
‘ asterisk (*) have been added since the last issue 
of THE TRAFFIC WORLD. New assignments now 
on the Commission's docket of dates later than 
herein shown will not bear asterisks when they 
do appear. Current cancellations and postpone- 
ments announced too late to show the change in 
this docke: will be noted elsewhere. 


pebrescy 10—Cheyenne, Wyo.—State Comm. 
—Jt. Bd. 233: 


MC 106621, Sub. 7—Melton Transport Co., 
— Wyo., common carrier appli- 
cation 

February 10—Cheyenne, Wyo.—State Comm. 
—Examiner Garofalo: 

MC 52409, Sub. 1—Bamrick Trucking Co., 

Scottsbluff, Nebr. 
February 10—Chicago, II1.—Sherman Hotel— 
Examiner Witters: 
— and Subs. 1 to 5—Armour and Co. 
Ahnapee & Western et al. 

Fourth eention Applis. 21583, 21802 and 22179 
—Fresh meats and pack ng house prod- 
ucts to Pacific Coast territory 

ne, Sub. > Fe Hormel’ & Co. vs. 

. e. a 
rai ama Ss. C.—Wade Hamp- 
ton Hotel—Examiner Yardley. 
Sub. 165—Dealer’s Transpo rt Co., 
ty Ill., common carrier ee 
Februa 10—Columbia, Ss. C.—Wade Hamp- 
ton Hotel—Jt. Bd. 177: 

MC 1504, Sub. 82—Atlantic Greyhound Corp., 
py aga W. Va., common carrier ap- 
plica 

February 10-Greensboro, N. C.—U. S. Court 


. 103: 
MC 13300, Sub. 27— Carolina Coach Co., 
aaian. N. C., common carrier applica- 


Pobsuay 10—Lansing, Mich.—Olds Hotel—Jt. 


MC 86580, Sub. 6—H. E. Joneen, Poca, 
Mich., common carrier application. 
February 10—Madison, Wis.—State Comm.— 
Examiner Burns: 
MC ae Sub. 4—Sawy: er Lines, Winterset, 
Ia., common itn boi application. 
February | 10_—Madison, Wis.—State  Comm.— 


MC 42614, Sub. 16— Chicago and North 
Western Ry., Chicago, Ill. 







































COFFEE’S “DEW-POINT DANGER 
HOURS” Are Over Now! 


This #1 coffee, being loaded at Santos, is 
extremely vulnerable to dampness in ship- 
ping. Today Cargocaire controls dampness. 


New Science Prevents 
Damage from Dampness 


Did you ever notice how dew con- 
denses on a glass of cold water in 
hot, humid weather? This happens 
because the temperature of the 

glass is lower than the dew point 
of the air—that point at which 
moisture forms. 

Any hour in any voyage, the 
same thing can take place on a far 
vaster scale in the holds of cargo 
ships. 

For many cargoes, this means 
the ‘“‘danger hour.”’ Sweat forms 
in the hold. Dampness starts its 
costly damage on cargoes. 

But now dampness can be con- 
trolled—surely, economically and 
easily, thanks to Cargocaire, the 
modern method of dehumidifica- 
tion and ventilation. 


Cargocaire assures 


good cargo out-turn 


Cargocaire operates when the 
moisture content of the air ap- 
proaches the danger dew point . . . 





New York ° Washington « 
‘ Montreal = * London 


Cargocaire 


ENGINEERING CORPORATION 


















The same #1 coffee, being unloaded in 
New York—with no soft, pithy beans; no 
mold; no loss of flavor, aroma and body. 



















whenever a damaging weather- 
front is crossed. It acts also as a 
ventilating system. 


The value of Cargocaire protec- 
tion for most semi-perishable im- 
ports is attested by the prefer- 
ential cargo insurance benefit pro- 
vided by far-seeing underwriters. 

Cargocaire is already standard 
equipment on more than 100 ves- 
sels of the world’s major shipping 
lines. And 100 more ships may 
join the Cargocaire Fleet this year. 


If you want your cargo pro- 
tected against damage from damp- 
ness, phone or write for the serv- 
ices of the Cargocaire Technical 
Advisor. No obligation, of course. 





























If you import or export these commod- 
ities . . . coffee, cocoa, grains, canned 
goods, sugar, flax, seeds, oils .. . then 


learn how Cargocaire protects you. All 
are subject to the “dew-point danger 
hours” and damage from dampness. 










San Francisco ° Seattle 
. Gotenborg 
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February 10—Memphis, Tenn.—Peabo Ho- 
te rt Bd. 10F: os 


MC Sub. 9—Dixie Greyhound Lines, 
Tne, “ed ve ifemphis, Tenn., common carrier 
app 
Febrierty To=Memphis, Tenn.—-Peabody Ho- 
tel—Jt. Bd. 
C 46797, Sub. 2— Phillips Truck Line, 
—- Tenn., common carrier appli- 
catio 
February 10—New York, N. ae Ag Washing- 
ton St. — Examines ason 
MC 96473, Sub. 1—B. Schnelder, Monticello, 
i Ae Pr ‘common carrier application. 
MC 107893 — J. Mastrogiacomo, Richmond 
1, N. ¥., common carrier application. 
February 11—Brattieboro, Vt.—U. S. Ct.—Jt 


Bd. 116: 

MC 4281, Sub. 3—Peoples Bus Lines, Inc., 
Brattleboro, Vt. 

February 11—Cheyenne, Wyo.—State Comm. 
—Examiner Garofalo: 


ue La Sub. 1—Andrew Transfer, Sid- 
Nebr., common carrier a plication, 
Februar j'—Greenvilte, N. C.—New Munici- 
.—Examiner Gray: 

S, bi48—Commodities between North 

'- eealieg and eas 
February i—Jacksonville, Fla. — Mayflower 

Hotel—Jt. Bd. 


=. Sub. 19—Service Coach Lines, 
a Dublin, Ga., common carrier appli- 
ca 


February 11—Ralelgh, N. C.—Sir Walter Ho- 


tel—Jt. Bd 
13300, Sub. 28—Carolina Coach Co., 
— gh, N. C., common carrier applica- 
February 11—Knoxville, Tenn.—U. S. Ct.—Jt. 


MC 40858, Sub. 28—Silver Fleet Motor Ex- 
press, Inc., Louisville, Ky., common car- 
rier application. 

MC 52953, Sub. 8S—ET&WNC Transportation 
Co., Johnson City, Tenn., common car- 
rier application. 

C 104004, Sub. 111—Associated Transport, 
Ine., New York, N. Y., common carrier 
application. 

Sub. 49—Mason & Dixon Lines, 
Inc., x BS Tenn., common carrier 
application. 

MC 60875, Sub. 9—Rutherford Freight Lines, 
ae. Bristol, Va., common carrier applica- 


mc” 107475, Sub. 5—Dance Freight Lines, 
Inc., Cincinnati, Ohio, common carrier 
oe. 

C 106456, Sub. 6— Super Service Motor 
Freight Co., Inc., Nashville, Tenn., com- 
mon carrier application 

February 11—Los Angeles, "calif. —State Bldg. 
—Examiner Way 
Ex Parte 160—Pacific Coast ears 
Association, Investigation of Status. 


ee ~ Ey Paul, , Mian -—U owe Station 


Bldg 
MC 41382, Sub. rtified Motor Trans- 
port, St. Paul, Minn., common carrier 
application. 
February 11—St. Paul, Minn. oo bart Station 
and Fed. Ct. Bldg.—Jt. Bd. 143: 


g. 
MC 107776—Berg Truck, Clarkfield, Minn., 
common carrier application. 


ie 11—St. Fon Minn.—Uptown Station 
nd Fed. Ct. Bldg.—Examiner Burns: 
Mc 107786—R. Neuman, Wheaton, Minn., 
common carrier application. 
February 11—Washington, D. C. — Examiner 
Schutrumpf: 
MC 17619, Sub. 


1—Lloyd’s Transfer, Berry- 
ville, Va., 


common carrier application. 
MC 104682, Sub. 3—Lonnie A. Hensley, Elk- 
ton, Va., common carrier application. 
February 11—Washington, D. C.—Examiner 
Carpenter: 
MC-C 882—Increases, Middle Atlantic, New 
England territory. 


February jp Jestnonyite Fla.—Mayflower 
bay ge vm age rdley: 
C 52633, Sub. s3—Matheos Trucking Co., 
Rochester, N. Y. 
February 12—Little Rock, Ark.—State Comm. 
—Examiner Colfer 
MC 107803—M & M ‘Storage Co., Harrison, 
k., common carrier application. 
February Ms ie a N. C.—Sir Walter Ho- 


13300, Sub, 29—Carolina Coach Co., 
oma gh, N. C., common carrier applica- 


tion 
MC 13300, Sub. 30—Carolina Coach Co., 
<a N, C., common carrier applica- 
on 
reerecy 12—Washington, D. C.—Argument: 


W-587—Foss Launch & Tug Co., extension, 


Car Ferry. 
W-587, Sub. 7—Foss Launch & Tug. Co., 
extension, Kennydale. 
1, Sub. 2—Puget Sound Navigation Co., 
extension, Tacoma-Keyport. 
W-580, Sub. §-ieemmoed Lighterage Co., 
extension, Bremerton. 
W-580, Sub. Sue ee Lighterage Co., 
extension, Port Orchard 
W-580, Sub. 6—Drummond Lighterage Co., 
extension. Indian Island. 
ce crow 12—Washington, D. C.—Examiner 


TOW heb Merchants Terminal Corpora- 
a A control; Baltimore Transfer Co. of 
Baltimore City, control; Motor Freight 
Express, purchase (portion), Alko Express 


Lines. 
February 13—Fargo, N. D.—U. S. Ct.—Jt. Bd. 
MC 101735, Sub. 1—E. Erickson, Litchville, 
February — Rapids, Mich.—U. S. Ct. 


Sub. 8—Blue Arrow Transport 

Lines, Inc., Grand Rapids, Mich., com- 
mon carrier a apple n. 

a a Rapids, Mich.—vU. S. Ct. 


MC 106603, Sub. hig Transit Lines, 
Inc., Grand — s, Mich., common car- 
rier Be Ciet 

rane 1 Little Rock, Ark.—State Comm. 


MC toeros, “Sub, 5—Little Dixie Frei 
Lines, Inc., Ada, Okla., common carr = 
application. 


February 13—Newark, N. J.—State Comm.— 
Examiner Masoner: 
MC 106528—Arrow Messenger & Delivery 
Service. Newark, N. J. 


MC 75317, Sub. 7—Central Dispatch, Inc., 
gee N. J., contract carrier applica- 
on 


February Se alee, N. C.—Sir Walter Ho- 
tel—Jt. Bd. 103: 


MC 3257 Sub. 9—Carolina Coach Co. of Va. 
Raleigh, N C., common carrier applica- 


thir 5 “13—St. Paul, Minn.—Uptown Sta- 
tion’ & Fed. Ct. Bldg .—Examiner Burns: 
MC 35358, Sub. +-Senxr Transfer & Stor- 
age Co., Minneapolis, Minn. 
February 13—Tampa, Fla.—Floridan Hotel— 
‘eo Yardley: 
Sub, 2—A. W. Ramsdell, Plant 
City, Fia., common carrier ap plication, 
February 13—Washington, oS. Se Bd. 120: 
MC 49117, Sub. — Eines Co., 
Inc.. Aberdeen 
February 13 Washington, D. C.—Examiner 
Schutrumpf: 
. B. Guthridge, Sr., revocation 
’ of certificate. 
when oy en 1i!1.—Hotel Sherman— 


MC 107958 2, A. Hoerneman, Burlington, 
Wis., common carrier application. 
ee eS — Wl. erman Hotel— 
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MC 52629, Sub. 28—Huber & Huber Moior 
ress, Inc., Louisville, Ky., common 
carrier application. 


February 14—Kalamazoo, Mich.—Chamber of 
Cc e—Jt. Bd. 76: 


MC 58954, Sub. 7—McNamara Motor Ex. 
press, Inc., Kalamazoo, Mich., common 
carrier application. 

February 14—Norfolk, Va.—U. S. P. O. & Ct. 
iol on e—Examiner Brad ox: 
C 22454, Sub. 329—Nu-Car Carriers, Inc,, 
“Gheeser’ Pa., common carrier application. 
February 14—Oklahoma City, Okla. — Okla- 
homa-Biltmore Hotel—Examiner Colfer: 
me 66841, Sub. 1—Masters Transfer Co,, 
s Norman, Okla., common carrier applica- 
on, 


February oe R. 1.—M. P. O, 
MC @ SSa78. Sub, 3—E. N. Curtis Transpor-. 


tation, Inc., jelson, Conn., common 
carrier application. 
I1—M. P. O, 


February tee, R. 
—Jt. Bd. 


Bld 
MC 100815, Sub. 3—Cozy Cab & Bus. Co., 
Fall River, Mass., common carrier appli: 


cation. 
February a TSmen, Fla.—Floridan Hotel— 


MC 107535—Hagan Trucking Service, Lake- 
land, Fla., contract carrier application. 
MC 96096, Sub. 4—J. Shipe Trucking 

Corp., Winter Haven, Fla., contract car- 
rier application. 

February 14—Washington, 
Romero: 

Finance 15551—Application of Salt Lake Rail 
& Bus Terminal Co. for authority to pur- 
chase properties of Salt Lake Terminal 
Co., in Salt Lake City, Utah. 

February at ae pa Md.—State Comm.— 
Examiner Riegel 

MC 73587, Sub. *O7--Elliott Brothers Truck- 
ing Co., Inc., Easton, Md., common car- 
ae sore ono: 

Sub. 8—C. U. Mehring, Keymar, 


MC 107935—W. H. Brown, Denton, Md., 
contract carrier application. 

MC 107559—W. J. Merson, Baltimore, Md., 
contract carrier application. 

February Rego al ii1.—Sherman Hotel— 

Examiner Witters 

20536. Merom. Gravel Co. vs. Ill. Cent. 

29365 and Sub. 1—Merom Gravel Co. vs. Ill. 


Cent. et al. 
0.—Gibson Hotel— 


February 17—Cincinnati, 
Examiner Burge: 
20—Square Deal Cartage Co., 
Detroit, Mich. .» common carrier applica- 


MC 2765, Sub. 
mc “21684 Sub. 8—C. E. Danbury, Williams- 
burg, ., contract carrier application. 
February, A; ees ©O.—Cuyahoga Coun- 


Me 67916, Sub. 4—New York Central Rail- 
road Co., New York, N. Y., common car- 
ver application. 
February 17—Denver, Colo.—State Comm.— 
Examiner Way 
Arkansas ’ portland Cement Co. vs. 
G. N et al. 


February ,17—Gainesville, Fla.—Fed. Bldg.— 
MC gg Sub. 35—Central Truck Lines, 


Tampa, Fla., common carrier a 
February “i7—Hintington, W. Va. 


D. C.—Examiner 


MC 50008, -*, 7—Ohio Valley Bus Co., 
Huntington, - Va., common carrier ap- 
plication. 


ies 4 17—Jacksonville, \Fla.—Mayflower 


1—Examiner Gray 


Fourth Section Appis. 20200 and 20201— 
—— from, to and between Florida 
po i 
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Re THE “GOOD-BY”—a reluctant one—was said by Sidney 


| O. Grubbs, Jr., appointed Assistant Executive General 
ee Agent at New Orleans on January 15. | 


Hotel— The “Glad to be here!” is voiced by Eldon -D. Pence, 
ree who has advanced to Grubbs’ former position as General 
‘applics: Agent in our Ft. Smith territory. 


Villiams- . Both started with our lines as messengers upon leaving 


ition. school—Grubbs at Shreveport in 1925; Pence a year later 


‘a Coun- : 
nsas .City. 
ti aw at Kansas. City 


non car- In the four years Sidney Grubbs lived and worked at 
tomm.— Ft. Smith and in the lovely and productive surrounding 
areas of Arkansas and Oklahoma, he made many friends 
for Kansas City Southern Lines—friends to whom he 
Bldg.— commends his successor for assistance in transportation 
« Lines, matters. 


Bee But Eldon Pence comes to Ft. Smith not altogether as 
ie Co, a stranger. Several years ago, he visited the area regu- 
rier ap- larly as Merchandise Agent. Now he is eager to renew 
ayflower old friendships and to make new ones, as is Sidney 


aj | ee ere ree en as 
nd that goes for all of us . . . with emphasis on ap- 
preciation for the business accorded our eas eae he a Civ “4 ) 
—traffic that is enabling us to place in operation in this, GourTHERN 
our Golden Anniversary Year, the “last word” in freight : 
and passenger power and equipment for faster, better 
service than ever before! 


Co. vs. 


nea 


JOHNSON O. COUCH GUY B. WOOD 
Asst. Vice Pres.-Traffic Vice Pres. -Traffic 
Kansas City, Mo. : Kansas City, Mo. IT’S THE 


Geithen Felle 


STREAMLINED @ AIR-CONDITIONED 
. between KANSAS CITY and NEW ORLEANS 
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ee 17—New York, N. Y.—641 Washing- 
ton St.—Examiner Driscoll: 


MC 20763, Sub. 2—Trinity Trucking Co., 
pond York, N. Y., common carrier appli- 
cation. 


MC 26280, Sub. 5—J. Scolaro, Brooklyn, N. 
Y., common carrier egorentin. 

MC 108022—J. R. Hirsch, Spring Valley, N. 
Y., contract carrier app ication. 

February 17—Oklahoma City, Okla.—Okla- 

homa-Biltmore Hotel—Examiner Colfer: 

MC 52921, Sub. 1—Red Ball, Ine., Sapulpa, 
Okla., common carrier application. 


iy iF>-Goetouste, La.—Fed. Bldg.—Ex- 


aminer e: 

Finance 154 Application Tex. & Pac. for 
a certificate permitting abandonment of 
line of railroad extending from Melville 
to Opelousas, in St. Landry Parish, La. 

Finance 15451—Application of Tex. & Pac. 
for a certificate for authority to construct 
a line of railroad from lle Platte to 
Opelousas, in Evangeline and St. Landry 
Parishes, La. n= © 


February 17—Providence, R. 
oe a Masoner: 
MC 107811—H. Beausoleil & Sons, Paw- 
tuckett, R. I., common carrier application. 
MC 107847—Peloso Welding Co., Johnston, 
common carrier application. 
17—Richmond, Va.—Hotel Rich- 


mond—Jt. Bd. : 
MCG 95136, Sub. 9—A. S. Yeatman, Montrose, 
Va., common carrier application, 
February 17—Richmond, Va.—Hotel Rich- 
mond—Jt. Bd. 7: 
MC 76978, Sub. 2—Blair Transit Co., Rich- 
mond, Va., contract carrier application. 
February 17—St. Paul, Minn.—Uptown Sta- 
tion and Fed. Bldg.—Jt. Bd. 96: 
Cc Sub. 2—Glenwood City Truck 
Line, Glenwood City; Wis., common car- 
rier ap. lication. 
February 17—St. Paul, Minn.—Uptown Station 
and Fed. Bldg.—Examiner urns: 
1. & S. M-2675—Furniture between Minne- 
apolis and Illinois, Wisconsin. 
February 18—Boston, Mass.—New P. O. Bldg. 
J 


t. Bd. 18: 

* MC 17829, Sub. 1—DiSilva Transportation, 
Inc., Somerville, Mass., contract carrier 
application. 

February 18—Chicago, II|.—Sherman Hotel— 
Commissioner ogers and Examiners 
Stiles and Aplin: 

29555—Pick-up and delivery services by 
railroads. 

MC-C 542—Pick-up and delivery services by 
motor carriers. 

Fenaete 18—Cincinnati, O.—Gibson Hotel— 
Jt. Bd. 37: 


MC 94060, Sub. 13—E. N. Yeary, Winches- 
ter, Ky., common carrier application. 
February 18—Harrisburg, Pa.—State Comm.— 

Examiner Riegel: 
MC 1658, Sub. 16—Shirks Motor Express 
Corp., Lancaster, Pa. 
Fla.—Mayflower 


February 18—Jacksonville, 
Hotel—Jt. Bd. 205: 

MC 4687, Sub. 2—McJunkin Truck & Bus 
Line, Fernandina, Fla., common carrier 
application. 

MC 4688, Sub. 2—McJunkin Truck & Bus 
Line Fernandina, Fla., common carrier 
application. 

February 18—Miami, Fla.—Dade County Ct.— 
Examiner Gray: 

* W-948, Sub. 1—Miami Key West Barge Ter- 
minal Lines, common carrier appl cation. 

February 18—New York, N. Y.—641 Washing- 
ton St.—Examiner Driscoll: 

MC 4405, Sub. 185—Dealer’s Transport Co., 
Chicago, Ill., common carrier application. 

February 18—Oklahoma City, Okla.—Okla- 
homa-Biltmore Hotel—Examiner Colfer: 

MC 40030, Sub. 1—El Reno Transfer and 
Storage Co., El Reno, Okla., common car- 


rier application. 


Gow 


oe 
February 









AND THE WEST 


February 19—Oklahoma City 





“North Western” 

places at your dispo- 

sal nearly 10,000 miles of 

rail transportation in nine 
mid-western states. 


CHICAGO and NORTH WESTERN SYSTEM 


PIONEER RAILROAD OF CHICAGO 


a 





February 18—Richmond, Va.—Hotel Rich- 
mond—Jt. Bd. 108: 

Sub. 3—E. S. Headley, Mundy 

Point; Va., common carrier app ication. 

February 18—Richmond, Va.—Hotel Richmond 
—Examiner Brady: 

MC 41984, Sub. 8—Blanton Trucking Co., 

Inc., Milford, Va., common carrier appli- 


cation. 
Va.—Hotel Patrick 


February 18—Roanoke, 
enry—Jt. Bd. 108: 

MC 61249, Sub. 1—Guss Dull’s Transfer 
Co., Inc., Staunton, Va., common carrier 
application. 

February 18—St. Paul, Minn.—Uptown Sta- 
tion & Fed. Ct. Bldg.—Jt. Bd. 141: 

MC 59681, Sub, 14—Dakota Transfer & Stor- 
age Co., Minot, N. D. 
Renee 18—Valentine, Neb.—Cherry Coun- 

t ourt—Jt. Bd. 138: 

MC 107932—Johnson Transport Service, Val- 

entine, Neb., common carrier application. 
Marr? 4 ag ge rH D. C.—Jt. Bd. 12: 

MC-FC 31215—Application for Lease; Dia- 
mond Tours, Inc., Washington, District of 
Columbia, Lessee, and George D. Taylor, 
dba Taylor Tours, Washington, District of 

lumbia, Lessor. 
February 18—Washington, D. C.—Examiner 
Wilkins: 


1. & S. 5432—Defiuorinated phosphate in 
southern territory. 
February 18—Washington, D. C.—Jt. Bd. 12: 
MC 7 . Sub. 4-Emery’s Motor Coach 
Lines, Martinsburg, W. Va. 
February 19—Boston, Mass.—New P. O. Bldg. 


—Jt. Bd. 132: 
* MC 108042—Mountain Haulage, Inc., Boston, 
Mass., contract carrier application. 
—s 19—Cincinnati, O.—Gibson Hotel— 
Jt. Bd. 117: 


MC 45829, Sub. 11—Carolina Motor Express 
Lines, Inc., Indianapolis, Ind., common 
carrier application. — 

ey x 19—Cincinnati, O.—Gibson Hotel— 
Jt. Bd. 37: 


MC 59471, Sub. 8—Johns Truck Line, Dry 
Ridge, Ky., common carrier application. 
es, 19—Danville, Va.—U. Ct.—Jt. 


a 
MC 107900—Tri-Cities Transportation Co., 
Leaksville, N. C., common carrier appli- 
cation. 
March 19—Denver, Colo.—State Comm.—Ex- 
aminer Borroughs: 
* MC 106715, Sub. 2—C. H. Dunaway, Denver, 
Colo., common carrier application. 
February 19—Fort Worth, Tex.—Hotel Texas 
Examiner Borroughs: 
MC 1968, Sub. 38—D. C. Hall Motor Trans- 
portation, Fort Worth, Tex. 
February 19—Huron, S. D.—Marvin Hughitt 
Hotel—Jt. Bd. 147: 
MC 107668—C. W. Johnson, Wessington, 
S. D., common carrier application. 
MC 107800—W. F. Schlagel, Clark, S. D., 
common carrier application. 
ex sete N. J.—State Comm.— 


MC 13492, Sub. 10—North Boulevard Trans- 
portation Co., North Bergen, N. J. 
Okla.—Okla- 
homa-Biltmore Hotel—Jt. Bd. 39: 
MC 69419, Sub. 48—Groendyke Transport 
Enid, Okla., common carrier applica- 


aes a 19—Oklahoma City, Okla.—Oklaho- 
ma Biltmore Hotel—Examiner Colfer: 
MC 43657, Sub. 14—De Tar Distributing Co., 
Inc., Oklahoma City, Okla. 
February 19—Richmond, Va.—Hotel Richmond 
—Examiner Brady: 
MC 107450—Groome’s Bus Service, Rich- 
mond, Va., common carrier application. 
nee oe ene, Va.—Hotel Richmond 


MC 59238, Sub. 31—Virginia Stage Lines, 
Inc., Charlottesville, Va. 


TRAFFIC WORLD 





February 19—Tallahassee, Fla.—State Comm. 
Jt. Bd. 205: 


MC 59523, Sub. 24—Abb’s Transfer & Sery- 
ice Co., Inc., Mobile, Ala., common car- 
rier application. 

9—Washington, D. C.—Examiner 


erry: 

29660—Luther P. Jackson vs. Seaboard Air 
Line — Co., L. R. Powell, Jr., and 
Henry W. Anderson, receivers et al. 

February 19—Washington, D. C.—Examiner 
Romero: 

Finance 15538—Application of C. B, & Q. 
for authority to modify agreement to op- 
erate under trackage rights over line of 
Baltimore and Ohio Southwestern R. R. 
between Shattuc and East St. Louis, Ill. 

* Finance 15200—Supplemental application of 
Cc. B. & Q., for authority to acquire con- 
trol, en ownership of capital stock, 
of Missouri and Illinois Bridge and Belt 


R. R. Co. 
February 20—Ashiand, Ky.—Fed. Bldg.—ZJt. 
Bd. 263: 


MC 64371,, Sub. 3—W. A. Malone, Allen, 
Ky., contract carrier application. 
February 20—Harrisburg, Pa.—State Comm.— 
- Examiner Riegel: 
MC 452, Sub. 3—R. S. Border, Hanover, Pa., 
contract carrier application. 
= 51077, Sub. 1—R. J. Eichelberger, York, 
a. 






February 




















February 20—Jacksonville, 
Hotel—Examiner Gray: 
W-376, Sub. 1—Pan Atlantic Steamship 
Corp., extension, Port St. Joe. 
W-376, Sub. 2—Pan Atlantic Steamship 
Corp., extension, Miami. 

February 20—Lexington, Ky.—U. S. Ct.—Ex- 
aminer Burge: 

* MC 102578, Sub. 3—Sanders Trucking Co., 
Inc., Liberty, Ky., common carrier appli- 
cation. 

February 20—Lexington, Ky.—U. S. Ct.—JIt. 
Bd. 208: 


MC 107865—N. Flynn, Frankfort, Ky., com- 
mon carrier application. 


February 20—Lexington, Ky.—U. S. Ct.—Ex- 
aminer Burge: 

MC 107768, Sub. 1—Georgetown-Avon Bus 
Co., Georgetown, Ky., common carrier ap- 
plication. 

February 20—Pensacola, Fla.—U. S. Ct.—Ex- 
aminer Yardley: 

MC 107534—A. L. Harrell and E. C. Kear- 
ley, Pensacola, Fla., contract carrier ap- 
BI cation. 

M 107823—Knowles Refrigerated Truck 
Service, St. Andrews, Fla., common car- 


rier application. 
Ss. D.—State Comm.— 


February 20—Pierre, 
Examiner Burns: 

MC 107614—A. H. Coates, Highmore, S. D., 

common carrier application. 
eee 20—Tulsa, Okla.—Mayo Hotel—1Jt. 

MC 107651—L. B. Malone, Jr., Muskogee, 

Okla., contract carrier application. 
February 20—Washington, D. C.—Examiner 
Glover: 

Fourth Section Appl. 22182—Feed, animal 
or poultry, to Florida. 

February 21—Chicago, II1.—Sherman Hotel— 
Examiner Witters: 

‘. é S. 5447—Transit at Rio Grande Cross- 
ngs. 

February 21—Fort Smith, Ark—Hotel Gold- 
man—Examiner Lyle: 

Finance 14345—Application of Midland Val- 
ley R. R. for a certificate permitting 
abandonment of line extending from Hart- 
ford Junction to Excelsior, Ark. 

February 21—Harrisburg, Pa.—State Comm.— 
Examiner Riegel: 

MC 90995, Sub. 1—M. L. Greenly, Lincoln, 

Pa., common carrier application. 





Fla. — Mayflower 



























Long-Distance Movers of 
Household Goods, Office 
Furniture and Equipment. 
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Caml February 8, q 
t Serv- February tare, Ky.—Kentucky Hotel February 24—Little Rock, Ark.—Fed. Bldg.— Feary 25—Fargo, N. D.—U. S. Ct.—ZJt. 
on car- —Jt. Bd. 155: Examiner Lyle: Bd. 143: 
| “” 105470, Sub. 1—Indianapolis Forward- Finance 15470-Application of Mo. and Ark. * MC 107959—Starkey Truck Line, Napoleon, 
aminer ne et: Chicago, Ill., common carrier ap- Ry. Co. for a certificate permitting aban- N. D., common carrier application. 
lication. donment of the line extending from Jop- February 25—Fort Worth, Tex.—Hotel Texas 
id Air lin, Mo., to Helena, Ark., and aban- —Jt. Bd. 16: 
” and poruary As Nog og Ky.—Kentucky Hotel " of about a 26 mil - . ¥.—641 Washi mee 3 ace C. V. Howland, revocation of cer- 
° a ebruar ew Yor ashing- 
aminer § MC 9685, Sub. 9 Emery Transportation Co., ton St.—Examiner briscoti . February 25—Fort Worth, Tex.—Hotel Texas 
. =e ee application. Me 74838, Sub, 2~Short Line Delivery Co., —Jt. Bd. 77: 
Q. : ver | New York, N. Y., common carrier ‘appli- MC 1862, Sub. 7—Dixie Motor Coach Corp., 
(to op Ruff Truck Lines. cation. - Dallas, Tex., common carrier application. 
line ot pocuery vay” Tiaaeaezsaee N. J.—State Comm.— MC 107978—Jaxon Trucking as Se Jack- MC 2309, Sub. 19—Gillette Motor ransport, 
3 R. son Heights, Long Island, N. Y., contract Inc., Dallas, Tex., common carrier appli- 
ais, Ill, MC 10426 "$ub. 1—Rossmeyer & Weber, carrier application. cation. 
gpl, Inc., Metuchen, 7. a February 24—Philadelphia, Pa.—U. S. Ct.— Fewcsets pete Bay, Wis.—U. S. Ct.— 
si ae saa = xaminer Riege , : : 
stock, Bras ween 1 ee—U.. &. h— Ee MG 6424, Sub. TR. Cobleigh, Philadelphia, * MC 107987—P. C. Gerhart & Son. Algoma, 
1d Belt MC 55889, Sub. 7—Cooper Transfer Co., we ey eomtract — app oe — ‘ ome coated, et Se Hotel 
x ader Brothers, Inc., ruar arlingen, Tex.—Ma n 
ig.—Jt. Brewton, Ala., common carrier applica- Philsdelphis, Pa., common carrier appli- Jt. ha. 113 : 
Alle iebruare £1—-Rasld Clty, &. D.—Alex Joh cation. MC 107846, Sub. 1—International Truck Line, 
7 son Hotel—Jt, Bd. 183: . February 24—§t. Paul, Minn.—State Comm.— Hidalgo, Tex., common carrier applica- 
omm.— MC 107700—C. Campbell, Spearfish, S. D., xaminer ers 25— Pai e 
common carrier application. 29484— Minneapolis Traffic Association vs, heey. Se Oe, Mo.—Hotel Pick 
er, Pa., MC 107749, Sub. 1—Dodson Bros., Spear- G. N, et al. |. & S. M-2683—Cance lations, restrictions 
York fish, S. D., contract carrier application. Foner 24—Sioux Falls, S. D.—U. S. Ct.— from and to southwest. 
” or. , _ 1 —, a os oad 
pe og 21—Tulsa, Okla.—Mayo Hotel—Jt. Mc Bag dcroft Transportation Co. oa Neb.—State Comm 
yflower MC 107886—Union Transportation Co., Tul- Sioux City, Ia., contract carrier applica- MC 41274, Sub. 10—Nielsen & Peterson, 
sini sa, Okla., common carrier application. tion. aS ia ey Island, Neb., common carrier appli- 
-amsnhip SA niall —Ex- Februar Sioux Falls, S. D.— t.— cation 
amshi February, 21—Tulea, sca tear scoliealdainaes examiner a St Wonied « D Feary cally eee sa = 7 Sana of 
> p —O 17884—- Koza ation, Yankton, S. D., ‘commerce oms— 
gt oye meray FE TA, SN, BETS common carrier application. MC 71478, Sub. 11—Chief Freight Lines Co... 
t.—Ex- 9 February 24—Boston, Mass.—New P. 0. Bldg. February, 24—Tulsa, Okla.—Mayo Hotel—Ex- Se See es ne Se 
ng Co. ff mo 31600, “Sub. 78 P. B. Mutrie Motor MG 62460, Sub. 19—Hugh Breeding Inc., Cebeeey | Berea, income. at 
r appli- Transportation, Inc., Boston, Mass., com- Tulsa, Okla., common carrier a app cation. MC 74361, Sub. 1—Sallisa w Transfer, Salli- 
— = mon carrier application. February’ 25—Boise, Ida.—State Comm.—Jt. saw, Okla., common carrier application. 
Big eg BR MC 106871, Sub. 3—C. May, Payette, Ida., | February 25—New Orleans, La.—Jung Hotel 
y., COm- mon carrier application. contract ‘carrier application. —Jt. Bd. ; » Setent “2 os O 
— February 24—Hattlesburg, Miss.—Fed. Bldg. res oise, Ida.—State Comm.—Jt. a 5 scr reight nes, New Or- 
on Bus || MC, 000, Sub. 2-West Brothers Motor Ex. ° MGaiGiee® $48; Sal: Shimon capri up. SPLUGDY wa aya” Orieanss La—June Hote 
: plication u ecurity Storage an 
rier ap carrier application. February 25—Boston, Mass.—New P. O. Bldg. Co., Inc., New Orleans, La., common 
“ February 24—Kansas City, Mo.—Hotel Pick- —Examiner Masoner: carrier application. 
ot.— Ex- wick—Jt. Bd. 19: MC 107842—J. B. Brooks Co., Worcester, February 25—New York, N. Y.—641 Washing- 
 K MC-C 879—D. D. Bolman Mercantile Co. vs. Mass., common carrier application. ton St.—Examiner Driscoll: 
an ear- Santa Fe Trail Transportation Co. MC 107897_-Riopelle’s Garage, Methuen, MC a. a a 4 Hill Trucking Co.;  Inc., 
rier ap- February 24—Kansas City, Mo.—Hotel Pick- Mass., common carrier appl cation. Paterson, common carrier applica- 
+ wick—Examiner yo February 25—Charleston, W. Va.—Fed. Bldg. tion. 
ruck MC 954, Sub. 15—Mid-States Freight Lines, —ZJIt. MC 88073, Subs. 9 and 10—Dade Brothers, 
om car Inc., Chicago, Ill., common carrier appli- * MC So8oR. ‘sup *6—J. H. Farson, Coalgrove, Inc., Mineola, N. Y., common carrier ap- 
: cation. O., common carrier application. plication. 
yomm.— 
», S. Di 
tel—Jt. 
iskogee ® 
- e Fort 0 ranci 
xaminer 
animal 
Hotel— 
2 Cross $e Center of Pacific Coast Shipping + 
el Gold- 
for a Century 
ind Val 
~~ 
nee ONT 1 
et mar- 
a BOARD OF STATE HARBOR COMMISSIONERS Aare soil 
5 et Changes cCatc 
Lincoln Ferry Building, San Francisco, Calif. § 





you with your in- 
ventories up. Fly 
your freight to Latin America via 
TACA-—-low rates, immediate handling, 
reserved cargo space. 





_e 





TACA AIRWAYS AGENCY, INC. 


Cargo Division, International Airport, Miami 


ool New York Office, 15 W. 50th St. 

om Or consult your local freight forwarder 
ice 

>ment. 
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February ee etodeiohia, Pa.—U. S. Ct.—Ex- 
ron Gent Riegel: 
C 5649, Sub. 11—Kulp and Gordon, Inc., 
MBhoentxville, Pa., common carrier applica- 
on, 
C 70083, Sub. 2—Melville Storage Co., 
Philadelphia, Pa., common carrier appli- 


Me. 67784 3—Cardonick’s Insured De- 
livery ae. : aaa ooo Pa., common 
carrier application. 

dea ty — Ore.—Multnomah Ho- 
tel—J s 

* MC 104469, Sub, 6—A. P. Anrig, Goldendale, 

., common carrier app ication. 

* MC 407941, Sub. 2—L,. A. Burson, Portland, 
Ore., common carrier application. 

* MC 107944, Sub. 2—L. R. Adams, Clatskanie, 
Ore., common carrier application, 

February, aa ee Ore.—Multnomah Ho- 

* MC 39395, Sub. 2—Nehalem Valley Motor 
Freight, Portland, Ore., common carrier 
appl cation. 

February er ee Nev.—Chamber of Com- 
merce—Jt. Bd. 128: 

MC 1849, Sub. 47—Northern Transportation 
Co., Los Angeles, Calif., common carrier 
application. 

Waa 25—St. Paul, Minn. a town Sta- 

tion & Fed. Bldg. —Jt. Bd. 

* MC 18468, Sub. 3—Burdick a Son Truck 
Service, Ortonville, Minn., common car- 
rier application. 

February St. Paul, Minn.—U town Sta- 
tion & Fed. Bldg.—Jt. Bd. 

* MC 107970—R. M. Hetrick Prescott, Wis., 
common carrier application. 

February 25—Was ew D. C.—Jt. Bd. 2S: 

MC 77, Subs. and 20—Washin 
Marlboro, and egg Motor L se 
Inc., Bradbury Heights, Md., common car- 
rier’ application. 

February Bie tkiesten, D. C.—Examiner 
Bennett: 

1. & S§, M-2712—Classifications, 
Creams and Shaving Soaps. 

February a oston, Mass.—New P. O. Bldg. 

aminer Cheseldine: 

- MG. 107754—-Sea on Truckers, Inc., 

New Bedford, Mas 

February 26—Fort Worth, Tex.—Hotel Texas 
—Jt. Bd. 77: 


MC 12369—Southwest Travel Service, Fort 
Worth, Tex., broker application. 
February 26—Fort Worth, Tex.—Hotel Texas 
—Examiner Borroug hs: 
MC 106297, Sub. 10—Mia- States Trailer 
Transport, Inc., Chicago, Ill., common car- 
rier application. 


Pohenary Oe en, Mich.—Fed. Bldg.— 


9,” i. 7—W. Cochran Freight 
Lines, Tron Mountain, Mack. common car- 
rier application. 


Februar — City, la.—Fed. Bldg.— 


MC 107687 Winnebago Lines, Inc., Sedalia, 
Mo., common carrier application. 
February 26—New Orleans, La.—Jung Hotel 
—Examiner Yardley 
MC 52633, Sub. 33— Mathews Trucking Co., 
Rochester, N. Y., common carrier appli- 
cation. 
February 26—New Orleans, La.—Hotel Jung 
—Examiner Gray 
—_— Sub. 1—ATrOW Line, extension, Gulf 
orts. 


Februar 
Jt 


Shaving 


A. Veeraesiees N. J.—State Comm.— 


MG 1002, Sub. 4—Asbu 
Transit Cor +, Keypo 
carrier application. 


February ggg N. J.—U. S. Ct.—Ex- 
el 


J. Moser, Phillipsburg, N. J., 
common carrier application. 


Se ge York 
, common 


February 26—Tulsa, Okla.—Mayo Hotel—Jt. 


MC 58441, ae aa a Motor Coaches, 
pecan gg, ~ a 
February Tulsa, Okla.—Mayo Hotel—Jt. 
Bd. 217: 


MC 107231, Sub. 1—Breeding Motor Coaches, 
Muskogee, 
ies 2e—wichiia, Kans.—Hotel Lassen— 


* me. "30805," Sub. 58—Santa Fe Trail Trans- 
portation Co., Wichita, Kans., 
carrier applicati on. 


Fanner. 27—Boston, Mass.—New P. O. Bldg. 


t. Bd. 
MC 106372, Sub. 2—City Oil Transportation, 
— N. H., common carrier applica- 
on 


February 7 Gesten, Mass.—New P. O. Bldg. 
—ZJt. . 189: 


MC 30480.” Sub, 19—Becker Transportation 
Co., Inc., Cambridge, Mass., common car- 
rier application. 


February ka Mass.—New P. O. Bldg. 


MC. 107505—F. C. Allard, Newton Centre, 
Mass., contract carrier ‘application. 

February 27—Fort Worth, Tex.—Hotel Texas 
= a a Borroughs: 

MC 59468 42--Red Ball Motor Freight 
Lines, Dalles, Tex. 

* MC 2229, Sub. 27—Sproles-Red Ball Lines, 
eit Dallas, Tex., common carrier appli- 
cation. 

February 27—Kansas_ City, Mo.—Hotel Pick- 
wick—Examiner Burge: 

MC 30378, Sub. 418—Associated Transports, 
Inc., St. Louis, Mo., common carrier ap- 
plication. 

February 27—Kansas City, M Mo.—Hotel Pick- 
wick—Examiner Burge 

MC 11185, Sub. 5 51—J-T™ Transport Co., Kan- 
- City, Mo., contract carrier applica- 

on, 

February 27—Los Angeles, Calif.—Fed. Bldg. 

—Jt. Bd. 78: 


* MC 13597, Sub. 1—Mojave Corp., Los 
Nietos, Calif., common carrier application. 
name 27—Mason City, la.—Fed. 


146: 
Me 9321, Sub, 3—Producers Produce Tran- 
t Co., Clear Lake, Ia., common carrier 
pone nt Pay 
orn a City, la.—Fed. Bldg.— 

MC 12366—Mason City Traffic Bureau, Ma- 

son City, Ia., broker . 
February 27——Neéwark, —State Comm.— 
Examiner Willianis.. 

MC 107810—T. Patterson, lone Island City, 

N. Y., contract carrier application. 
February 27—Newark, N. J.—State Comm.— 
Examiner Riegel: 

MC 73612, Sub. 4—E. & T. Express Co., 
Inc., Elizabeth, N. J., common carrier ap- 
LM mg 

February so —ewark, N. J.—State Comm.— 
State Comm,.—Jt. Bd. 

MC 107523—Moe’s ‘Mountain Service, Brook- 

lyn, N. Y. 


ge cag ig 27—Topeka, Kans.—State Comm.— 
Jt 


* MC 7341, a, 3—Felten Transfer & Truck 
Line, Salina, Kans., common carrier ap- 
plication. 

February 28—Boston, Mass.—New P. O. Bldg. 
Ro gt Masoner: 

C 4405, Sub. 166—Dealer’s Transport Co., 
Mialcaao. Tll., common carrier application. 

February 28—Fort Worth, Tex. —Hotel Texas 
—Examiner Borrou meee: 

l. &. . M-2716—Oil field equipment in south- 


Mo $2511, Sub. 24—Hunsaker Trucking Con- 
tractor, Inc., Dallas, Tex., common car- 
rier application. 


GULF MOBILE & OHIO RAILROAD 


common ~ 
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February 28—Kansas City, Mo. —Hotel Pid 
ae aa eee Burge: 
C 8582, Sub. 1—W. . Green and Son 
Mi cerenert Mo. 
MC 100518, Sub. 7—R. C. McCarty Co., Ka 
sas City; 
roe 26—Newark, N. J.—State Comm, 


MC 29854, Sub. 10—Hudson a Transpo 
tion Co., Inc., Jersey City, N. J., comme 
carrier application. 

February 28—New Orleans, La.—Jung Ho 
—Jt. Bd. 246: 
MC 54808, Sub. 1—Sam Grimmett, Inc., Poy 
rre, La., common carrier application, 
February 28—New Orleans, La.—Jung Hot 
—Examiner Yardley 
MC 107264—H. L. Walte, Patterson, La. 
February 28—New Orleans, La .—Jung Hot 
—Examiner Gray: 

Fourth Section Appl. 21514—Commodit 
rates between points in Louisiana. 
February New York, N. Y.—641 Washing 

ane St.—Examiner Riegel: 
107930—Goody’s Trucking, Brooklyn, N 
“S.. age ot carrier —_—— on. 

MC —— Sub. 5—Smolowitz Bros., Broo 
lyn, Y., contract carrier ap lication, 

MC 35288, Sub. 8—Weidberg Delivery Se 
ice, New York, N. Y., common carrier aj 
plication. 

March 3—Baton Rouge, La.—State Comm. 


Examiner Rg gf 
MC 107891—. ea Trucking Co., Bato 


uge, La., contract carrier rE applicatias 
March 3—Boston, Mass. —New P 
Examiner Masoner: 
MC 52633, Sub. 26—Mathews Trucking Co 
Rochester, N. Y¥. 
* MC 21102, Sub. 7— Fred Martin & So 
Stoneham, Mass., common carrier applica 


tion. 
March 3—Chicago, 
aminer Burns: 
22254, Sub. 12—Trans American Vai 
Service, Inc., Chicago, Ill., common car 
rier application. 
March 3—Davenport, la.—U. S. Ct.—Jt. Bi 


92: 
ad a 2 bad Sub. 5—Burlington Truck Line 
Chicago, -Til., common carrier appl 
sabes 
March 3—Kansas City, Mo.—Hotel Pickwi¢d 
—Examiner Burge: 

1. & S. M-2710—Class Rate Restriction 
Central and Western states. 

MC 96505, Sub. 15—Steel Transportation Co. 
Inc., Kansas City, Mo., contract carrie™ 
application. 

March 3—New Orleans, La.—Hotel Jung—E 
aminer are 
-75—G. 


1ii.—Sherman Hotel—Ex 


 igler Co., contract carrier apm 
ms oe Bl i 
March 3—New York, N. Y.—641 Washingtom 
St.—Examiner Riegel: 
MC 93855, Sub. 1—J. C. Noble, Bronxville 
N. Y., common carrier application. 
MC 105444, Sub. 1—Chanice & Chani 
| aiane N. Y., common carrier applica 


MG. 716050, Sub. 4—Thomas Ward Storag 
Warehouse, New York, N. Y., commo 
carrier application. 


March 3—Pittsburgh, Pa.—Chamber of Com 
merce Rms.—Examiner Hurley: 

* MC 65748, Sub. 4—East End Trucking Co 
Pittsburgh, Pa., common carrier applica 
t 


March 3—Roanoke, Va.—Hotel Patrick Hen 
—Examiner Kobernusz: 

* Me 63417, Sub. 4—Blue Ridge Transfer Co 
Galax, Va., common carrier applic 

on. 

March 3—Wichita Falls, Tex.—Chamber 
Commerce—Jt. Bd. 77: 

* MC-C 811—J. W. Stewart, 
permit. 


revocation 4 


® The MISSOURI RIVER EAGLE 
Daily between St. Lovis-Kansos City and St. Joseph, 
Lincoln and Omaha. 


® The COLORADO EAGLE Daily 
between St. Lovis-Kansas City and Pueblo, Colorado 
Springs and Denver. 


® The DELTA EAGLE Daily between 
Memphis, Helena, Ark. and Tallulah, La. 


ea satis Die. 


MISSOURI 
“PACIFIC 
x LINES 





